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A Greater Frisco Brings You 


INER TRANSPORTAT 


A Finer Port to all the World 
Pensacola, Frisco’s port to the 
Seven Seas, opens up new op- 
portunities in world trade. 
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BORIS KARLOFF appearing in Cecil B. DeMille’s “UNCONQUERED,” a PARAMOUNT PICTURE IN TECHNICOLOR, 


Where is my carload of arsenic? 


Arsenic, Mr. Karloff? Could you be referring to NP 
75013-MFST 221 that passed through SPKNE 
at 2:12 yesterday morning? It should arrive to- 
morrow afternoon—and as long as it’s on the 
Northern Pacific, we can tell you its approximate 
location at any time. 

Magic, Mr. Karloff? No, it’s NP’s famous 


Follow that car! NP men at operating 
terminals check each car in transit 
each day, report its number, contents, 
destination to Car Accountant’s office 
in St. Paul. Then... 


Deadline at 8! Wire reports of previous 
day’s car movements are collected 
and published daily at 8 a. m. in 
Eastbound and Westbound editions 
of the Passing Report... 


TRAFFIC WORLD 


‘Passing Report” Service that thousands of 
shippers count on for fast, accurate reports on the 
movement of millions of dollars’ worth of fast 
freight along the ‘‘Main Street of the Northwest” 
—everything from carloads of arsenic (which we 
actually haul) to fish, fruits, lumber, grain and 
you-name-it. HERE’S HOW IT WORKS... 


Passing reports and Manifest Records 
(showing arrival and departure times 
of NP fast freights all along the line) 
are wired or air-mailed to all NP 
freight representatives. So... 


A quick call to your nearest Northern 
Pacific traffic representative gives you 
the answers about your shipment— 
where it is, when it should arrive. Just 
another reason NP is a mighty satis- 
factory route for freight. 
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Forty Years for the League and Us 


“Indian travois and canoe, ox cart, pack horse, 

Conestoga wagon, stage coach, canal barge, steam 
boat, steam railroad, electric railway, motor vehicle, 
airplane—these words spell the progress of transporta- 
tion in America.” 

No one has written a better and briefer history of 
transportation in America than did Leo J. Flynn, ex- 
aminer for the Interstate Commerce Commission, early 
in 1928, in a report in the Commission’s first inquiry 
into motor truck and motor bus operation, in which 
he recommended regulation of those means of trans- 
portation and “wise, farsighted and definite coordina- 
tion of all existing transportation agencies—land, water 
and air.” y 

The National Industrial Traffic League, organized 
in 1907 to deal with regulated railroad transportation, 
was just coming of age when Examiner Flynn wrote 
his report. It had already then done much to protect 
the interests of shippers and travelers, but the large 
expansion, when freight on the highways and ‘ih the 
air was to occupy its attention, was still to come. 


Transportation regulation and the League are 


almost coexistent. Although the Act to Regulate Com- 
merce was twenty years old when the League was 
| founded, regulation in the sense of exercised govern- 
|mental power over transportation really had its birth 
|with the enactment of the Hepburn Act and the Car- 
mack amendment to the law in 1906. 

The Hepburn Act gave the Commission power to 
prescribe maximum rates for the future; the Carmack 
amendment mandated interstate common carriers to 
issue bills of lading and placed liability for prompt and 
safe transportation of goods on the initial carrier for 
the whole through movement. 

These legislative events brought transportation 
regulation directly into the shipping room—and in 
1906 the shipping room was about all most industries 
had in the way of a traffic department. They made it 
immediately apparent that industrial transportation 
was something at once too important and too compli- 
cated to be entrusted to the old-line shipping -clerk. 
They solidified the place of that newer industrial figure 
—the traffic manager. : 

. And, on two separate fronts, groups of men, aware 
of the growing need for expert traffic services, decided 
to do something about it. 

One of these groups produced the first almost ele- 
mentary weekly pamphlet that has, in the succeeding 
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forty years, grown into the present Traffic World; 
the other group founded the National Industrial Traffic 
League, since grown into the most important and most 
influential body of shippers in the country. 

It is thus more than a coincidence that the Traffic 
World should have reached its fortieth birthday anni- 
versary last April, and that the National Industrial 
Traffic League should have observed its fortieth anni- 
versary at its meeting and luncheon in Chicago last 
week. 

The close connection between the legislative events 
of 1906 and the founding of the League in 1907 is illus- 
trated by its grave concern, in its first year, with the 
development of a standard form for bills of lading. 


LTHOUGH THE LEAGUE, in its inception, was 
motivated by the need for the protection of ship- 
pers’ interests under statutory regulation as it existed 
forty years ago, much of its energy in the years since 
has been spent, not in matters concerned with existing 
law, but in the wise guidance of legislators in formulat- 
ing the many important pieces of legislation that have 
since become an integral part of the statutes. 
Regulation of highway transportation by the In- 
terstate Commerce Commission was still seven years 
in the future when Examiner Flynn wrote his report. 
In the shaping of legislation covering that regulation 
the League played an important part, as it had already 
done in the framing and adoption of the Mann-Elkins 
Act, in 1910, under which the shippers’ right to route 
his own freight obtained the sanction of law; of the 
Valuation Act, in 1913, establishing a financial base 
for freight rates; of the Cummins amendments, in 1915 


and 1916, establishing the liability of common carriers; 


of the far-reaching Transportation Act of 1920, estab- 
lishing among other things the positive responsibility 
of the Commission for the establishment and mainte- 
nance of an adequate transportation system, and of 
the Emergency Transportation Act of 1933, which 
established a Coordinator of Transportation and 
helped to carry the railroads through a trying period. 
In more recent years, the League has acted as 
the shippers’ advocate in the formulation of legisla- 
tion placing water carriers and freight forwarders 
under the jurisdiction of the Interstate Commerce 
Commission, so that, as our great American trans- 
portation now stands, only transportation by air is 
excepted from the unified regulation of that body. 
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This tandem-axle Aerovan, poy by an International 
truck, is but one of a fleet of 40 Fruehaufs supplied by 
Midwest Transfer, Chicago, to keep Ruberoid products 
flowing smoothly to dealers in many Central States. 


= | Enoucu MaterIAL to roof every house gallon Tank-Trailer works around the clock on a 
=e in approximately 6 average city blocks 9-mile run to “pipe in” hot liquid asphalt from a 

rolls from the Ruberoid plant at Joliet, | nearby refinery. 

'~ Illinois—one of eleven—every working 

day of the week—by Fruehauf Trailers. 
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Today, Fruehaufs, supplied in many models, form 
a big part of production lines and as distribution 

This eividlaamene of asphalt products—shingles, “belts” for all types of goods. They have as much 
roll roofing, siding, building felt, etc——has found as tripled the work trucks cam do. If you are not 
that the Trailer Method of hauling helps sell, and _— familiar with the Trailer story and the delivery 
serves dealers better. savings. only Trailers make possible, just ask a 
Fruehauf man to supply you the facts before you 
buy a truck. 
















Dealer Inventories Reduced! 


One entire fleet of Fruehauf Aerovans provides 
direct distribution to dealers within a 500-mile 
radius of Joliet—overnight in many cases. These 
Trailers serve as “mobile warehouses”—and dealer 
inventories can thus be kept to a minimum. Prompt 
supply can replenish a “run” on any item and hold 
dealer business. 


But that’s not all. In this operation, Fruehauf 
equipment also serves im the manufacture as well 
as distribution of the finished product. A big 5,000- 

























* 
A 5,000-gallon “gulp” of 
hot liquid asphalt is being elak 
unloaded from a Fruehauf i 
Tank-Trailer. This is an hig] 
hourly process, ‘round the 
clock, to keep production on 
lines humming — a job for 
dependable equipment. By pre: 
Tank-Trailer use, motor 
failure need never tie up ap 
the equipment. Fruehauf . 
Tank-Trailers, like Fruehauf beir 
Vans, are “detachable.” 
Other power units are 
coupled in just a jiffy. 
: , stor 
World's Largest Builders of Truck-Trailers ee 
as 
FRUEHAUF TRAILER CO. e@ DETROIT 32 gibi 
69 Factory Service Branches 
tral 
MOTOR TRANSPORT PAYS ITS WAY! tere 
@ Only 1 in every 6 vehicles on the road is a truck clue 
@ Only 1 in every 5 miles traveled is by truck 
‘ENGINEERED TRANSPORTATION” e Yet 1 in every 3 highway tax dollars is paid by trucks por 
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The League has kept pace, also, with the expand- 
ing American transportation plant. The only compari- 
son that can be made between that plant in 1907 and 
now is in railroad transportation, for the highway 
motor carrier and the air carrier had not appeared 
on the scene in the year of the League’s founding. 

The railroads’ physical plant hasn’t grown much 
in those years. Indeed there were fewer miles of line 
at the end of 1946 than there were at the end of 1907, 
fewer employes, and fewer freight cars. But the aver- 
age capacity of freight cars has risen considerably, as 
has the average loading and the average haul per ton. 

The amount of transportation performed, how- 
ever, was, in 1946, more than 214 times that of 1907— 
595 billion ton-miles as compared with 236 billion. The 
total railroad payroll has more than quadrupled, and 
the average annual wage of railroad workers has in- 
creased to nearly five times the 1907 figure; but the 
average revenue per ton-mile has gone up only from 
7.59 mills to 9.85 mills. Some of this is reflected in 
operating ratios which have risen from 67.5 per cent 
in 1907 to 83.3 in 1946, and in a lower rate of return 
on investment, which was only 2.75 per cent in 1946. 


Operating improvements and the more efficient use 
of transportation, for the latter of which the League 
is in no small part responsible, are, however, the prin- 
cipal reasons why the cost to the user of railroad trans- 
portation, exemplified by the modest rise in per-ton 
revenue, has been held down despite the enormous rise 
in the expenses cited, to which might be added an 
almost sevenfold increase in the taxes paid by railroads. 


The League, today, is a bigger and stronger body 
than even some of its founders envisioned forty years 
ago; but it has a correspondingly bigger and more im- 
portant job to do. It takes off on the decade leading 
to its golden anniversary with sleeves characteristi- 
cally rolled up and both the transportation agencies 
and their users have a little more confidence in the 
future because it is on the job. 


A. T. A. Comes of Age 


A fortnight ago, in Los Angeles, Ted. V. Rodgers 

and Mrs. Rodgers stood, speechless, before an 
elaborate array of silverware, gift to them from the 
highway transportation industry of the United States 
on the occasion of Mr. Rodgers relinquishment of the 
presidency of American Trucking Associations, Inc., 
a post he had held since the organization came into 
being in N. R. A. days. 


Elaborate as the gift was, everyone present under- 
stood it to be merely symbolic—understood that there 
was no possible way in which the industry could tan- 
gibly reward Ted Rodgers for his work in its behalf. 

When he first accepted its leadership, the highway 
transportation industry consisted of a number of in- 
terests working frequently at cross-purposes. It in- 
cluded such divergent groups as automobile trans- 
porters, oilfield haulers, and film carriers, as well as 
local carters, contract carriers and household goods 
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carriers, and others more closely in competition, such 
as private carriers and irregular route and regular 
route common carriers. 

Mr. Rodgers was quick to see, however, that, re- 
gardless of divergences of interests among those 
groups, all motor carriers had common interests in 
legislative and other important matters of national 
scope. He understood the difficulties inherent in keep- 
ing all groups unified in a single overhead organization 
in order to protect those common interests while per- 
mitting them to act individually in matters affecting 
them singly. 

Viewed from its distant beginnings, the possibility 
of welding and preserving such an organization as 
A. T. A. looked impossible. The accomplishment is in 
no small part due to the vigor, tenacity, determination, 
diplomacy and sheer hard work of Ted Rodgers. It is 
fortunate that he will be present, as chairman of the 
board, to guide the organization thréugh its first year 
under a new plan of annually changing executive heads. 

At the same time, A. T. A. was also fortunate in 
having at hand a man of the breadth, integrity and ex- 
perience of Edward J. Buhner to take over. In one 
sense, the adoption by the organization of the new 
executive set-up is an indication that it has come of 
age. Five years ago, the change-over might have been 
dangerous. Today, no one interested in A. T. A. has 
any doubt about the success of the plan, particularly 
since it has been possible to launch it under the able 
dual leadership of Buhner and Rodgers. 


Railroads’ Need for More Money 
Discussed by U. S. C. of C. Unit 


“The future of the railroad financial situation depends ma- 
terially upon the decision which the I. C. C. reaches in the 
pending case,” says the transportation and communication de- 
partment of the Chamber of Commerce of the United States 
in a pamphlet entitled, “Facts About the Railroad Financial 
Situation,” the reference being to Ex Parte 166, the general 
rate increase case. 

“The problem is a complicated one involving consideration 
not only of the railroads’ financial needs but also of the probable 
trends in traffic volume and operating costs and the effect of 
rates on traffic movement,” the Chamber department continued. 
“Upon I. C. C. rests the decision. It must weigh the facts and 
evidence and decide the increases the railroads must receive to 
provide the quantity and quality of service the public needs.” 

In July, 1946, it is pointed out, the Chamber adopted a 
declaration (Referendum No. 89) in favor of broadening and 
strengthening the statement of national transportation policy 
given in the interstate commerce act. The purpose, the depart- 
ment said, was to emphasize the principle, embodied in section 
15a of that act, that the Interstate Commerce Commission, in 
its administration of the act, should allow “revenue sufficient 
to enable the carriers under honest, economical, and efficient 
management” to provide the service needed by the public. 

“A major issue involving this principle is now pending be- 
fore the Interstate Commerce Commission in the general rate 
case designated as Ex Parte 166,” says the department. “The 
Commission has just granted, as temporary interim relief, a 
portion (roughly one third) of the freight rate increases asked 
by the carriers. It will in due course, after hearings in different 
sections of the country, decide the main question of the extent 
of the permanent increases. 

“The purpose of this statement is to set forth, for the in- 
formation of the Chamber’s membership, essential background 
facts of the railroad financial situation which give rise to this 
important issue.” 

“Vital Questions” 


The Chamber department asks and discusses seven “vital 


—questions”’: 


Should the public and business men be concerned about the railroad 
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financial situation? What have the railroads been doing to maintain 
and improve service to the public? What have the railroads been 
earning? Why have transportation earnings been so small? What has 
happened to railroad costs? What rate changes have been made and 
what further are proposed to help railroads meet their increased costs? 
How are other forms of transportation affected? 


The department develops the point that railroad transpor- 
tation is a business that is important to everyone, including the 
government, and asks, “Why the grave concern that is appar- 
ent today about the problems facing the railroad?” Continuing, 
it said: 

The Chamber’s transportation committee, analyzing this question 
early in 1946, stated: ‘‘The record of recent years, immediately prior 
to World War II, shows that the financial condition of the various 
carriers has been far from satisfactory from the longe-range viewpoint 
of their ability to carry out the national transportation policy.’’ 

Abnormal wartime traffic temporarily relieved the carriers’ financial 
problem but now great increases in operating costs threaten the car- 


riers with financial stringency worse than before the war, unless they 
can augment their earnings. 


The department says that Hitler’s mistaken belief that the 
American railroads would break down under the vast wartime 
demands “is said to have been a major factor in the failure of 
his plans to conquer the world.” 

In discussing railroad maintenance and service, the depart- 
ment says that, after pointing to capital expenditures of the 
railroads, whether the railroads will be able to continue the 
needed pace in providing capital improvements in 1948 and 
1949 depends largely upon their prospects for adequate and 
consistent earning power in the months and years ahead. 


Rate of Return 


The rate of return on railroad investment less deprecia- 
tion, says the department, averaged as follows: Years of active 
general business (1921-1930) 4.49 per cent; depression years 
(1931-1940) 2.22 per cent; war years (1941-1945), 4.97 per cent, 
and first postwar year (1946), 2.75 per cent. 

These low rates of return are.a far cry from the impres- 
sions held by many people, especially that group which recently 
expressed the opinion that railroads earned 20 per cent or more 
last year,” says the department, citing the report of the Opin- 
ion Research Corporation (see Traffic World, Aug. 23, p. 541). 
“The average dividend rate on all stock outstanding was 
slightly less than 3 per cent. In fact, last year dividends were 
paid only about one-half of railroad common stock.” 

The department points to reduction of Class I railroad 
long-term debt by two billion dollars in the years 1941 through 
1945 and adds that from the peak of $12.8 billions in 1932, the 
unmatured debt of all railways was cut to $9.1 billions in 1946. 

“As a result of these and other adjustments the annual 
fixed charges of the railroads (interest and rentals) have been 
reduced by more than $200 millions in the past 20 years, reach- 
ing the low point of $471 millions in 1946—lower than at any 
time since before World War I. 

“The net capitalization of the railroads, that is, the total 
par value of stock and interest-bearing securities in the hands 
of the public, has been similarly reduced. In 1946 it stood at 
$15.5 billions, the lowest since 1913.” 


Earnings “Small” 


Discussing the question, “Why have transportation earnings 
been so small?” the department says that since before World 
War I the railroads have been in an almost continuous three- 
way squeeze from rising costs, regulated rates and the competi- 
tive desire to render the most economical service to their 
patrons. 

“Only by remarkable improvement in the efficiency of 
equipment and operation has it been possible to make ends 
meet as well as has been done,” it says. 

It submits statistics showing average freight revenue per 
ton-mile and average fares per passenger-mile and observes 
that an important fact to note is that freight rates remained 
practically unchanged during World War II, while passenger 
fares, accounting for a small fraction of the total railroad rev- 
enues, were raised only 10 per cent. As a result the average 
ton-mile revenue in 1946 was substantially the same as in 1939 
and the average passenger fare only one-tenth of a cent a mile 
higher, it says. 

“Looking back for a longer period it is seen that from 1921, 
when adjustment had been made to meet the higher cost levels 
resulting from World War I, the trend was, with insignificant 
exceptions, a continuous reduction up to World War II,” it 
says. “The average ton-mile freight revenue in 1946 was one- 
fourth below the 1921 levels and the average passenger fare 
over one-third below. These trends are in marked contrast with 
the trend of the national economic level in the same periods.” 


Railroad Costs 


The department reviews the statistics showing increases 
in railroad operating costs, asserting that while the unit charge 
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for freight transportation remained practically static from 1940 
to 1946 and passenger charges advanced but slightly, operating 
costs skyrocketed. 

“Only the vast volume of traffic during the war approxi- 
mately doubling the previous peaks reached in the 1920’s, en- 
abled the railroads to make financial ends meet,” it continues. 
“Since the war’s end costs have continued their meteoric rise. 
By September, 1947, wage rates had jumped 67 per cent as com- 
pared with 1939, and prices of materials and supplies had 
climbed 88 per cent.” 

The sharp rise in the biggest item of railroad costs, that is, 
wages and salaries, says the department, is due to the war- 
time and postwar wage increases granted to railroad employes 
as follows: 1941, $370 million; 1943, $344 million; 1946, $692 
million, and thus far in 1947, $433 million for non-operating 
employes. 

After further reference to statistics the department says 
that it thus appears that railroad operating costs, estimated at 
about $7 billions for 1947, including payroll taxes, have gone up 
$3 billion a year as compared with a little over $4 billion that 
they would be if 1939 cost levels still prevailed. 


Rate Changes to Help Meet Costs 


In discussing what rate changes have been made and what 
further are proposed to help railroads meet their increased 
costs, the department says that, obviously, with present wages 
and prices, it takes more dollars now to supply the public with 
adequate rail service. 

After summarizing principal developments regarding post- 
war applications for revenue increases, the department says that 
the combined effect of the increases authorized by the Com- 
mission in Ex Parte 162 and those asked for in Ex Parte 166 
would approximately equal the added costs of railroad opera- 
tion due to rises in wages, payroll taxes and prices since 1939, 
and would produce an average general freight rate level about 
50 per cent above that of 1939. 

“This may be compared with the 61 per cent rise in living 
costs since 1939—also with the rise of 80 per cent in the average 
ton-mile rate and 5 per cent rise in the average passenger fare 
between 1917 and 1921 to meet increases due to World War I,” 
it adds. 

With respect to the question, “How are other forms of 
transportation affected?” the department says: 


Others in Same Boat 


In many respects, and particularly with regard to their rates, operat- 
ing costs, and earnings, all forms of transportation are largely in the 
same boat. If one has an unreasonably depressed rate level the others 
are affected. 

This is especially true if the rates of the railroads, which as we 
have seen carry five-sixths of what is largely competitive traffic, are 
not on a reasonably compensatory basis. Truck rates, while not geared 
directly to rail rates, in many cases have a necessary relation to them. 
The same is true of competitive water and airline rates. All these 
branches of transportation, like the rails, operate on narrow margins 
of earnings. 

What has been said of the importance of reasonable earnings to 
enable the railroads to maintain their credit and improve their service 
to the public likewise applies to the other forms of carriers. Ship- 
pers and travelers have a direct interest in maintaining a healthy 
financial condition of the carriers which serve them. 

The national transportation policy, contained in the interstate 
commerce act and the civil aeronautic act, supports this principle. 


SECURITY RESOURCES BOARD APPOINTEES 


President Truman, by an executive order, has appointed six 
members of his Cabinet as members of the National Security 
Resources Board. In a separate announcement of his action, the 
President noted that the chairman of the board was Arthur M. 
Hill, of Charleston, W. Va., chairman of the executive commit- 
tee of The Greyhound Corporation, who had been nominated to 
the board chairmanship August 29 and had taken office Septem- 
ber 26. The President said the board was created by the na- 
tional security act of 1947 as a permanent civilian agency of the 
United States government, reporting directly to the President, 
and that its function was to advise the President concerning 
the coordination of military, industrial and civilian mobiliza- 
tion, including, among other things, “policies for unifying, in 
time of war, the activities of federal agancies and departments 
engaged in or concerned with production, procurement, distribu- 
tion, or transportation of military or civilian supplies, materials, 
and products.” Cabinet members appointed to the board are the 
Secretaries of the Treasury, Defense, Interior, Agriculture, Com- 
merce, and Labor. 


BOXCARS FOR NORTHERN PACIFIC 


The first of 1,000 steel boxcars under construction at the 
Northern Pacific Railway’s new $1,800,000 shops in Brainerd, 
Minn., left the assembly line October 28, according to Northern 
Pacific officials. The cars are being built in what is considered 
one of the most modern and best equipped freight car shops 
in America, the Northern Pacific officials said. 
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Decisions of the INTERSTATE COMMERCE COMMISSION 








Sale of Pa. R. R.-Controlled Truck 
Line Refused Approval 


The Commission, division 4, has issued a formal report in 
MC F-3332, Saul C. Hoffberger et al—Control; Merchants 
Terminal Corporation—Control; Baltimore Transfer Co. of Bal- 
timore City—Control; Motor Freight Express—Purchase (Por- 
tion)—-Alko Express Lines. 

The Commission had previously issued in brief form (see 
Traffic World, Nov. 15) a memorandum of its denial of an 
application seeking authority for Motor Freight Express, of 
York, Pa., to purchase certain operating rights of Alko Express 
Lines, and for acquisition of control of those rights by Balti- 
more Transfer Co., of Baltimore City, Merchants Terminal 
Corporation, and Saul C., Samuel H., Jacob H., and Michael 
Hoffberger, all of Baltimore, Md. The applicants also sought 
issuance of a certificate to Motor Freight Express. 

In explanation of the relationships involved, the report said 
the officers of Baltimore Transfer and of Motor Freight were 
the same, and that, on the boards of the two companies, among 
others, were Fred Carpi, assistant general traffic manager of 
the Pennsylvania Railroad; C. J. Henry, superintendent of the 
Maryland division of the railroad; and J. L. Webb, manager 
of the railroad’s stations and motor service. Thus, it said, of 
the 7-member boards of directors of Baltimore Transfer and 
Motor Freight, in each instance three were officials of the rail- 
road. It added that “none of the officers and, with the exception 
of the three railroad officials indicated, none of the directors 
of Merchants Terminal, Motor Freight, and Transfer are con- 
nected, directly or indirectly, with the railroad.” 

It continued by saying the railroad controlled Pennsyl- 
vania Truck Lines, Inc., of Philadelphia, and Union Transfer 
Affiliated Co., also of Philadelphia, Pennsylvania Truck Lines 
a Alko through ownership of all its outstanding cap- 
ital stock. 


Merchants Terminal and Motor Freight, the report said, 
performed no service for the railroad, but that Baltimore 
Transfer performed a local pick-up and delivery service for it 
in Baltimore and motor carrier service in substitution for rail 
service for it between certain points in Maryland and Delaware. 

Certain protestants contended that Motor Freight was con- 
trolled by or affiliated with the railroad so as to make appli- 
cable to the transaction the proof requirements of the proviso 
of section 5(2)(b), the report said, and continued: 


The evidence shows that Motor Freight is controlled by Merchants 
Terminal and, through the latter, by members of the Hoffberger family. 
None of the administrative officers or employes of Motor Freight are 
selected by or connected with the railroad. Motor Freight is managed 
and operated without regard to the interests of the railroad, and on a 
number of occasions in the last few years the railroad and its sub- 
sidiaries have actively opposed applications of Motor Freight before 
this Commission and before the Pennsylvania commission for extensions 
of its operations. Upon the evidence, we conclude that Motor Freight 
is not affiliated with the railroad, and that the proviso of section 5(2)(b) 
is not applicable to this transaction. Compare Northland Greyhound 
Lines, Inc.—Purchase—Wisconsin Power & Light Co., 40 M. C. C. 295, 
and Central Greyhound Lines, Inc.—Control and Merger—Enders Bus 
Lines, Inc., 45 M. C. C. 33. 


As to Alko, the report said under its interstate certificates 
it was authorized to serve only points that are stations on the 
railroad, pursuant to one of the conditions imposed in Pennsyl- 
vania Truck Lines, Inc.—Control—Alko Exp. Lines, 5 M. C. C. 
77. Although its service was so limited, said the report, it per- 
formed an all-motor common carrier service for the general 
public and its traffic moved under its own bills of lading. Penn- 
sylvania Truck Lines, it continued, operated in the same gen- 
eral territory, its service primarily limited to the transportation 
of rail traffic moving on the railroad’s bills of lading, and that 
the railroad did not desire to continue the two types of service. 

As a matter of policy, the report continued, the railroad 
had determined to limit the service of its motor carrier sub- 
sidiaries to that auxiliary to or supplemental of rail service, 
with certain minor exceptions. Because required under Penn- 
Sylvania law and regulations Alko to render service to all 
Shippers and receivers of freight regardless of whether such 
service was auxiliary to or supplemental of the rail service, 
making it difficult to confine the interstate operations of Alko 
Solely to service as an adjunct of the railroads, the report said 
it was decided it would be neither feasible nor practical to 
Segregate the operations of Alko to provide general service 


intrastate and interstate service limited to that auxiliary to 
or supplemental of rail service. Consequently, as a first step 
in the establishment of the new policy, it said, it was decided 
to eo of the operating rights of Alko in the manner pro- 
posed. 

According to the report, Motor Freight would purchase 
from Alko its interstate and intrastate rights over routes east 
of Harrisburg and Chambersburg, Pa., and certain other rights, 
no shipments to be picked up or delivered west of Harrisburg 
and Chambersburg, with some exceptions. It was agreed that 
Alko’s rights would be divided between Motor Freight and 
John C. Cosgrove and Reuben Alwine, or their nominees, who 
would receive operating rights of Alko from Pittsburgh to 
Chambersburg and Harrisburg, including a route to Cumber- 
land, Md., subject to certain restrictions. The report said the 
record showed the proposal as between Alko and Cosgrove and 
Alwine had been modified so that, in lieu of purchasing the 
rights, the two individuals named would acquire control of Alko 
through purchase of its capital stock. 

After a discussion of the evidence offered in the case, the 
report said the applicants argued that issuance to Motor Freight 
of a certificate as sought would not result in an additional 
service, and there would be no duplication of service by Alko 
and Motor Freight, and that, therefore, a certificate should be 
issued. The division said it was unable to agree with those 
contentions. It said the restrictions proposed would not remove 
the authority of Motor Freight and Alko in operating over 
common routes between Chambersburg, Harrisburg, and Pitts- 
burgh, to participate in the transportation of property moving 
between the same points. 

As an illustration of how each might participate in com- 
petitive transportation service between common points, the 
division said a shipment could be hauled from New York City 
the entire distance to Pittsburgh by Motor Freight. Alko could 
also participate in hauling the same commodities by interchange 
with another carrier at any point on its routes other than Har- 
risburg or Chambersburg, even at a point just outside the 
Harrisburg city limits, it said. 

Later the division said the application actually involved a 
proposed extension to Pittsburgh of Motor Freight’s existing 
routes, necessitating consideration of the fact that grant_of the 
authority would result in creating an additional single-line serv- 
ice between Pittsburgh and points presently served by..Motor 
Freight, including New York, Wilmington, Philadelphia, Balti- 
more, and Washington. It said applicants had made no attempt 
to show that existing services between those points were inade- 
quate and that “it seems apparent that the extension of Motor 
Freight’s operations as proposed would cause a diversion of 
freight from existing carriers.’ It continued: 


Considering the foregoing, the application of Motor Freight for a 
certificate authorizing the described operations between Harrisburg, 
Chambersburg, and Pittsburgh must be denied. There remains for con- 
sideration whether we should approve the purchase of Alko’s rights 
covering operations over the routes south and east of Harrisburg and 
Chambersburg. Purchase of these routes would add little to Motor 
Freight’s existing operations. On the other hand, it would substitute 
an inferior two-line service by Alko and Motor. Freight for the single- 
line service available by Alko between points on those routes and points 
on its other routes west and north of Harrisburg and Chambersburg. 
In our opinion, in the absence of evidence showing some offsetting 
benefits to be derived by the public, a division of the routes in such 
manner would not be consistent with the:public interest. Moreover, 
the record shows that the parties do not desire to consummate the 
purchase unless both Alko and Motor Freight are authorized to operate 
over the routes to Pittsburgh. 


SEARS CHATTANOOGA MOTOR DELIVERIES 

By a report in MC 107609, J. T. Allison Contract Carrier 
Application, the Commission, division 5, has approved issuance 
of a permit to the applicant, operator of a motor truck sales 
agency and garage in Chattanooga, Tenn., under the name of 
Allison Motor & Equipment Co., for transporting department 
store and mail-order house merchandise between Chattanooga 
and Georgia points within 35 miles of Chattanooga, over ir- 
regular routes. 

Allison’s application, said the report, sought authority to 
take over the customer delivery business of Sears, Roebuck & 
Co. in the Chattanooga area. It said opposing motor carriers 
argued that by reason of Allison being in the truck and service 
business, he would obtain certain undue advantages over them 
in connection with carrier operations. The report added: 


No specification is made as to what advantages might be obtained 
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or in what manner such advantages would adversely affect existing 
carriers. There is nothing in this record to indicate that applicant’s 
continued operation of the sales and service agency would in any way 
provide him with any undue advantage over the opposing carriers. We 
are of the opinion, however, that applicant should maintain separate 
accounts in respect of the motor carrier operations . authorized in 
order that a complete picture may be presented of his transportation 
activities as distinguished from his non-transportation enterprises. 


The report said the operation would consist of “a highly 
specialized service dedicated to the peculiar requirements of 
Sears.” It said the applicant owned four trucks now leased to 
Sears and that under a contract he would make available four 
trucks that would be constructed, painted and lettered in ac- 
cordance with Sears’ specifications. Four drivers and three 
helpers, now employed by Sears, it said, would be hired by the 
applicant and provided with the vehicles. 


I. C. C. Restricts Reading Authority 
at Request of Bus Line 


In a report on reconsideration in MC 46047, Sub. 1, Read- 
ing Transportation Co., Extension—Ashland, Pa., the Commis- 
sion, division 5, has modified findings in its prior report, 47 
M. C. C. 225, so as to impose the following restrictions in con- 
nection with authority therein granted to the applicant, a 
wholly-owned subsidiary of the Reading Co., to operate as a 
motor common carrier of passengers, baggage, express, mail 
and newspapers between Ashland and Pottsville, Pa., over U. S. 
highway 122: 


(1) That no traffic shall be transported to or from Pottsville, Frack- 
ville, Pa., or points intermediate thereto, except traffic moving on 
through tickets or billing from or to points beyond Pottsville or Frack- 
ville on applicant’s lines or on the lines of the Reading Co. 

(2) That no traffic shall be transported between Pottsville Frackville, 
or points intermediate thereto, on the one hand, and, on the other, 
Girardville or Mahanoy City, Pa., or points on Pennsylvania highway 
45 intermediate to Girardville and Mahanoy City. 


The division said the proceeding was reopened on petition 
of the Schuylkill Transit Co., a common carrier of passengers 
in the affected territory. It said Schuylkill opposed the Read- 
ing application but withdrew its participation in the hearing 
when Reading, for protection of Schuylkill’s operations, amend- 
ed its application to include certain proposed restrictions. How- 
ever, the division said that part, of the proposed restrictions 
were cumbersome and appeared to deny the applicant the right 
to perform the service for which the application was filed. 


N. B. and C. Line Granted James River 
Rights Using Self-Propelled Vessels 


Over the opposition of rail carriers and a motor common 
carrier, the Commission, division 4, has granted the Norfolk, 
Baltimore and Carolina Line, Inc., of Norfolk, Va., authority 
to operate by self-propelled vessels in transporting general 
commodities between all points and ports along the James 
River, from Newport News, Va., to and including Richmond, 
Va., subject to general conditions. The action is taken by a 
report and second amended certificate and order, effective Janu- 
ary 27, 1948, in W-595, Sub. 1, Norfolk, Baltimore and Caro- 
lina Line, Extension—James River, embracing also W-595, 
Same, Application, reopened for consideration. 


Besides the self-propelled vessel authority, the application 
asked for authority to use non-self-propelled vessels with the 
use of separate towing vessels to perform the extension opera- 
tion and operations specified in its present certificate. Said the 
report: 


The evidence of record is conclusive that the barge service of 
existing carriers is adequate to meet the needs of shippers, including 
those on the James River. We conclude that public convenience and 
necessity do not require operation by applicant by non-self-propelled 
vessels with the use of separate towing vessels. 


Commissioner Mahaffie, dissenting in part, said that in his 
judgment the public interest would be best served by a grant 
to the applicant of the right to use barges. He said that despite 
mounting difficulties the applicant had operated since long 
prior to the war, except for a partial interruption for about 
a year, performing a regular scheduled service and handling 
all classes of shipments offered. He added: 


It is the only carrier that has provided regular service throughout 
the range of its authorized operations. Its self-propelled vessels are 
uneconomical, however, for long-haul service. With the use of barges, 
in addition to self-propelled vessels, it would be able to effect sub- 
stantial operating economy, and authority to operate barges appears 
necessary if applicant is to continue in operation... . ; 


TRAFFIC WORLD 


The report said the applicant had planned to offer a 
regularly scheduled barge service over all routes, transporting 
all types of cargo to the extent of available equipment. The 
James River extension portion of the application, said the report, 
was supported by the Richmond Chamber of Commerce, other 
civic organizations, and numerous shippers and receivers of 
freight. 

The report said that the applicant attributed a net operat- 
ing loss in 1941, the last year of operation without the benefit 
of chartering revenue, to the fact that its operations were re- 
stricted to the use of self-propelled vessels which, it contended, 
had become obsolete and costly to operate, and that it be- 
lieved considerable economy would result in many instances 
if it could use barges in lieu of self-propelled vessels. It said 
the applicant had found that with self-propelled vessels short- 
haul trips, such as between Norfolk and Richmond, had been 
conducted profitably, while long-haul voyages, such as between 
Baltimore, Md., and Charleston, S. C., had shown a loss. The 
report said there would be little saving in operating expenses 
if barges were used in lieu of self-propelled vessels on the 
James River. Between Baltimore and Norfolk, it said, the ap- 
plicant’s operation with self-propelled vessels had been, and 
was today, profitable. The applicant was of the opinion, how- 
ever, said the report, that it could no longer continue in business 
if restricted to self-propelled vessels over all its routes, and 
that the deficiency might be cured if it were allowed to use 
barges in addition to self-propelled vessels. 

“The general position of protestants,” said the report, “is 
that: a new barge line should not be allowed to enter a terri- 
tory now being served adequately by existing authorized car- 
riers, many of whom have been trying in vain to establish their 
businesses upon a sound basis following the end of hostilities, 
only to find that there is virtually a total lack of traffic avail- 
able. They feel that the authorization of another barge line 
would intensify their difficulties, thus prolonging their struggle 
to establish their organizations upon a profitable basis.” 

Discussing a contention of the applicant that the Commis- 
sion was without authority to impose a limitation confining it 
to the use of self-propelled vessels, the report cited the pro- 
viso of section 309(d) of the interstate commerce act which, 
it asserted, did not prohibit the Commission from specifying 
the type of vessels to be used by a certificate holder. It said 
United States vs. Seatrain Lines, 329 U. S. 424, relied on by 
the applicant in opposition to precedents cited by the report, 
presented the issues of whether the Commission could alter 
Seatrain’s certificate, which had become effective, and did not 
decide the question of whether the Commission could specify 
the type of vessels to be used in an original certificate. 

The report said that the applicant’s present authority, to 
which the requested barge authority would have applied, em- 
braced operation by self-propelled vessels in the transportation 
of commodities generally between the ports of Baltimore, Md., 


‘ Newport News, Portsmouth, and Norfolk, Va., Wilmington and 


Southport, N. C., and Conway, Georgetown, and Charleston, 
S. C., by way of Chesapeake Bay and the Altantic Intra- 
coastal Waterway, including all intermediate points on the 
waterway between Norfolk and Charleston, and points on 
tributaries south of Norfolk. 


TRANSFER OF LIFSCHULTZ RIGHTS 

The Commission, division 4, by an order in FF-183, Lif- 
schultz Fast Freight Permit Transfer, FF-95, Lifschultz Fast 
Freight Application, and FF-95, Sub. 1, Lifschultz Fast Freight 
Extension of Operations—East-bound to New England, has ap- 
proved transfer to a partnership, formed after terminal of a 
trust under which the forwarder service had been performed, of 
the amended permit issued in FF-95, Sub. 1. After consumma- 
tion of the transaction, and filing of rate publications and veri- 
fied copies of the transfer documents, the order said the 
amended permit would be superseded and cancelled by a second 
amended permit and order issued in FF-95, Sub. 1, to the 
partnership. 

Unless the transaction is consummated on or before Janu- 
ary 20, 1948, the order, by its terms, is to have no effect. 


BOSTON & PROVIDENCE REORGANIZATION 

The Commission, by an order in Finance No. 12131, Boston 
& Providence Railroad Corporation Reorganization, has dis- 
missed as premature, but without prejudice, a petition of the 
trustee of the debtor railroad for an order either determining 
the rental or compensation to be paid the B. & P. by the New 
Haven if it be found the New Haven is required to operate the 
B. & P. or an order requiring the New Haven to continue opera: 
tion of the B. & P. after consummation of the New Haven’s 
reorganization, and fixing compensation. 

The order observed that the court having jurisdiction of 
the New Haven reorganization proceeding had reserved juris: 
diction to consider questions of claims between the two rail- 
roads. In the light of that reservation of jurisdiction, the Com- 
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mission’s order said, the trustee’s application had been pre- 
sented prematurely. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 


graphed ies of such reports in full may be obtained m) li- 
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Lumber 


No. 29680, R. D. Hunting Lumber Co. vs. Soo Line trustees, 
et al. The Commission, by Commissioner Barnard. Found ap- 
plicable, charges collected, based on actual weights, on one 
carload of lumber moving December 18, 1944, from Grants Pass, 
Ore., to Lomira, Wis., and delivered January 3, 1945. Shipment 
found not misrouted. Complaint dismissed. The report said the 
complainants alleged the shipment was misrouted through al- 
leged carrier’s error in that the shipment moved through Min- 
nesota Transfer, Minn., instead of Chicago, Ill., at which point 
instructions were given defendant to reweigh the car in transit. 
It said no evidence had been submitted with respect to the loca- 
tion of the car on December 29, 1944, the date on which the 
complainants requested the reweighing of the car at Chicago. 
Five days later, it said, the car was delivered at Lomira. The 
report said the facts of record were not sufficient to warrant a 
finding that the shipment was misrouted by defendants. The 
report said total freight charges of $774.03 were collected by 
defendants computed on a commodity rate of 75.5 cents a 100 
pounds and a net scale weight of 102,520 pounds. It said the 
complainants questioned the accuracy of the track-scale weight 
applied in computing the freight charges collected and sug- 
gested in lieu thereof estimated weights prescribed by the Office 
of Price Administration on February 1, 1944 as the correct basis. 
Charges determined on the estimated weights, it said, would 
have been $130.23 less than those collected. It was well settled, 
said the report, that where weights of past shipments were dis- 
puted, evidence of a very positive character was necessary be- 
fore a scale weight might be overthrown. It added that the 
evidence of the average weights of prior shipments from the 
same origin was insufficient to warrant a conclusion that the 
weight on which the charges were computed on the instant 
shipment was incorrect, particularly in view of the fact that 
the railroad scale was regularly tested. It said the scale weight 
must be accepted since it had not been shown inaccurate. 


Demurrage 


No. 29674, City of Buffalo vs. New York Central Railroad 
Co. By division 3. Demurrage charged on numerous cars of 
coal arriving at Buffalo between January 1 and March 31, 1945, 
with contents frozen, found not shown to have been unreason- 
able and complaint dismissed. The report said $5,655.10 in 
demurrage was collected on about 72 cars. The report said, 
aside from a heavy fall of snow before and during the time 
the cars were held, the winter was no more severe than usual 
and that complainant had failed to prove that the weather 
conditions constituted the proximate cause of its failure to 
unload the cars within a reasonable time, but that it was 
shown the delay resulted from accumulation of cars greatly 
in excess of the unloading capacity of the complainant’s facili- 
ties, which, it said, were apparently inadequate to meet emer- 
gencies. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in ful in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be obtained 
by prompt application to the Commission.) 


*MC 108006, Noah Maislin, Montreal, Quebec, Canada. Cer- 
tificate granted. General commodities, with exceptions, between 
New York, N. Y., and the international boundary near Rouses 
Point, N. Y., over specified regular routes, serving all inter- 
mediate points, and Newark, Jersey City, Paterson, Hoboken, 
and Elizabeth, N. J., as off-route points, restricted to traffic 
moving in applicant’s vehicles to or from points in Canada. 

*MC 55898, Sub. 3, Harry A. Decato and Eugene J. Decato, 
dba Decato Bros. Trucking Co., Lebanon, N. H. Certificate 
granted, Wooden piling, from points in Cheshire, Grafton, Car- 
roll, and Sullivan counties, N. H., to South Portland and Port- 
land, Me., and Burlington, Vt., over irregular routes. 

*MC 165, Sub. 13, Ralph E. Darling, dba Darling Transport 
Service, Auburn, Neb. Certificate granted. Over irregular 
routes, petroleum products, in bulk, in tank trucks, from Falls 
City, Neb., to specified Kan. points, and rejected shipments of 
the aforementioned commodities on return. 

*MC 682, Sub. 4, Burnham’s Van Service, Columbus, Ga. 
Certificate denied. Household goods over irregular routes be- 
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tween points in Minn., Wis., Ia., and between points in those 
states, on the one hand, and, on the other, points in 31 states 
and the District of Columbia. 

*MC 7777, Sub. 15, Jack Rosenstein, dba ROse Line Trans- 
portation Co., Des Moines, la. Certificate denied. Proposed 
operation found to be that of common carrier; and holding of 
certificate and permit issued in MC 7777 found inconsistent. 
Rugs and linoleum and materials and supplies used in laying 
rugs and linoleum from specified points in N. J., Pa., and N. J., 
to Davenport, Fort Dodge, Cedar Rapids, Waterloo, and Mar- 
shalltown, Ia., St. Paul, Minneapolis, Duluth, and Sauk Center, 
Minn., and Fremont and Lincoln, Neb., and from East Walpole, 
Trenton, and Amsterdam, to Des Moines and Omaha, Neb., 
and rejected shipments on return movements, over irregular 
routes. 

*MC 106972, Harold L. Clark, dba Clark Transfer & Stor- 
age, Auburn, Wash. Certificate granted. (1) General com- 
modities, with exceptions, between Auburn, on the one hand, 
and, on the other, points within 10 miles of Auburn, with ex- 
ceptions; (2) household goods, between Auburn, on the one 
hand, and, on the other, points within 10 miles of Auburn, over 
irregular routes. 

*MC 1330, Sub. 23, Carolina Coach Co., Raleigh, N. C., 
embracing MC 61599, Sub. 62, Queen City Coach Co.—Exten- 
sion—Camp Lejeune, N. C. Certificate granted to each appli- 
cant. Passengers and their baggage, and express, newspapers, 
and mail (1) from Jacksonville, N. C., over a specified route 
to the Tent City area of Camp Lejeune, and return over same 
routes in each instance, serving all intermediate points. 

*MC 56823, Sub. 1, O’Keefe Transportation Co., Inc., 
Providence, R. |. Certificate granted. Merchandise dealt in by 
retail stores, department stores, and mail-order houses, from 
Providence, R. I., to all points in R. I., and those in Mass., 
within 15 miles of Providence, and clothing and damaged or 
rejected merchandise, from all points in R. I., and those in 
Mass., within 15 miles of Providence, to Providence, over ir- 
regular routes. 

*MC 21720, Sub. 3, Earl R. Nuss, Coplay, Pa. Certificate 
denied. Malt beverages from New York, N. Y., to Bethlehem, 
Easton, Norristown, Northampton, Shenandoah, and York, Pa., 
Annapolis, Md., Phillipsburg, N. J., and Washington, D. C., 
and from points in Lehigh county, Pa., to Atlantic City, Eliza- 
beth, Jersey City, and Trenton, N. J., Baltimore, Md., Charles- 
ton, S. C., Long Island, New York, N. Y., and Washington, 
D. C., traversing Va., and N. C., for operating convenience, and 
carbonated beverages from Allentown, Pa., to Washington, 
N. J., all over irregular routes. 


HUDSON TRANSIT LINES LEASE 


The Commission, division 4, by a report and order in 
MC F-3473, Austin F. Robbins— Lease (Portion) — Hudson 
Transit Lines, Inc., has approved lease by Austin F. Robbins, 
doing business as Chenango Valley Transit, of certain operating 
rights and property of Hudson Transit Lines, Inc., stbject to 
conditions. The authority is to be exercised within 180 days 
of the date of the order, November 6. 


KOCH-ELLIS WATER APPLICATION DISMISSED 


The Commission, division 4, by an order in W-72, Koch- 
Ellis Marine Contractors, Inc., Applications, has dismissed the 
application and set aside its permit and order of July 4, 1945. 
The order said the action was taken when the carrier informed 
the Commission it intended to confine its future operations to 
exempt transportation and asked that its permit be canceled. 

The permit and order of July 4, 1945, authorized the appli- 
cant to continue to furnish, at New Orleans, vessels for compen- 
sation to persons other than carriers subject to the act, to be 
used by them in transporting their own property. 


COMMISSION ORDERS 


Finance 15851, Albert F. Paul Certificate Transfer and W-15, C. C. 
Paul & Co., Contract Carrier Application and C. C. Paul & Co. Appli- 
cation. Proceedings reopened for reconsideration and order of October 
29, vacated and set aside. 

MC-C 695, Crawfordsville Freight Lines, 
tificate. Proceeding discontinued. 

MC-FC 20350, J. M. Stearn, purchase (portion) Dan Hartman. Peti- 
tion of J. M. Stearn and Dan Hartman, for reconsideration and modi- 
fication denied. 

No. 29179, Montana-Dakota Utilities Company vs. Atchison, Topeka 
and Santa Fe Railway Company et al. (embracing proceedings listed 
in footnote 1 of report 268 I. C. C. 769). Order of July 14, further 
modified to become effective January 22, 1948, on not less than 30 days’ 
notice, instead of December 22. 

1. & S. 5267, Clothing in bales in Official Territory, No. 29004, Traf- 
fic Bureau, Lynchburg Chamber of Commerce for Quinn-Marshall Co.. 
Inc., vs. Southern Ry. Co. et al., and F. S. A. 20539, Clothing between 
points in Official and Southern Territories. Motion of complainant- 
protestant for immediate issuance of an order commanding defendants- 
respondents to establish at Lynchburg, Va., on one day’s notice, rate 


Inec., revocation of cer- 











1482 


to more distant point and to pay reparation as required by provisions 
of Rule 44 of classification, overruled. 

No. 29466, Floersheim Mercantile Co. vs. Southern Pacific Co. et al., 
and No. 29563, Cliff Rhodes dba Rhodes Mercantile vs. Southern Pacific 
Co. Order of September 12 modified to become effective January 22, 
1948, upon not less than thirty days’ notice, instead of December 22. 

No. 29474, Goodwillie-Green Box Company vs. Delaware, Lack- 
awanna & Western R. R. Co. et al. Order of September 2, modified to 
become effective January 15, 1948, instead of November 12. 

Finance 14957, Hampton & Branchville R. R. Co. Construction. Time 
within which carrier shall complete construction of a line of railroad in 
Hampton County, S. C., extended to November 1. 

MC 59238, Sub. 29, Virginia Stage Lines, Inc., extension, Roanoke, 
Va. Proceeding reopened. Application amended to substitute authority 
between Lynchburg, Va., and Roanoke, Va., over specified route. 

MC-C 499, Eastern Aircraft-Trenton Division of General Motors 
Corp. vs. Fred Olson & Son Motor Service Co. et al., and MC-C 499, 
Sub. 1, Eastern Aircraft, Trenton Division of General Motors Corp. vs. 
Fred Olson & Son Motor Service Co. et al. Defendant’s petition for 
reconsideration, denied. 

MC-C 503 Bendix Products Division, Bendix Aviation Corp. vs. 
Tucker Freight Lines, Inc., et al, Petitions of complainant for rehearing 
and reconsideration, of defendant for reconsideration and of intervener 
Aircraft Industries Association of America, Inc., for rehearing, denied. 

MC-C 892, Freight Transportation Engineers, Inc., et al. vs. Inter- 
state Motor Freight System. Complaint dismissed. 

MC-F 3594 (supplemental), Fred G. Timmer and Motor Supply, Inc., 
Control; Michigan Express, Inc., lease, Premier Motor Transportation 
Co. Order of October 16, granting temporary authority under section 
210a(b), be supplemented to authorize Michigan Express, Inc., and 
Premier Motor Transportation Co. to include within purview of lease 
therein authorized operating rights granted latter by order of August 
28, in MC 106143 (Sub. 8); provided that nothing herein shall be con- 
strued to authorize operation under any rights granted by order of 
August 28, unless and until a certificate of public convenience and neces- 
sity is issued pursuant to that order. 

W-759, Maxon Construction Co., Inc., contract carrier application. 
Applicant’s petition for reopening and reconsideration, dated October 
27 and received October 28, accepted and filed of record in proceedings; 
— = replies to such petition may be filed on or before Novem- 

er 25. 

No. 28770, Intrastate Rates on Grain and Grain Products in Texas. 
Respondents’ petition for summary ordef or for further hearing, denied. 

No. 29185, Robert P. Patterson, as Secretary of War vs. Aberdeen 
& Rockfish R. R. Co. et al. Complainant’s petition for reargument and 
reconsideration, denied. 

No, 29323, Cooperative G. L. F. Mills, Inc., vs. Central R. R. Co. of 
N. J. et al., No. 29394, Cooperative Mills, Inc., of Va. et al. vs. B. & 
O. et al., No. 29439, Coronet Phosphate Co. et al. vs. Ann Arbor R. R. 
Co. et al., and No. 29521, Armour & Co. et al. vs. B. & O. et al. 
Petitions by Cooperative G. L. F. Mills, Inc., and Cooperative Mills, 
Inc., of Va., Cooperative Mills, Inc., of Ohio, and Cooperative Mills, 
Inc., of N. C., complainants, for reconsideration, and petition of Coronet 
Phosphate Co. et al., complainants and interveners in 29439, for rehear- 
ing and teconsideration, denied. 

No. 29824, The Planters Exchange, Inc., et al. vs. N. Y., N. H. & 
H. R. R. Co. et al. The N. Y., N. H. & H. R. R. Co. be substituted 
as a defendant party in place of H. S. Palmer, James L. Loomis and 
H. B. Sawyer, formerly trustee of property of company. 

Ex Parte 162, Increased Railway Rates, Fares, and Charges, 1946. 
Petition of Washington Farm Bureau, Oregon Farm Bureau, Washing- 
ton-Idaho Wheat Growers League, Eastern Oregon Wheat League, 
North Pacific Millers’ Association, Paul Revelle as Director of Trans- 

portation of Washington, and George H. Flagg, as Public Utilities 
Commissioner of Oregon, for enforcement of order of Commission re- 
= restoration of market relationships on grain and grain products, 
enied. 

MC 195, Sub. 1, K. U. K. Auto Transit Extension, Detroit, Mich. 
Proceeding reopened for reconsideration on present record. 

No. 28881, Bituminous Coal Rates within Illinois. Respondents’ sup- 
plemental petition of October 1 for modification of order of November 
13, 1945, denied. 

No. 29833, Minneapolis Traffic Association et al. vs. A. C. & Y. 
R. R. Co. et al. The N. Y., N. H. and H. R. R. Co. is substituted as 
a party defendant, in place of H. S. Palmer, J. L. Loomis and H. B. 
Sawyer, formerly trustees of property of company. 

|. & S. 5466, Charges for Loading and Unloading Carload Freight. 
Petition for reconsideration and argument filed by ABC Freight For- 
a Co., and other freight-forwarding companies, protestants, 

enied. 

MC-C 907, Transportation Activities of Midwest Transfer Co. of 
Illinois et al. Motion of respondents that petition of Bureau of Motor 
Carriers, Interstate Commerce Commission, of November 10, ‘‘For Com- 
mission’s employes to testify regarding contracts of respondents on 
file with Commission and to make disclosure of contents of such con- 


tracts or copies thereof at hearing in proceeding and related matters,”’ 
overruled. 





MOTOR PURCHASE ACTION 


MC F-3358, Gasper Amato—Control—Laramee’s Transit, 
Inc. Acquisition by Gasper Amato, dba Middlesex Trucking Co., 
Somerville, Mass., of control of Laramee’s Transit, Inc., Woon- 
socket, R. I., through ownership of capital stock, approved and 
authorized, subject to conditions, including one that contract- 
carrier rights of the applicant be canceled. The report said that 
although the applicant did not believe his contract-carrier oper- 
ations were competitive with those of the company to be ac- 
quired, he was willing to have those rights canceled if so 
required as a condition to approval of the transaction. It said 
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there was no evidence to support a finding that dual operation 
would be consistent with the public interest and national trans- 
portation policy. It said both the applicant and Laramee’s 
Transit, Inc., had authority to operate in substantially the same 
New England territory. 


MOTOR FINANCE CASES 

MC F-3622, W. L. Gehrs—Control; Missouri-Arkansas Transportation 
Co.—Purchase (portion)—Frisco Transportation Company. Application 
for authority under section 210a(b) of Missouri-Arkansas Transporta- 
tion Co., of Joplin, Mo., for temporary operation of a portion of the 
motor-carrier rights of Frisco Transportation Company, of St. Louis, 
Mo., denied. : 

MC F-3602, Tom B. Christopher—Control; D. G. & U. Truck Lines, 
Inc.—Purchase (Portion)—Kain’s Motor Service. Purchase by D. G. 
& U. Truck Lines, Inc., of Greenville, O., of certain operating rights 
of Moie, Mary G., Helen M., and Sol O. Cook, partners doing business 
as Kain’s Motor Service, of Logansport, Ind., and acquisition of control 
of the operating rights by Tom B. Christopher through the purchase, 
approved and authorized, subject to condition. 


PETITIONS FOR REHEARING, ETC. 

FF-3, Application of Mohegan International Corp. Applicant asks 
Commission that its limited permit be extended to May 7, 1948. 

MC-F 1953, Fleet Carrier Corp., Lease, George F. Burnett Company, 
Inc. Fleet Carrier Corp. asks Commission for leave to supplement record, 
and for reconsideration of limitation or restriction placed upon conduct 
of a unified operation under said lease. 

MG-F 2047, Gateway City Transfer Co., Inc., lease, Gateway Trans- 
portation Co. Petitioners ask Commission to extend lease to December 
31, 1948. 

MC-F 3412, John Borush, Control: Borush Motor Express, Inc., 
Purchase (portion), Hilton G, Fowler. Applicants ask Commission for 
modification of its order, by Division 4, of October 8, and for such 
other relief as may be just and equitable in premises. 

No. 29474, Goodwillie-Green Box Co. vs. Delaware, Lackawanna and 
Western Railroad Company, et al. Defendants ask for reconsideration 
by entire Commission of decision of Division 2, of September 2. 

MC-C 907, Transportation Activities of Midwest Transfer Company 
of Illinois, et al. Bureau of Motor Carriers, Interstate Commerce Com- 
mission, ask for Commission’s employees to testify regarding contracts 
of respondent on file with the Commission and to make disclosure of 
the contents of such contracts or copies thereof at the hearing in this 
proceeding and related matters. 

No, 29387, General Carloading Company, Inc., vs. Baltimore and 
Ohio Railroad Company et al. General Carloading Company, Inc., com- 
plainant and Pitt & Scott Corporation, intervener, ask for reconsidera- 
tion of decision of September 17, 1946. 

No. 29466, Floersheim Mercantile Company vs. Southern Pacific 
Company et al., and No. 29563, Cliff Rhodes, d.b.a. Rhodes Mercantile 
vs. Southern Pacific Company. Complainants ask that defendant’s peti- 
tion for reconsideration by entire Commission of report and order of 
Division 2 and for postponement of effective date of said order, be 
denied. 

MC-C 868, Easy Washing Machine Corporation vs. Red Star Express 
Lines of Auburn, Inc. Fairbanks Company, intervener, asks for further 
hearing. 

W-759, Maxon Construction Company, Inc., contract carrier applica- 
tion. Applicant asks for reopening and reconsideration by entire Com- 
mission. 

MC-F 3437, Allied Van Lines, Inc., Chicago, Illinois, lease, M. M. 
Smith doing business as M. M. Smith Storage Warehouse, Fayetteville, 
North Carolina. Allied Van Lines, Inc., Chicago, Illinois, asks for 
authority temporarily to operate motor carrier properties of M. M. 
Smith, d.b.a. M. M. Smith Storage Warehouse, Fayetteville, North 
Carolina. 


FINANCE APPLICATIONS 

Finance No. 15912, Herman H. Colle, John H. Colle, and William 
B. Herring, co-partners, dba Colle Towing Co., ask authority to transfer 
permit in W-779 to Colle Towing Co., Inc., a corporation. 

Finance No. 15913, Pacific Electric Railway Co. asks authority to 
acquire a portion of the so-called Smeltzer branch of the Southern 
Pacific Railroad Co. and Southern Pacific Co., between Wintersburg 
and Wiebling, Orange county, Calif., 1.099 miles, which was abandoned 
by authority of the Commission in 1942, Finance No. 13656. The Pacific 
Electric said it proposed to acquire the balance of the Smeltzer branch 
between Stanton Junction and Huntington Beach, and a portion of 
the related Los Alamitos branch between Stanton Junction and Los 
Alamitos, and was filing an application for that authority. The appli- 
cant said it was proposed to acquire the portion of the Smeltzer branch 
in the instant application and rehabilitate it in order to have a con- 
tinuous line between Stanton and Huntington Beach, together with the 
portion of the Los Alamitos branch to be acquired and operated through 
connection at Stanton Junction. 

MC F-3461, amended. Lyon Van & Storage Co., and Lyon Van Lines, 
Inc., California corporations; Lyon Van & Storage Co., Inc., an Oregon 
corporation; Lyon Van & Storage Co. and Lyon Van & Storage Co. of 
Tacoma, Wash., corporations, ask to amend application, following 
recommendations by Examiner Robert H. Murphy that original applica- 
tion be denied, to transfer operating rights in such a way as to meet 
the objections of the examiner, and so that, by unification of rights, 
only one company, instead of four, would be in the long-line household 
goods transportation field. 

MC F-3657, Commercial Carriers, Inc., of Detroit, asks authority to 
lease for three years certain operating rights of Canfield Driveaway 
Co., also of Detroit, and temporarily to operate. W. F. Carey, who 
jointly controls Commercial, joined in the application. 

MC F-3658, Green Truck Line, Inc., of Kansas City, Mo., asks 
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authority to purchase certain operating rights of Reconstruction Finance 
‘Corporation, of Oklahoma City, Okla., acquired as mortgages of the 
rights of Glenn E. Breeding and Irene Breeding, dba Breeding Motor 
‘Coaches and Breeding Motor Freight Lines, of Muskogee, Okla., and 
temporarily to operate. 

MC ‘F-3659, W. J. Dillner Transfer Co., of Pittsburgh, Pa., asks 
authority to purchase certain operating rights of Russell O. Armour, 
dba Armour Moving Co., of Homestead, Pa. : 

Finance No. 15915, Missouri-Kansas-Texas Railroad Co. asks au- 
thority conditionally to issue, by procuring the authentication and 
delivery to it, of $10,000,000 principal amount prior lien mortgage 4 
per cent gold bonds, series F, dated January 1, 1946, due January 1, 
1962, and to pledge and repledge all or any part of the Series F bonds 
from time to time with the collector of internal revenue at St. Louis, 
Mo. The bonds would be security for the payment of a balance of 
$2,950,000 of federal income and excess profits taxes for 1942, 1943, and 
1944, to be paid in installments until April 6, 1950. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 15895, Greyhound Corporation Stock, 
granting the Greyhound Corporation authority to issue not exceeding 
9,330,090 shares of common stock of the par value of $3 each in ex- 
change for a like number of shares of outstanding common stock with- 
out par value subject to certain conditions. Approved. 

Report and order in F. D. No. 15884, Jacksonville Terminal Co. 
Bonds, and F. D. No. 15885, Jacksonville Terminal Co. Joint Use, 
authorizing (1) the Jacksonville Terminal Co. to issue not exceeding 
$4,000,000 of first-mortgage 3% per cent bonds, series A, to be sold at 
100.32 and accrued interest and the proceeds applied to the redemption 
of a like aggregate principal amount of outstanding bonds, due July 1, 
1967; (2) the Atlantic Coast Line Railroad Co., the trustees of the 
Florida East Coast Railway Co., the Seaboard Air Line Railroad Co., 
and the Southern Railway Co., to assume obligation and liability, jointly 
and severally, as guarantors, in respect of the bonds, herein authorjzed 
to be issued; and (3) continued joint use by the Atlantic Coast Line 
Railroad Co., Scott N. Loftin and John W. Martin, trustees of the 
Florida East Coast Railway Co., Seaboard Air Line Railroad Co., 
Southern Railway Co., and Georgia Southern & Florida Railway Co., 
of the passenger and freight terminal facilities of the Jacksonville 
Terminal Co. Conditions as to employes’ protection prescribed. Ap- 

roved. 

. Report and order in F. D. No. 15894, Chicago & Eastern Illinois 
Railroad Co. Equipment Trust Certificates, granting authority to assume 
obligation and liability in respect of not exceeding $3,450,000 of Chicago 
& Eastern Illinois Railroad Co. equipment-trust certificates, series E, 
to be issued by the Old National Bank in Evansville, as trustees, and 
sold at 99.5407 and accrued dividends in connection with the procure- 
ment of certain new equipment. Approved. 

Second supplemental report and order in F. D. No. 14245, Wil- 
lamina & Grand Ronde Railway Co. Note, granting authority to issue 
a non-interest-bearing promissory note in the principal amount of not 
exceeding $83,584.77 to be delivered to the Long-Bell Lumber Co. for 
the purpose of paying a note or notes which will mature December 31, 
1947, the unpaid balance of which is $83,584.77. Approved. 

Report and certificate in F. D. No. 15823, Cleveland, Cincinnati, 
Chicago & St. Louis Railway Co. et al. Construction, authorizing the 
Cleveland, Cincinnati, Chicago & St. Louis Railway Co. to construct, 
and the New York Central Railroad’ Co., lessee, to operate, a branch 
line of railroad in Christian County, Ill. Approved. 


1. C. C. ACCIDENT REPORTS 


A 1000 cubic yard rock slide on a single track line of the 
Spokane, Portland & Seattle railway near Cliffs, Wash., on 
September 28, was the cause of a passenger train derailment 
that resulted in the death of one-train service employe and the 
injury of 23 passengers and five employes, according to a report 
of the Commission, by Commissioner Patterson, in investiga- 
tion No. 3130. The report said an unusual rainfall had occurred 
for two hours prior to the accident. It said the time of the 
slide was not known but that about three hours before the 
accident the crew of the last train passing the point in question 
had observed no unusual condition. 


SOUTHERN MOTOR MINIMUM NOT SUSPENDED 


The Commission has refused to suspend item 77-A, South- 
ern Motor Carriers Rate Conference, agent, supplement No. 10 
to MF-I. C. C. No. 411, protested by the North Carolina Traffic 
League, which said the protested item would increase, effective 
November 15, the minimum charges on single shipments from 
the class or commodity rate the article took for 100 pounds, 
subject to a minimum of 105 cents, to basis of the first class 
rates for 100 pounds, subject to a minimum of 125 cents (see 
Traffic World, Nov. 15). 


CANADIAN BOX CAR ORDER VACATED 


The Commission, division 3, by service order No. 784-A, 
has vacated service order No. 784, Box Cars of Canadian Rail- 
road Ownership, by which it had required railroads in the 
United States to send home empty, at once, all box cars of 
Canadian railroad ownership not under load or being loaded or 
that could immediately be loaded direct, to Canadian destina- 
tions. 

At the time the original order was issued, it was said at 
the Commission that the order represented an effort to “play 
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fair’ with the Canadian railroads and get back to them much- 
needed box cars (see Traffic World, Oct. 25, p. 1180). 


Canadian Import Control 
Brings General U. S. Embargo 


The Association of American Railroads telegraphed to all 
railroads November 20 C. S. D. embargo Number 428, effective: 
immediately, as follows: 

“Embargo all freight, carload or less carload, consigned, 
reconsigned or to be reconsigned to destinations in Canada. 
Exceptions: 1. Coal and fuel oil. 2. Other freight when bill of 
lading or waybill carries shipper’s certification that assurance 
has been received from Canadian consignee that importation 
has been or will be authorized by the collector of customs at 
the port of entry. Note: Import restrictions placed Novem- 
ber 17 apply to all freight consisting of several hundred speci- 
fied commodities shipped on or after November 18. In order 
to avoid congestion and car delay at Canadian border cross- 
ings this embargo must be made effective immediately.” 

The embargo was issued after the Canadian government 


announced control of imports in order to conserve its dollar 
balance.. 


SERVICE ORDER 778 SUSPENDED 


By service order No. 778-B, the Commission, division 3, 
has suspended from November 20 to December 20 the effec- 
tive date of service order No. 778, railroad operating regula- 
tions for car movement, which placed responsibility for 
prompt handling of freight cars on rail carrier officials (see 
Traffic World, October 18, page 1111). The order was orig- 
inally issued to become effective November 1, and suspended 
until November 20. 


DIVERSION AND REROUTING AUTHORITY EXTENDED 


By amendment No. 2 to service order No. 562, Rerouting 
of Traffic-Appointment of Agent, the Commission, division 3, 
has extended from November 25, 1947, to November 25, 1948, 
the expiration date of the order, which authorizes Homer C. 
King, director of the Commission’s Bureau of Service, to divert 
or reroute all carload and less-than-carload freight as well as 
empty freight cars to railroads capable of handling them. 
The order has been in effect since July 26, 1946. 


REEFERS FOR VEGETABLE CONTAINERS 


By service order No. 793, Refrigerator Cars for Containers 
to Rio Grande Valley, the Commission, division 3, has; author- 
ized railroads, at their option, to furnish not more than 3 RS 
type refrigerator cars with floor racks suitable for loading 
fruits and vegetables, in lieu of each box car ordered, for the 
transportation of fruit and vegetable containers and box shooks, 
in carloads, from Houston, Jacksonville, Marshall, Mineola, 
Paris, and Turney, Tex., and Ashdown and Hope, Ark., to 
destinations in the Texas-Rio Grande Valley, subject to the 
carload minimum weight that would have applied if the ship- 
ment had been loaded in a box car. 

When the carload minimum weight varies with the size 
of the car, the railroads are to furnish 2 RS type refrigerator 
cars for each box car of 40’ 7” ordered, and 3 of the refrigerator 
cars for each box car ordered of a length of over 40’ 7” but 
not over 50’ 7”. 

The order is to apply to interstate and intrastate shipments 
and to be effective from 12:01 a. m., November 20 to Febru- 
ary 20, 1948. The operation of service order No. 68, or any 
other orders of the Commission in conflict with the provisions 
of the instant order, was suspended and the railroads were 
required to suspend, and announce suspension of, tariff pro- 
visions in conflict with the order. 


REEFERS FOR ELECTRICAL APPLIANCES 


The Commission, division 3, by service order No. 794, Sub- 
stitution FGE Refrigerator for Box Cars to South, has author- 
ized railroads, at their option, to furnish not more than 2 FGE 
refrigerator cars for each box car ordered, subject to carload 
minimum that would have applied if the shipment had been 
loaded in a box car, for the shipment of electrical appliances 
from Mansfield, O., and Erie, Pa., to destinations in Georgia, 
Virginia, Alabama, North Carolina, South Carolina, Florida or 
Kentucky. 

The order is to apply to intrastate and interstate shipments 
and cars subject to the order may be stopped in transit to com- 
plete loading or partially to unload. It was made effective at 
12:01 a. m., November 21, to expire 11:59 p. m., December 10. 
The order suspended service order No. 68 and any other orders 
of the Commission in so far as they conflicted with its provi- 
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sions. It suspended all rules and regulations in conflict with 
its provisions and required announcement of such suspension. 


McKINNEY EMBARGO SUBJECT TO PERMITS 


The Commission, division 3, by amendment No. 1 to service 
order No. 782, McKinney Grain Co. Embargo, by which, effec- 
tive October 22 to April 30, 1948, rail shipments to, from, for 
or by the McKinney Grain Co., of McKinney, Tex., were em- 
bargoed, has made the order subject to special or general per- 
mits (see Traffic World, Oct. 25, p. 1180). The permits will be 
issued by V. C. Clinger, service agent, Bureau of Service, Inter- 
state Commerce Commission, 430 U. S. Terminal Annex, Dal- 
las, Tex., authorizing a departure from the terms of the order. 

The amendment was made effective November 14. 


DUNN & CO., DETROIT, EMBARGO SUSPENDED 


The Commission, division 3, by service order No. 787-A, 
has suspended until 7:00 a.m., April 30, 1948, service order No. 
787, M. Dunn & Co., Detroit, Mich., Embargoed, by which, effec- 
tive from November 6 until April 30, 1948, the Commission had 
embargoed the plant of that company, subject to special and 
general permits (see Traffic World, Nov. 8, p. 1817). 

At the time the original order was issued the Commission 
said the company had persisted in holding loaded refrigerator 
cars an unreasonable time before unloading them. 


Railroad Abandonments 


N. I. & N. 


By a report and certificate in Finance No. 15663, New 
Iberia & Northern Railroad Co. Trustee Abandonment, the 
Commission, division 4, has authorized the trustee of the ap- 
plicant to abandon a branch line extending from a connection 
with the carrier’s main line near Loreauville to the end of the 
track at Caroline, about 3.957 miles. The certificate was made 
effective 40 days from its date, November 7. 

The division said no passengers were handled on the branch 
which, it said, was operating at substantial losses and that its 
principal traffic, sugarcane, had been consistently on the de- 
cline in the 1936-1941 period. The traffic available in the past 
5 years had not been sufficient to warrant continued operation 
of the branch, particularly in view of the fact that some ex- 
penditures would be required for branch repairs and renewals, 
it said. The division also said that, since the substantial de- 
cline did not occur until 1939 and prior thereto, when there was 
no apparent car shortage, it appeared inability to obtain cars 
was not the principal reason for the loss in tonnage. 

Protestants’ counsel, said the division, contended that a 
substantial portion of the cost of constructing the branch had 
been contributed by landowners. After a brief review of the 
agreements concerning the construction of the branch, the divi- 
sion said it had been held in a number of cases that the fact 
of donations in aid of construction of railroads was not con- 
trolling on the question of abandonment. 


Southern Pacific 


Southern Pacific Railroad Co. and the Southern Pacific 
Co., by an application in Finance No. 15914, ask the Commis- 
sion for authority to abandon an interchange line in the city 
of Marysville, Yuba county, Calif., about 2,162 feet, together 
with all sidings, spur tracks, and appurtenances. The appli- 
cants said removal of the trackage was desired by the city of 
Marysville and that traffic could be interchanged at other points. 


Southern lowa 


The Southern Iowa Railway Co. has filed an application 
with the Commission, in Finance No. 15911, for authority to 
abandon and dismantle approximately 21.66 miles of its line, 
extending from a point north of Centerville, Ia., to Albia, Ia. 
Applicant said that in recent years no passenger traffic had been 
handled and the volume of freight traffic had decreased greatly, 
and cited operating losses of $20,430.28 for 1945, $28,225.97 for 
1946, and $12,617.20 for the first six months of 1947. It also said 
adequate maintenance of the involved trackage would require 
the expenditure of $62,440 for tie replacement and $7,500 for 
fence repairs. Abandonment would permit the recovery of 
salvage estimated to be worth $91,200, the railway added. 


Cc. & O. 


Examiner J. S. Prichard, in a proposed report in Finance 
No. 14671, Pere Marquette Railway Co. (Chesapeake & Ohio) 
Abandonment, on further hearing has recommended that the 
Commission find present and future convenience and necessity 
are not shown to permit abandonment by the C. & O. of a 
branch line of railroad formerly owned and operated by the 
Pere Marquette, 9.01 miles, extending from Williamsburg to 
Elk Rapids, in Grand Traverse and Antrim counties, Mich. * 
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The examiner said that, considering the relatively small 
losses from operation of the branch as compared with the in- 
convenience and losses the public would sustain as a result of 
the proposed abandonment, it was extremely doubtful that 
abandonment of the branch would be warranted even if the 
new business did not materialize. He said evidence presented 
by the protestants was convincing that new business would 
materialize in sufficient volume to insure operation on a profit- 
able basis. 

In the previous report, 261 I. C. C. 586, the Pere Mar- 
quette was authorized to abandon the branch line. The pro- 
ceeding was reopened on petition of the protestants and the 
effective date of the certificate postponed pending further order 
of the Commission. 


- 
Suspended Tariffs 
(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2796, Soap and Soap Powders—Chicago to Sioux 
City, from November 17 to and including June 16, 1948, certain 
schedules published in supplement No. 8 to MF-I. C. C. No. 41 
of the Emery Transportation Co., Chicago, Ill. The suspended 
schedules propose to establish a new contract-carrier minimum 
charge of 50 cents per 100 pounds, minimum 20,000 pounds, on 
soap and soap powders from Chicago, IIl., to Sioux City, Ia. 


* I. and S. No. 5537, Scrap Iron, New Orleans-Mobile to St. 
Louis-Chicago, from November 12, to and including June 11, 
1948, certain schedules as set forth in supplements Nos. 49, 50, 
52, and 53 to Agent R. H. Hoke’s tariff I. C. C. No. 950. The 
suspended schedules propose to reduce the rates on iron or steel 
scrap, in carloads, from Mobile, Ala., New Orleans, La., and 
certain intermediate points in Alabama, Louisiana and Missis- 
sippi to St. Louis, Mo., and Chicago, Ill. (See Traffic World, 
Oct. 11, p. 1010, and Nov. 8, p. 1330.) 


Motor Rates, Published After Suspension 
and Withdrawal, Protested 


The North Carolina Cotton Manufacturers Association and 
the Cotton Manufacturers Association of South Carolina, jointly, 
and the: Charlotte Shippers and Manufacturers Association of 
Charlotte, N. C., have asked the Commission to suspend in- 
creased’ rates published to become effective December 7 in 
Southern Motor Carriers Rate Conference, agent, South class 
tariff 1-B, MF-I. C. C. 370, supplement 58, at item 374, which, 
they said, undertook to publish rates via Lowther Trucking Co. 

They said the item provided that on traffic between Char- 
lotte and points in South Carolina the less-truckload or any- 
quantity rates published in the aforementioned tariff, as 
amended, would be 35 cents a 100 pounds as a minimum rate. 
They added that the title page provided “Except as otherwise 
provided the rates in this supplement are subject to the con- 
version table of rates shown in item 1.” 

The result, according to the Charlotte group, would be 
that the minimum of 35 cents, on shipments weighing less than 
2,000 pounds, would become 46 cents when the conversation 
table was applied; on those weighing more than 2,000 rates, 
the 35 cents would become 42 cents a 100 pounds. This, they 
said, meant very large increases on shipments rated fourth 
class and lower in the National Motor Freight Classification. 

The cotton groups said the protested publication reproduced 
for account of Lowther minimum rates suspended in I. and S. 
M-2694, Minimum Less-Truckload or Any-Quantity Rates 
South, and subjected those minimum rates to further increases. 
In that case, they said, although filing no exception to the 
examiner’s report, the respondents sought a further hearing 
and then concluded to withdraw the suspended rates and the 
proceeding was discontinued. It was an unjust burden, they 
said, to go through the procedure and withdraw the publication, 
and proceed “immediately thereafter to republish,” at least 
for some of their members, the same type of rate as high 
as or even higher than those suspended and which the examiner 
proposed to find not justified. 


IRON, STEEL RATE PROTEST WITHDRAWN 

Protest against supplement 96, item 1138 to S. W. L. 8-S, 
D. Q. Marsh, agent, I. C. C. 3649, covering rates on iron and 
steel articles, published to become effective November 15, has 
been withdrawn (see Traffic World, Nov. 1, p. 1254). Butler 
Manufacturing Co., and Black, Sivalls & Bryson, Inc., both of 
Kansas City, Mo., in their protest, had said the named supple- 
ment canceled item 1138 covering rates on iron and steel ar- 
ticles, in carloads, from New Orleans, La., to Alice, Corpus 
Christi, Blessing, and other Texas points. 
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November 22, 1947 


Motor Rate Increases in Middlewest 
Recommended for Approval 


I. C. C. examiner proposes finding reasonable in- 
creased motor rates within middlewest, and between 
Montana and middlewest and other territories, but not 
to extent proposed. Rejects “return on investment” 
theory of Department of Agriculture, and recommends 
against holding proceeding open 











Increased motor carrier rates within middlewest territory 
and between Montana and middlewest and other territories, 
reflecting the railroad increases granted on further hearing 
in Ex Parte 162, and now in effect as “interim” motor rates, 
but not to the extent proposed by the respondents, have been 
recommended to the Commission as just and reasonable by 
Examiner L. J. Kassel in a proposed report in I. and S. M-2723, 
Middlewest General Increases. 

The examiner also recommended that proposed increased 
accessorial charges be found not shown just and reasonable, 
that the carriers be required to cancel the proposed schedules 
found unlawful, without prejudice to the filing of new sched- 
ules in conformity with the findings, and that the proceeding 
be discontinued. 

Following is a review of the proposals: 















By schedules filed to become effective February 21, 1947, and later, 
nearly all the motor common carriers who are parties to certain tariffs 
of Middlewest Motor Freight Bureau, Mid-Western Motor Freight 
Tariff Bureau, Inc., Central States Motor Freight Bureau, Inc., Western 
Trunk Line Motor Common Carriers Bureau, Lou Hosking, J. D. 
Hughett, and James E. Lockwood, all agents, and C. E. Whitworth, a 
motor common carrier, proposed to establish general increases in the 
class rates, commodity rates, and charges for accessorial services (1) 
in western trunk-line territory, (2) in Illinois territory, (3) between 
western trunk-line territory, on the one hand, and Illinois, central, and 
southwestern territories, on the other, (4) between Illinois and central 
territories, on the one hand, and southwestern territory, on the other, 
and (5) between Montana, on the one hand, and western trunk-line, 
Illinois, and eastern territories, and Alabama, Kentucky, Mississippi, 
and Tennessee, on the other. Upon protests of numerous shippers, 
shippers’ associations, traffic leagues, chambers of commerce, and State 
regulatory bodies, operation of the proposed schedules was suspended 
until September 20, 1947, and later, and the respondents have volun- 
tarily postponed the effective date of the schedules indefinitely. 
































































































However, not all of the proposals were in issue in the pro- 
gee and those considered were described by the examiner 
as follows: 










Subsequent to the hearing, the Commission vacated its order of 
suspension and discontinued this proceeding insofar as it related to 
rates between southwestern territory, on the one hand, and western 
trunk-line, Illinois, and central territories, on the other, and between 
western trunk-line and central territories, leaving for consideration the 
proposed rates (1) in western trunk-line territory, (2) in Illinois terri- 
tory, (3) between western trunk-line and Illinois territories, hereinafter 
collectively referred to as middlewest territory, and (4) between Mon- 
tana, on the one hand, and middlewest and eastern territories and Ala- 
bama, Kentucky, Mississippi, and Tennessee, on the other. 










































































posed to increase class rates in middlewest territory by elimi- 
nating general increases in rates made after the Ex Parte 123 
increases and applying to the base rates the following in- 
creases: (1) Roughly between points west of the Mississippi 
River 20 per cent, (2) between points west of the Mississippi 
and east of the Mississippi, 22.5 per cent, and (3) between 
points east of the Mississippi, principally in Illinois territory, 
25 per cent. In addition, he said, the proposed rates included 
increases of (a) 10 cents a 100 pounds on shipments of less 
than 5,000 points, and (b) of 4 per cent, minimum 2 cents and 
maximum 10 cents, on shipments weighing 10,000 pounds or 
more when subject to truckload or volume rates. 

On shipments weighing 5,000 to 9,999 pounds, and on those 
Weighing 10,000 pounds or more when subject to less-than- 
truckload or any-quantity rates, the examiner said the pro- 
Posed increases were 20, 22.5 or 25 per cent, depending on the 
territory, without the additional increases of 10 cents or 4 per 
cent. 

He said the increases proposed in the commodity rates in 
middlewest territory were generally on approximately the 
Same bases as the increases proposed in the class rates, al- 


































PROPOSED REPORTS IN I.C.C. CASES 


The examiner said, with somé exceptions, the carriers pro- 






though, he added, they were not related to the general in- 
creases in the class rates in a great many instances. He said 
little evidence was presented as to the different adjustments 
and, after reviewing a number of exhibits filed at his request 
to show separate commodity rate adjustments, he said that, to 
the extent the separate adjustments resulted in proposed com- 
modity rates higher than the rates would be under the general 
increase formula, the record, with some exceptions, afforded 
no bases for a determination of their lawfulness. After saying 
many of the proposed commodity rates reflected the bases 
found reasonable in several cited cases, and that there could 
be no question of the propriety of establishing rates on the 
bases of those determined to be reasonable by the Commission, 
he added that “the questions in connection with such proposed 
commodity rates are whether the level of the proposed in- 
creased class rates, on which the proposed commodity rates 
are predicated, are just and reasonable.” 


Rates to and from Montana 


The examiner stated the proposals to and from Montana 
as follows: 


From and to Montana the proposed increases in the class rates over 
the base rates are generally as follows: 20 per cent to and from points 
west of the Mississippi River, except Iowa, and to and from Alabama, 
Mississippi, and Tennessee; and 22.5 per cent to and from Iowa and 
east of the Mississippi River. On shipments, weighing less than 5,000, 
between Montana and middlewest territory, the additional proposed 
increase is 10 cents per 100 pounds, and on truckload or volume ship- 
ments weighing 10,000 pounds or more, the additional proposed in- 
crease is 4 per cent, minimum 2 cents and maximum 10 cents. No addi- 
tional increases are proposed in the class rates between Montana, and 
Alabama, Mississippi, Tennessee, and points east of Illinois territory. 
On most commodity rates which were effective prior to March 20, 1942, 
the proposed increases are 6 per cent, and in addition, (1) on shipments 
weighing less than 5,000 pounds, 15 to 25 cents when to or from middle- 
west territory, and 5 to 15 cents when to or from Alabama, Mississippi, 
Tennessee, and eastern territory, (2) on shipments weighing from 
5,000 to 9,999 pounds, 5 to 15 cents to or from Alabama, Mississippi, 
Tennessee, and middlewest and eastern territories; and (3) on ship- 
ments weighing 10,000 pounds and more, 4 per cent minimum 2 cents 
when to or from middlewest territory. No additional increase is pro- 
posed on shipments weighing 10,000 pounds and more to or from Ala- 
bama, Mississippi, Tennessee, and eastern territory. On m@6st com- 
modity rates which were in effect on March 20, 1942, or later, the pro- 
posed increases are (1) on shipments weighing less than 5,000 pounds. 
15 to 25 cents when to or from points in middlewest territory, and 5 
to 15 cents to or from the other territories; (2) on shipments weighing 
from 5,000 to 9,999 pounds, 5 to 15 cents to or from all points; and (3) 
on shipments weighing 10,000 pounds and over 4 per cent, minimum 2 
cents, to or from middlewest territory, and no increase is proposed to 
or from other territories. 


The examiner said the respondents, for the most part, also 
proposed to increase their accessorial charges, adding that “no 
evidence was presented in justification of these increased 
charges, and the respondents generally indicated an intention 
to cancel the schedules containing the higher charges.” 


“Interim” Rates 


Observing that the proposed increases of 20, 22.5, and 25 
per cent in the base rates generally reflected the percentages 
made by the railroads following the Ex Parte 162 report on 
further hearing, the examiner said subsequent to suspension of 
their rates, the respondents had been authorized by the Com- 
mission to establish rates, during the pendency of the pro- 
ceeding, no higher than their base rates, plus 25 per cent 
within Official Territory, 22.5 per cent between Official and 
other territories, and 20 per cent within and between other 
territories, but in no case higher than the suspended rates. He 
added that “pursuant to the authority just described, the re- 
spondents purportedly established such increases in the rates, 
which are hereinafter called the interim rates.” 

He then noted the authority granted by the Commission 
to Chicago-Twin Cities carriers to establish, during the pend- 
ency of the proceeding, the suspended basis of rates on ship- 
ments under 5,000 pounds, “that is, the interim basis plus 10 
cents per 100 pounds.” In certain other instances, he said, the 
suspension of the rates, as for example the commodity rates on 
dairy products from many points in Minnesota, North Dakota, 
and South Dakota to Chicago, had been vacated, but the in- 
vestigation continued. 


Recommended Findings 


The examiner’s recommended findings follow: 


1, Middlewest territory.—The examiner finds that a general increase 
in the class and commodity rates of 20, 22.5, or 25 per cent over the 
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base rates, as proposed by the respondents, would result in just and 
reasonable rates. In establishing rates in conformity with these find- 
ings, fractions may be resolved to the nearest cent. 

2. The examiner further finds that on shipmeents weighing less 
than 5,000 pounds, a general increase of 10 cents per 100 pounds in 
addition to the increases described in the next preceding paragraph, 
except on shipments to or from Kansas, would result in just and rea- 
sonable rates: Provided that where two-factor rates alternate with 
single-factor rates, the additional 10 cents shall be added to the sum 
of the two-factor rates. 

3. The examiner further finds that commodity rates which reflect 
increases higher than those which would result from the increases set 
forth in paragraphs 1 and 2 are just and reasonable: Provided, that 
they do not exceed the bases of rates found just and reasonable in 
Increased Rates in Middle West Territory, 46 M. C. C. 516; Commodi- 
ties in Middlewest States, 46 M. C. C. 445; Paint from Kansas City, Mo., 
to Kan., Okla., and Tex., 46 M. C. C. 647; and Increased Rates between 
Minn. and Wis. Points, 46 M. C. C. 641; And provided further, That on 
shipments weighing less than 5,000 pounds the rates, except to and 
from Kansas, may: exceed the bases of rates in the cited proceedings 
by 10 cents per 100 pounds. 

4, The examiner further finds that on fresh meats and packing-house 
products from Ottumwa, Iowa, to Chicago, Ill., and from Waterloo, 
Iowa, to Aurora, Chicago, Elgin, Freeport, and Rockford, Ill., the 
proposed rates, minimum 20,000 pounds, of 38 cents are just and 
reasonable. 

5. From and to Montana.—The examiner further finds that between 
Montana, on the one hand, and middlewest territory, on the other, 
general increases, in the class and commodity rates, as described in 
paragraphs 1 and 2 would result in just and reasonable rates; that 
between Montana, on the one hand, and territory east of middlewest 
territory, on the other, a general increase in the class and commodity 
rates of 22.5 per cent over the base rates would be just and reasonable; 
‘and that between Montana and other territories a general increase of 
20 per cent over the base rates would be just and reasonable, 

6. The examiner further finds that the proposed class and com- 
modity rates, except as found just and reasonable in paragraphs 1 to 5, 
inclusive, of these findings, and the proposed increases in accessorial 
charges, have not been shown to be just and reasonable. 

It is recommended that the attached order be entered requiring the 
respondents to cancel the proposed schedules, except to the extent 
found lawful, without prejudice to the establishment of rates in con- 
formity with the foregoing findings, and discontinuing the proceeding. 


Conclusions 


Under the heading, “Conclusions,” the examiner said, in 
part, the evidence established that since 1939 or 1940, the re- 
spondents’ costs had increased substantially in excess of the 
aggregate of the general increases in rates since that time. 
Referring to an appendix to the report, he said the respondents’ 
operating ratio for the year ended December 31, 1946,.had 
averaged 97.29 per cent, and for the first quarter of 1947, 
96.44 per cent. 

It was significant, he said, that the operating ratio for the 
first 1947 quarter showed an improvement of “only less than 
one per cent” despite the fact that, during this period,. respond- 
ents’ rates had reflected the increase, effective December 16, 
1946, of 10 cents on shipments weighing less than 5,000 pounds 
and 4 per cent on shipments weighing 10,000 pounds and more. 
It thus appeared, he continued, that the increase in rates in 
December was substantially offset by increased costs. Refer- 
ring to further increases in costs since the first 1947 quarter, 
and to demands by labor for additional wage increases, the 
examiner said the respondents’ operating ratios would become 
even less favorable unless they received increases in their 
rates. He added that the proposed increases over the base 
rates, of 20, 22.5, or 25 per cent depending on the territory, 
roughly represented increases of from 10 to 15 per cent in the 
present rates, and that “‘these increases are reasonable.” 


He continued by saying 97.4 per cent of the aggregate 
number of shipments shown in a table in the report, and 52.4 
per cent of the aggregate weight of all shipments, were less 
than 5,000 pounds. It was evident, he said, that these small 
shipments cost the respondents more for 100 pounds to handle 
than the heavier shipments and that their operating ratios on 
this type of traffic was higher than on all traffic. He added: 


Although the flat increase of 10 cents fails to accord appropriate 
consideration to the differences in the rates on the various classes of 
freight, it should be condoned as a temporary measure to enable the 
respondents to obtain some additional revenues on the kind of traffic 
which costs them relatively more to handle. The proposed additional 
increase of 10 cents, however, on shipments between Kansas, on the 
one hand, and other parts of middlewest territory, on the other, would 
result in rates which are unduly prejudicial to Kansas and unduly 
preferential to Oklahoma and which, to and from Kansas, are malad- 
justed and unreasonable in relation to the rates to and from Oklahoma. 


The examiner said there was no showing that the costs for 
transporting truckload or volume shipments had increased more 
for 100 pounds than less-than-truckload shipments weighing 
more than 5,000 pounds. Clearly, ne continued, there was no 
warrant in the record for the additional increase of 4 per cent 
on truckload or volume shipments. 

As to rates to and from Montana from or to points without 
middlewest territory, the examiner said little evidence had been 
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presented in that respect. It appeared, however, he said, that 
the increased costs of the respondents applied equally to traf- 
fic transported to, from, or through middlewest territory when 
from or to Montana and that such traffic should bear a share 
of the increased costs. There was, however, no evidence on 
which the increases might be approved in both the class and 
commodity rates between Montana and middlewest territory on 
a different basis than that concluded to be reasonable within 
middlewest territory, he added. 

Dealing with a request of some protestants that the pro- 
posed increases be made subject to a maximum reasonable rate 
order and the proceeding be held open to require respondents to 
show the revenue effect of the approved rates, the examiner 
said, while a specific estimate of additional net revenue could 
not be made “in the light of present instability of prices and 
wages,” he concluded that the rates found reasonable would 
yield revenues not in excess of those reasonably necessary. 
Present changing conditions, he said, suggested that a maximum 
reasonable rate order was inappropriate, adding there appeared 
no useful purpose in holding the proceeding open. 


Respondents’ Truckload Proposal 


In a discussion of the respondents’ evidence, in the body of 
the report, the examiner said the relation of the class rates 
lower than first class to first class, and the generally lower 
ratings on truckload shipments should as a whole produce a 
level of truckload rates reflecting the economies in costs to the 
carriers in the transportation of the larger shipments. He said 
respondents did not contend there was any impropriety in the 
present relation of lower classes to first class or in the relation 
of truckload to less-truckload ratings, but “merely that the 
lower rates on truckloads warrant the proposed 4 per cent 
higher scale of rates.” 

“The proposal here, however, is not limited to the lower 
classes and they would apply on truckload articles which are 
accorded the higher as well as the lower ratings,” continued 
the examiner. “A scale of class rates higher on truckloads 
than on shipments weighing 5,000 pounds and more is illogical. 
This is a revenue case in which the contentions of the respond- 
ents are that their rates should be increased because their costs 
have increased. There is no evidence that the increased costs 
for the transportation of truckloads exceeds the increased costs 
for the transportation of less-than-truckload shipments weigh- 
ing 5,000 pounds and more. On the contrary, the respondents 
emphasize the particular burden sustained with respect to ter- 
minal and pick-up and delivery costs on small shipments.” 


Rates to and from Kansas 


In a discussion of the proposed rates to and from Kansas, 
the examiner said 319 of the 946 carriers participating in cer- 
tain tariffs of the Middlewest Bureau served Kansas and Okla- 
homa and generally had proposed the higher bases of increases 
between points in middlewest territory than between that ter- 
ritory and Oklahoma and other states in southwestern terri- 
tory. Having previously observed that a rate committee dealing 
with interterritorial rates functioned at St. Louis, on which the 
carriers serving Oklahoma had representation, and that the 
Middlewest Bureau had said the level of the rates interterri- 
torially were subject to the desires of a relatively small num- 
ber of respondents with extensive operations between points 
east of the Mississippi and Southwestern Territory, the exam- 
iner said, in reference to the 319 carriers that “the authority 
of the St. Louis committee or of other carrier organizations is 
clearly subordinate to the will or independent or joint action 
of these 319 carriers.” He said the evidence was convincing 
that the respondents participating in the rates between points 
in middlewest territory and in the rates between that territory 


‘ and points in Oklahoma had-power to control such rates. 


Packing-House Rates 


In the course of his discussion of the proposed rates on 
fresh meats and packing-house products, the examiner observed 
that the present rate from Ottumwa, Ia., was subject to a 
refrigeration charge of $4, and that it was proposed to con- 
tinue this charge in connection with the proposed rates. No 
similar charges, he said, were maintained or proposed in con- 
nection with rates from Des Moines, Omaha, and other com- 
pared points. Although approval of the proposed rate from 
Ottumwa should not be withheld pending adjustment of the 
refrigeration charge, he continued, the respondents should as 
soon as practicable eliminate the charge from Ottumwa or 
apply a similar charge from competitive points. He added that 
shippers should call the matter to the Commission’s attention 
if the respondents failed to correct the situation within a rea- 
sonable length of time. 


Department of Agriculture 


The examiner said the Department of Agriculture urged 
that the revenue needs of the respondents should be measured 
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that 

traf- | principally by the rate of return on their investment, “that is, 

when Jj the ratio of the net carrier operating income to the investment, 

share | rather than by the operating ratio or the ratio of operating 

“e on | expenses to total revenues.” 

3 and He then reviewed contentions of the department which, in 

ry on | an exhibit, had projected a return of 97.8 per cent for the 

vithin | motor carriers in 1947, and estimated a return in 1946 of 29.8 

per cent. 

. pro- He said the important difference between the department 

> rate | and the respondents was “whether return on investment or 
nts to | operating ratios” was the criterion for determining the need 
miner | for general increases in the rates, the department urging that 

could | operating ratios were unsatisfactory to determine revenue 

s and } needs and that the adequacy of net operating revenues should 
would | be determined only in relation to the rate of return on invest- 
ssary. | ment.” He continued: 
umum In industries where the amount of investment is large in relation 
eared | to total costs, the rate of return on investment generally has been ac- 

cepted as appropriate for determining revenue needs. In such indus- 

tries the risk is related more to the amount of investment and less to 

costs. On the other hand, where the amount of the investment is 

ody of relatively small in relation to total costs, investment is not the primary 
factor in determining revenue needs. For example, in the case of motor 

rates common carriers who are principally engaged in the transportation of 

lower ] automobiles by the driveaway method, the amount of the investment 
luce a | in operating property is relatively insignificant and it is obvious that 
to the J return on investment is not an appropriate criterion for a determina- 

[le said | tion of their revenue needs. The last example is the obvious situation. 

in the | In the case of motor common carriers of general commodities, the 
elation selection of one or the other is not quite obvious. The choice, however, 

is made less difficult where comparisons are made of investment with 
at the | expenses. During 1946, the net investment of the 98 class I respondents 

r cent J was $22,389,560 and their operating expenses aggregated $84,691,011 or 

$3.78 of expense for $1 of investment. The owners of motor carriers 
lower § can hardly be expected to look to the return on the amount of their 
ch are investment as an incentive where the principal risk is attached to the 
tinued substantially greater amount hazarded in expense. This is not to say 

‘loads that the rate of return on investment, comparisons of net income to 
‘wager’ capital stock, of the relation of debt-free property to capital stock, and 
logical. } other financial comparisons or studies are not useful in an appraisal 
sspond- | of the financial condition and progress of the motor-carrier industry. 
ir costs | But for the purpose of determining the need of increases in rates the 
d costs | criterion must be the carrier’s cost. This is at once apparent from the 
d costs | Pattern of the rate structures of the motor-carrier industry, It is ele- 
weigh- mental, of course, that lower rates are generally charged for the trans- 

portation of truckload lots than for less-than-truckloads of similar 
ondents | articles because of the lesser expense to the carrier in the transporta- 
to ter- | tion of the larger quantity. It is highly problematical that the differ- 

a entials between less-than-truckload and truckload rates could be ap- 

propriately related to investment. They can be, and generally are, 

related to the relative costs or expenses incurred in the respective 

Kansas services. As seen, the level of rates or the need for additional revenues 
Ss may be determined in relation to costs or expenses. 

In cer- Except that the Department contends that a return on investment 
d Okla- amounting to 29.8 per cent, see table 2, is more than adequate it gave 
1icreaseS Jno opinion as to what isan adequate return on investment for motor 
hat ter- §carriers. As stated, based on the applicable statistics during 1946 of 
n terri- 998 class I respondents the rate of return on investment was 18.25 
dealing per cent. 
hich the : i i a ac 
hat the = 3s 
terterri- |oteel Co. Subsidiary Is Contract 
ul num- = . 

. points | Carrier, Say Examiners 

saharity Examiners Thomas F. Kilroy and Lyle C. Farmer have 
ieee is recommended that the Commission find the operations of 
* ection Steel Trucking, Inc., owned by Detroit Tube and Steel Co., 
nvincing which, in turn, is controlled by Sharon Steel Corporation, to 
n points henry of a contract carrier in serving Sharon and its various 
. _§ Subsidiaries. 

— By a recommended report in MC 3121, Sub. 6, Steel Truck- 

- ing, Inc., Extension—Farrell, Pa., the examiners recommended 

issuance of a permit authorizing the applicant to transport (1) 
rates on steel and steel products, and materials, supplies and equipment 
observed used in the production of steel and steel products, (a) between 
ect to a} Dearborn, Mich., on the one hand, and, on the other, Canton, 
to con- McDonald, Lowellville, Struthers, Niles, East Orwell, Salem, 
ates, No | 2nd Warren, O., and Farrell and Sharon, Pa., and (b) between 
1 in con- Farrell and Sharon, on the one hand, and, on the other, Canton, 
hee cont Lowellville, McDonald, Struthers, Niles, Salem, East Orwell 
ate from | 2nd Warren, O.; and (2) steel and steel products from Dear- 
it of the born, Mich., to Akron, Elyria, Port Clinton, Sandusky and 
ould as Youngstown, O., duplications eliminated. 
mwa. or “While applicant is closely related to the parent Company 
ided that and its several subsidiaries, said the examiners, “each are 
attention § SeParate entities maintaining separate plants and facilities in 
in a re& the operation thereof. So far as the record discloses, applicant 

operates as a separate entity engaged in the transportation busi- 

ness. Purely the operations here proposed are those of a 

contract carrier. Compare Lukens Steel Co., Contract Carrier 
ire urged § Application, 42 M. C. C. 672, and Schenley Distilleries Motor 
measured § Division, Inc., Contract Carrier Application, 44 M. C. C. 171.” 





The examiners said the Sharon plants and its subsidiaries 
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were integrated in producing steel and steel products and 
that the applicant’s service would provide interplant transporta- 
tion to move the various commodities to meet the schedule of 
operation at particular plants. They said Sharon did not 
intend to discontinue the service of existing carriers, but 
considered the applicant would perform a specialized service 
for we several plants and would have equipment available when 
needed. 


Denial of Plan to Give Santa Fe 
Access to St. Louis Recommended 


Denial of applications of the Burlington and the Santa Fe 
jointly, and of the Gulf, Mobile & Ohio, that had for their ob- 
jective the establishment of a direct route for the Santa Fe 
from Kansas City to St. Louis, among other things, has been 
recommended by C. E. Boles, assistant director of the Com- 
mission’s Bureau of Finance and Examiner A. G. Nye. Their 
proposed report was issued in Finance No. 15365, Chicago, 
Burlington & Quincy Railroad Co. et al. Control, etc.; Finance 
No. 15368, Gulf, Mobile & Ohio Railroad Co. Trackage Rights, 
which described the proposals as follows: 


By joint application filed on June 24, 1946, under section 5(2) of 
the Interstate Commerce Act, as amended, the-Chicago, Burlington & 
Quincy Railroad Company and The Atchison, Wopeka and Santa Fe 
Railway Company, hereinafter referred to as the Burlington and the 
Santa Fe, respectively, or collectively as the joint applicants, propose 
(a) to acquire jointly (1) the entire capital stock of the Kansas City, 
St. Louis and Chicago Railroad Company, otherwise referred to as the 
Kansas City company; (2) trackage rights over the line of railroad of 
the Louisiana and Missouri Railroad Company between Mexico and 
Francis, approximately 2.5 miles; (3) trackage rights over that portion 
of the railroad of the Kansas City company known as the ‘paired 
track’’ extending easterly approximately 0.88 mile from main track 81 
of the Kansas City Terminal Railway near the Broadway Tower to 
another connection with track 81, near the center of ‘Gillis Street in 
Kansas City; and (b) to lease that part of the line of railroad of the 
Kansas City company between Mexico and Kansas City (Rock Creek 
Junction), about 156 miles. The Burlington proposes (a) to acquire 
trackage rights (1) over that portion of the line of railroad of the Santa 
Fe between Bucklin and Kansas City (Sheffield), approximately 104 
miles, (2) over the lines of railroad of the Wabash Railroad Company, 
otherwise designated hereinafter as the Wabash, between (a) Carrollton 
and Camden Junction, approximately 29 miles, and (b) Camden Junction 
and Birmingham, approximately 24 miles. The Santa Fe proposes to 
acquire trackage rights (a) over those portions of the Burlington's 
line of railroad (1) in Kansas City known as the **gooseneck’”’ tracks 
extending from a connection between the Burlington tracks and the 
Kansas City Terminal Company’s track near Broadway Tower to a 
connection with tracks 1301 and 1309 of the Kansas City Terminal 
Company near St. Louis Avenue, approximately 0.57 miles, (2) between 
Francis and St. Louis, approximately 112 miles, and (b) over the line 
of railroad of the Terminal Railroad Association of St. Louis from the 
point of connection with the Burlington tracks near North Market 
Street, St. Louis, to the St. Louis Union Passenger Station. 

The Gulf, Mobile and Ohio Railroad Company of June -25, 1946, 
applied for authority to acquire trackage rights over that portion of 


the line of the Kansas City company between Mexico and Rock Creek 
Junction. 


Among other things, the examiners, after a discussion of 
the probable diversion of: traffic from other railroads serving 
St. Louis, which they said would amount to from $10,000,000 
to $12,000,000 in revenue a year, said anything that. would 
“frustrate” realization of the objectives of reorganization plans 
of protesting railroads would not be consistent with the public 
interest. The principal opposition to the plan came from the 
Missouri Pacific, the St. Louis-San Francisco, the Cotton Belt, 
the Rock Island, the Texas & Pacific, and their affiliated sub- 
sidiaries, according to the report. In that connection, they 
observed that the properties of the Missouri Pacific and the 
Rock Island were in reorganization proceedings and had been 
for long periods, and that the properties of the Frisco and Cot- 
ton Belt had recently emerged from such proceedings. 


Description of Proposal 


In explanation of the operations proposed, the examiners 
said: 


Operations proposed. The Burlington and Santa Fe would operate 
jointly between Kansas City and St. Louis over the Gulf, Mobile & 
Ohio line from Kansas City to Francis, and over the Burlington line 
from Francis via Old Monroe to St. Louis; the Gulf, Mobile & Ohio 
would operate freight service over the line between Kansas City and 
Francis; and the Burlington would operate under trackage rights be- 
tween Bucklin and Sheffield over the Santa Fe and between Camden 
Junction and Birmingham over the Wabash in performing its through 
freight and passenger services between Kansas City and Chicago. The 
proposals, if approved, would result in (a) change in the Gulf, Mobile 
& Ohio’s operations of the Mexico-Rock Creek Junction line from that 
of an operating lease to a tenant under trackage rights, (b) an addi- 
tional Burlington route for freight service between Kansas City and 
St. Louis, and shorter Burlington routes for freight and passenger 
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service between Kansas City and Chicago, and (c) an extension of 
Santa Fe service into St. Louis. 


The report said the Burlington estimated it would earn 
annually on the joint line additional gross freight and passenger 
revenues of $1,000,883 and $227,783, and gross freight revenues 
of $1,021,681 and gross passenger revenues of $238,437, on the 
proposed route between Chicago and Kansas City.+ It said the 
total additional gross freight revenue the Santa Fe expected 
from traffic to be handled over the joint line in a normal post- 
war year was estimated at $7,321,791. 

As to the G. M. & O., the report said that road, in con- 
sidering acquisition of the Alton properties, approved by the 
Commission in Alton R. Co. Reorganization, 261 I. C. C. 3438, 
regarded the Kansas City, St. Louis & Chicago a drain on the 
rest of the Alton system and was desirous of being relieved of 
the line’s deficits, but wanted to work out an arrangement 
whereby it could retain the traffic. Under the proposed plan, 
the report said, the G. M. & O. would continue to use the line 
for traffic to, from and through Kansas City, and would be 
relieved of its obligations as guarantor of the principal of, and 
interest on, the $2,093,000 first mortgage bonds, as well as, of 
maintenance expenditures, the obligation of providing passen- 
ger service, and capital expenditures. 


Effect of Proposal 


The examiners said it was questionable whether the esti- 
mate of net gain expected by the G. M. & O. reflected the full 
measure of the traffic losses it would sustain, no allowance, they 
said, having been made for probable losses of St. Louis-Kansas 
City through traffic because of the shorter line to be used by the 
Santa Fe and the Burlington between those points, or the loss 
of the longer-haul traffic between points on its lines east and 
north of Francis, Mo., and junctions in the Kansas City area. 
Also, they said, no allowances were made for losses that might 
occur on traffic with eastern and southern carriers through its 
long-haul junctions that might be diverted to the Santa Fe 
and Burlington and handled through the St. Louis gateway. 

The report said the Burlington had given thought for 
many years to improving its route between St. Louis and Kansas 
City, and Kansas City and Chicago, and alleged it had lost 
ground in its competition with other Missouri lines, its line 
between St. Louis and Kansas City being circuitous, part of it 
with steep grades and considerable curvature. 

The gateway for the Santa Fe to the east was Chicago, 
said the report, adding that that railroad had long sought to 
extend its service to St. Louis, which they said was “the prin- 
cipal railroad center of the west and is the natural gateway 
between certain territory in the east and south, and certain 
territory served by the Santa Fe.” The examiners observed 
that, if the Cotton Belt be considered part of the Southern 
Pacific system, every major railroad in the southwest, except 
the Santa Fe, entered St. Louis. 


After citing three of the reasons, among others, advanced 
by the Santa Fe for its desire to extend its service to St. Louis. 
and examiners said ‘‘the Santa Fe’s prime objective, which is not 
stressed, is the expected increase in its traffic and earnings.” 
They said that road would profit more than either of the other 
applicants from the proposals and would be an active partner 
of the Burlington in operating the proposed freight and pas- 
senger trains over the joint line between Kansas City and St. 
Louis. 

The report said the protesting railroads controverted prac- 
tically every point advanced by the applicants in support of the 
proposals and contended they would be seriously injured be- 
cause of diversion of traffic, which would impair their ability 
to serve areas not served by other railroads, and result in 
loss of employment by employes of the protesting railroads and 
terminal association. Opposition, the report said, centered about 
the proposed entry of the Santa Fe into St. Louis, the protest- 
ing interveners, they said, insisting that everything offered by 
the proposed plan to the public could be accomplished by the 
establishment of joint through service in connection with the 
Santa Fe at Kansas City. 


In a discussion of benefits of the proposals to shippers, the 
report said if the applications were approved the Santa Fe 
would not have an available route for its single-line operation 
that would be the shortest available route between St. Louis 
and points on its lines west of Kansas City, and that in all 
cases the mileage would be in excess of some present practical 
tariff route. This statement followed a discussion of single- 
line and joint-line service, and shippers’ choice of those services, 
in which the report said that “due to the uniformity of transit 
arrangements on most roads, improved methods of car control, 
and the aid afforded by car associations, service to shippers is 
about the same, generally speaking, regardless of how ship- 
ments are routed.” 

In a review of the benefits to St. Louis, referring to evi- 
dence concerning the factors that caused Chicago to develop 


TRAFFIC WORLD 


faster than St. Louis, the examiners said it was conflicting, 
adding that “it is reasonably clear that single-line service from 
Chicago to the Pacific Coast, and the lack of such service from 
St. Louis, were not the basic factors.” Chicago’s greater de- 
velopment they ascribed to its location, among other things, 
and the slower growth of St. Louis, in part to the slow develop- 
ment of railroads in the southwest. 


Estimated Traffic LOss 


There followed a lengthy discussion of the traffic esti- 
mated to be diverted in the event of approval of the proposals 
by the proponents and the protestants. The examiners said 
“the extraordinary divergence between the Santa Fe’s estimate 
of gross revenue additions of $7,321,791 . . . and the protesting 
railroads’ estimate of gross revenue losses of $17,300,000 to 
$20,600,000 suggests, as stated by the Santa Fe, a reckless lack 
of thoroughness and accuracy on one side or the other.” Later 
in the report, the examiners suggested that the loss in traffic 
revenue would be not less than $10,000,000 or more than 
$12,000,000 annually. 

They also observed as to traffic to and from Official Terri- 
tory, which the Santa Fe was unable to get because of “factors 
controlling the routing,’ many of those factors would be 
changed with the Santa Fe in position to haul the traffic into 
St. Louis. On the subject of routing, they said, among other 
things, that direct connection between the Santa Fe and the 
east-side carriers at St. Louis would ‘no doubt have its effect 
on the future routing of traffic through St. Louis, and the 
amount of traffic that would be diverted from the protesting 
railroads.” They expressed the view that the Santa Fe would 
no doubt move considerable traffic through St. Louis in connec- 
tion with the southern carriers. In addition to freight revenue 
losses, the examiners said the protesting railroads would lose 
an indeterminate amount of their passenger train revenues. 

“The joint applicants have shown no need for the additional 
revenue they expect from the proposed operations,” said the 
report. “They are stronger financially than the protesting rail- 
roads.” 

Effect on Reorganized Roads 


The examiners then compared the relative situations of 
the two groups of railroads in the course of which they said 
statistical statements offered by the parties showed that in 
operating efficiency and net income the protesting railroads as 
a group were substantially equal to those of the applicants in 
proportion to the value of property devoted to transportation 
purposes. Later they said the studies offered by the joint ap- 
plicants, particularly those comparing their net railway operat- 
ing income, indicated that the protesting railroads ‘‘are about 
as strong as transportation agencies as the, former.” They 
added that “this does not mean, however, that the protesting 
railroads can afford to lose any substantial part of their traffic.” 
After setting out contentions as to volume of traffic, and re- 
viewing fixed charges, the report continued: 


- Interest charges on funded debt for which provision is made in the 

plans for the four protesting railroads whose properties were at the 
time of the hearing in proceedings for reorganization under section 
77 of the hankruptcy act, plus the interest charges of the Texas & 
Pacific for 1944 would be $30,157,114. The earnings of the protesting 
railroads during the 1931-1940 period were insufficient to cover these 
charges. The protesting railroads point out that their net railway 
operating income in 1940 was $33,400,000 and that if this were increased 
27 per cent, the factor applied by the joint applicants to their 1940 
traffic in estimating their gross freight revenue for a so-called future 
normal year, the result would be $42,418,000, which is only about 
$12,000,000 more than interest requirements of the protesting railroads 
based on the reorganization plans approved for four of them. This, say 
the protesting railroads, is wholly insufficient to absorb their minimum 
losses and provide for their other requirements. 


The report continued by saying the ability of a railroad 
to earn its fixed charges had an important bearing on its 
service to the public, and was to be considered in the case of 
the protesting railroads after reorganization and undergoing 
reorganization. The maximum fixed-interest-bearing debt of 
each of the four railroads had been related by the Commission 
to the maximum earnings that might be expected, it said, and 
that the Commission had tried to give the railroads some 
measure of assurance of freedom from future financial diffi- 
culties. The report added that “anything that would frustrate 
the realization of the objectives of the reorganization plans as 
finally approved by the courts would not be consistent with the 
public interest.” 

The protesting railroads had been particularly susceptible 
to competition from other forms of transportation, said the 
examiners in commenting on estimates of future traffic. A large 
part of the petroleum traffic once handled by southwestern 
carriers was moving by pipe lines and by water; a substantial 
portion of former traffic in lumber, coal and cotton had gone to 
motor trucks and barge lines, they said. | 

The examiners also said the joint applicants had not shown 
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they could operate their joint passenger trains at a profit and 
that the protesting railroads had submitted an analysis of the 
estimated expenses of operating those trains indicating that 
the passenger service between St. Louis and Kansas City would 
be conducted at a loss. 

In their “findings and conclusions,’ in addition to the 
matters aforementioned, the examiners said that the proposals, 
instead of reducing interchange delays at Kansas City it was 
not unreasonable to assume that greater traffic congestion and 
longer delays would ensue as a result of diverting traffic from 
the lighter traffic density junctions now being used. They added 
that the serving being furnished the southwest and the Pacific 
Coast and other points in Santa Fe territory by St. Louis car- 
riers, directly or in connection with other carriers, was about 
equivalent to what the Santa Fe proposed, adding there was 
little evidence of any dissatisfaction with existing service. 


Control of Traffic 


The arrangement whereby two of the strongest railroads 
in the country would control a large volume of traffic and 
handle it at favorable operating costs, because of the power 
that might be exercised in an area where competition was so 
keen, said the examiners would adversely affect the transporta- 
tion facilities in the entire southwest. Curtailment of service 
or abandonment of substantial portions of their lines by other 
railroads would be detrimental to the public interest, they 
added, and continued. 


The policy of railroad managements to obtain long hauls,,over 
their lines is too pronounced to warrant a finding that the Santa Fe 
would continue, in the slightest degree, to interchange with other 
carriers any traffic which it could handle to or from St. Louis. Further- 
more, a requirement that the applicants maintain present routes or 
gateways would not prevent the loss of traffic by other railroads now 
handling such traffic in connection with the applicants via such routes 
and gateways. 


Unless justified by future development, said the examiners, 
additional rail service would be wasteful and unwarranted. If 
any improvements were necessary, they continued, no sound 
reason existed why they should not be accomplished by mutual 
effort and cooperation of the railroads concerned. 





MOTOR PURCHASE DENIAL PROPOSED 


Examiner Joseph M. Zurlo, in a proposed report in MC 
F-3548, Albert A. Salter, et al—Control; Salter’s Express Co., 
Inc.—Purchase (Portion)—-Adley Express Co., Inc., has recom- 
mended denial of an application of Salter’s Express Co., Inc., 
of Simsbury, Conn., to purchase certain operating rights of 
Adley Express Co., Inc., of New Haven, Conn., and acquisition 
of control of the rights by Albert A., Arthur M., and Minnie 
Salter, and Dorothy S. Ames. 

The examiner said if the purchase was approved, Adley, in 
connection with its retained regular routes authorizing service 
from and to all off-route points in Massachusetts and Con- 
necticut, would be authorized to continue its service in western 
Massachusetts and Connecticut, or from and to points within 
the same territory in which it would be authorized to render 
a regular-route service. The effect, he said, would be the insti- 
tution of the service of an additional carrier between points that 
would continue to be served by Adley, without any evidence 
of need for such additional service. 


Examiner Says “No” to Strickland 
Route Operation Plan 


A motor carrier should not be authorized to establish a 
route from, to, or between termini which are not on its author- 
ized routes solely on evidence of operating economies and im- 
proved operating efficiency which would accrue to it, on the 
theory that such operations would be over an alternate route, 
Examiner Lucian A. Jackson has concluded in a proposed re- 
port in MC 59680, Sub. No. 64, Strickland Transportation Co., 
Inc., Extension—Alternate Routes. 

The report deals with an application of Strickland, of Dal- 
las, Tex., for authority to operate as a common carrier of gen- 
eral commodities, with exceptions, between Sikeston, Mo., and 
Poplar Bluff, Mo., over U. S. highway 60, and between Corning, 
Ark., and Little Rock, Ark., over U. S. highway 67, as alternate 
routes, for operating convenience only, serving no intermediate 
points. 

Examiner Jackson recommended that public convenience 
and necessity be found not to require the operation and that 
the Commission deny the application without prejudice to a 
petition for reconsideration when and if applicant exercised its 
option to purchase rights now under lease, to expire February 
8, 1951, involved in MC F-3385, L. R. Strickland—Control; 
Strickland Transportation Co., Inc-——Lease—Fraps Truck Line, 
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Inc., decided April 4, 1947, and consummated the transaction 
on approval by the Commission. 

After describing applicant’s permanent routes and leased 
routes, pointing out that only one of the termini of the pro- 
posed routes was a point on applicant’s authorized permanent 
routes, the examiner said the proposed routes were sought not 
because there was a claimed need of service between the ter- 
mini of those routes but rather to provide more direct routes 
as a means of effecting economies in applicant’s operations 
between Little Rock and St. Louis. 

While he proposed denial of the application, the examiner 
said that, however, in view of the showing made of the saving 
in running time and operating cost that would be effected by 
operation over the proposed routes without change in service 
to the public, he was of the opinion that applicant should be 
afforded an opportunity to file a petition for reconsideration on 
fulfillment of conditions involving the purchase question. 


N. Y¥. MOTOR PURCHASE PROPOSAL 


Examiner Robert H. Murphy by a proposed report in MC 
F-3481, David Spector and Peter D. Serra—Control; Rand Ex- 
press Freight Lines, Inc.—Purchase—Hudson Motor Freight 
Service, Inc., has recommended that the Commission should 
approve the purchase by Rand Express Freight Lines, Inc., New 
York, N. Y., of the operating rights of Hudson Motor Freight 
Service, Inc., New York, and acquisition of control of the oper- 
ating rights by David Spector and Peter D. Serra, both of New 
York, through the proposed purchase. Approval of the trans- 
action, said the report, would permit Rand Express Freight 
Lines, Inc., to eliminate interchange at New York City and to 
render a single-line through service to shippers via that gate- 
way, between points in an authorized New England area, on 
the one hand, and, on the other, Philadelphia and points inter- 
mediate between New York and Philadelphia. 


FLYNN FORWARDER EXTENSION PROPOSAL 


By a proposed report in FF-115, Sub. 2, Flynn Forwarding 
Co., Inc., Extension—Idaho, Nevada, the Bureau of Water Car- 
riers and Freight Forwarders has recommended that the Com- 
mission should grant Flynn Forwarding Co., Inc., of St. Louis, 
Mo., a second amended permit authorizing it to perform, in 
addition to service authorized in its present amended permit, 
the service of a freight forwarder of commodities generally, 
from all points in Missouri, Kansas, Arkansas, Illinois, Ken- 
tucky, Tennessee, Indiana, Iowa, Ohio, and West Virginia to 
all points in Idaho and Nevada. 


Motor Recommended Reports . 


(Recommended orders in these reports, at expiration of 20 days from 
date of service of reports (unless otherwise stated), become effective unless 
exceptions have been filed within the 20-day period or exceptions have 
been seasonably filed by other parties, or the order has been stayed or 
postponed by the Commission. State in which applicant has home office 
is shown in “black face’’ type, with name of town or city following.) 


Kansas (Coffeyville)—-MC 108686, Union Electric Railway 
Co. Certificate proposed. Passengers, baggage, newspapers, 
express and mail between Nowata, Okla., and Parsons, Kan., 
over a specified route, serving all intermediate points. The 
report said applicant proposed institution of through bus serv- 
ice between such points in lieu of its rail service for which it 
had obtained authority to abandon, its abandonment request 
being due to financial losses. 

Ilinois (Quincy)—MC 108514, Marshall Campbell. Permit 
proposed. Fresh fruits and vegetables from points in Hancock 
and Adams counties, to points in Ia., and Wis., and fresh fruit 
and vegetable containers on return, over irregular routes. 

Iinois (Quincy)—MC 108511, T. R. Turner. Permit pro- 
posed. Fresh fruits and vegetables from points in Hancock and 
Adams counties, Ill., to points in Ia., and Wis., and fresh fruit 
and vegetable containers on return, over irregular routes. 

IMinois (Quincy)—-MC 108510, C. R. Tolbert. Permit pro- 
posed. Fresh fruits and vegetables from points in Hancock and 
Adams counties, Ill., to points in Ia., and Wis., and fresh fruit 
and vegetable containers on return, over irregular routes. 

lowa (Burlington)—-MC 108509, Lagomarcino Grape Co. 
of Iowa. Dismissal of application for a permit proposed on 
finding applicant’s proposed operation not subject to the permit 
requirements of the act. Fresh fruits and vegetables from 
points in Hancock and Adams counties, Ill., to points in II1., 
Ia., Mo., Wis., Minn., Neb., Mich., and Ind., and empty con- 
tainers on return, over irregular routes. The report said appli- 
cant’s equipment was not now used in the transportation of 
property for compensation, that fresh fruits and vegetables were 
embraced within the term “agricultural commodities” (not in- 
cluding manufactured products thereof), and that such opera- 
tion was exempt from regulation, under section 203(b) (6), ex- 
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cept as to provisions of section 204 relative to qualifications and 
maximum hours of service of employes and safety of operation 
or standards of equipment. 

New York (Florida)—-MC 108326, Florida Taxi Service, 
Inc. Denial of certificate proposed. Passengers and their bag- 
gage, in special operations, in non-scheduled door-to-door serv- 
ice limited to the transportation of not more than six passengers 
in any one vehicle, not including the driver thereof, and not 
including children under 10 years of age who do not occupy 
a separate seat or seats in the period May 15 to September 15, 
both inclusive, between New York, N. Y., and specified points 
in Chester and Warwick townships, N. Y., over irregular routes. 

iNlinois (East Dundee)—-MC 107828, Sub. 1, Fox Valley 
Coach Line, Inc. Denial of certificate proposed. Passengers, 
baggage, express and newspapers, between specified points in 
Tll., and Lake Geneva, Wis., over regular routes. 

Georgia (Dublin)—-MC 67024, Sub. 19, Service Coach Line, 
Inc. Denial of certificate proposed. Passengers, baggage, ex- 
press, mail, and newspapers, between Folkston, Ga., and Jack- 
sonville, Fla., over a regular route, serving certain intermediate 
points. : 

Texas (Fort Worth)—-MC 59814, Sub. 41, W. A. Johnson, 
dba Johnson Motor Lines. Certificate proposed. General com- 
modities, with exceptions, between Dallas, Tex., and junction 
Tex. highway 183 and U. S. highway 80, over Tex. highway 
183, serving no intermediate points, as an alternate route for 
operating convenience in connection with applicant’s otherwise 
authorized regular-route operations. 

Texas (Lufkin)—-MC 58182, Sub. 2, M. S. McMullen, dba 
Mack’s Motor Coaches. Certificate proposed. Passengers, bag- 
gage, newSpapers, express and mail, between Bryan, Tex., and 
College Station, Tex., over Tex. highway 6, serving no inter- 
mediate points. 

Texas (Houston)—-MC 1124, Sub. 60, Herrin Transporta- 
tion Co. Certificate proposed. General commodities, with ex- 
ceptions, and dangerous explosives, from, to and between speci- 
fied points in Tex., and La., over described routes. 

Pennsylvania (Bellefonte)—-MC 1103, Sub. 8, Kofman’s and 
Keystone Moving & Storage Co. Certificate proposed. Brass 
bars and rods, and brass unfinished shapes, from Bellefonte, Pa., 
and points within two miles of Bellefonte, to points in Ind., 
Mich., Mass., Conn., R. I., N. Y., N. J., and O., and copper and 
brass scrap, refused or rejected shipments, and returned empty 
containers, in the opposite direction, over irregular routes. 

South Carolina (Bamberg)—MC 108643, F. R. Hartzog and 
H. L. Polk, dba Auto Sales Co. Certificate proposed. Cotton- 
seed, seeds, and feeds from all points in Bamberg county, S. C., 
to Augusta and Savannah, Ga., fertilizer, cottonseed meal and 
hulls from Augusta and Savannah, Ga., to all points in Bamberg 
county, S. C., agricultural commodities from all points in Bam- 
berg county, S. C., to all points in N. C., Va., Md., Pa., N. J., 
N. Y., Conn., R. I., Mass., and D. C., traversing Del., for oper- 
ating convenience, and pickles amd mustard in glass containers 
from all points in Bamberg county to all points in Fla., except 
Jacksonville, in Ga., except Savannah, Augusta, and Brunswick, 
in N. C., except Charlotte, in Va., except Richmond, in Md., ex- 
cept Baltimore, in Pa., except Philadelphia, in N. Y., Ala., Conn., 
R. I., Mass., and N. J., traversing D. C., and Del., for operating 
convenience, with return of rejected shipments and empty con- 
tainers, over irregular routes. 

Pennsylvania (Bloomsburg)—-MC 15881, Sub. 5, Fred Fer- 
guson (Theodore H. Ferguson administrator). On further hear- 
ing, certificate proposed subject to revocation of outstanding 
certificate in MC 15881, Sub. 1. Potato chips and advertising 
materials and machinery used in the manufacture, sale, and 
packing of potato chips, from Berwick, Pa., to all points in 
Comm, Dek DD: CC. Md., Mass: N. H., N..J:;, N. Y¥., N. C., O., 
R. L., Va., and W. Va. (except potato chips from Berwick to New 
York, N. Y., Baltimore, Md., Richmond, Va., and Passaic, N. J.), 
and packing materials, machinery, and equipment used in the 

manufacture and packing of potato chips from all points in 
Conn., Del, D.-C., Md., Mass., N. EL, N. J.,.N. Y., N. C., O., 
R. I., Va., and W. Va., to Berwick, over irregular routes. 

Ohio (Cleveland)—-MC 1502, Sub. 26, Pennsylvania Grey- 
hound Lines, Inc., embracing MC 1503, Sub. 26, Central Grey- 
hound Lines, Inc., the latter now embraced in MC 1520, Sub. 
13. Recommends modification of certificates heretofore issued 
to applicants so as to permit transportation of passengers, bag- 
gage, express, mail and newspapers from and to New York, 
N. Y., through the Lincoln Tunnel, subject to the same restric- 
tions as those now applicable to operation through the Holland 
Tunnel. 

Texas (Denver City)—-MC 56057, Sub. 2, Ben Eggink and 
George W. Richardson, dba S. & G. Trucks. Certificate pro- 
posed with conditions. (1) Machinery, equipment, materials, 
and supplies used in, or in connection with, the discovery, de- 
velopment, production, refining, manufacture, processing, stor- 
age, transmission, and distribution of natural gas and petroleum 
and their products and by-products; and (2) machinery, mate- 
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rials, equipment and supplies used in, or in connection with, the 
construction, operation, repair, servicing, maintenance and dis- 
mantling of pipe lines, including the stringing and picking up 
thereof, except stringing and picking up main or trunk pipe 
lines, (a) between oil-well locations in a described Tex. area, 
but excluding Tarrant county, Tex., on the one hand, and, on 
the other, oil-well locations in Lea and Eddy counties, N. M.; 
and (b) between rail stations or sidings, on the one hand, and, 
on the other, oil-well locations in the aforementioned Tex. and 
N. M. territory, with restrictions. 

Canada, (Toronto, Ontario)—-MC 100463, Sub. 1, Smith 
Transport, Ltd. Certificate proposed. General commodities, (1) 
between New York and Albany, N. Y., over U. S. highway 9, 
serving the intermediate and off-route points in N. Y. and N. J. 
within 25 miles of New York City, and (2) between Boston, 
Mass., and Albany, N. Y., over a specified route, serving the in- 
termediate and off-route points within 20 miles of Boston, re- 
stricted to traffic originating at, or destined to, points in Canada. 

lowa (Dubuque)—MC 108962, Arnold J. Leytem, dba Ley- 
tem Trucking Co. Certificate proposed. Heavy machinery and 
contractor’s machinery, equipment, materials and supplies, be- 
tween Dubuque, Ia., and points in Ia., within 25 miles of 
Dubuque, on the one hand, and, on the other, points in Wis., 
and Minn., over irregular routes. 

South Dakota (Yankton)—-MC 108951, Mabelle Van Der- 
hule and Milford C. Van Derhule, dba Van Derhule Transfer 
& Storage Co. Permit proposed. Such merchandise as is dealt 
in by wholesale and retail mail-order and department stores, 
and catalogues, from Yankton, S. D., to points in S. D., and 
Neb., within 60 miles of Yankton, and rejected shipments on 
return, over irregular routes. 

New York (Yonkers)—-MC 108871, R. L. Trucking Corpora- 
tion. Permit proposed. Unfurnished nurses’ uniforms and acces- 
sories thereof, from Yonkers, N. Y., to Salem, Roanoke and 
Clifton Forge, Va., and finished nurses uniforms in the reverse 
direction, traversing N. J., Pa., Del., Md., D. C., and W. Va., 
for operating convenience, over irregular routes. 

Washington (Seattle)—-MC 108703, Sub. 3, Lee & Eastes, 
Inc. Certificate proposed. General commodities, with excep- 
tions, serving the sites and projects connected with the con- 
struction of McNary Dam, Benton county, Wash., as off-route 
in connection with applicants presently authorized regular- 
route operations between Seattle and Prosser, Wash., and be- 
tween Portland, Ore., and Pasco, Wash. 

Mississippi (Waynesboro)—-MC 108660, Thomas B. Caves, 
dba White Transport Bus Line. Certificate proposed. Passen- 
gers, baggage, express, mail and newspapers between Waynes- 
boro, Miss., and Silas, Ala., operating over unnumbered Miss. 
highway to the Miss.-Ala. state line and thence over unnum- 
bered Ala. highway through Isney, Ala., to Silas, and return, 

serving all intermediate points between Waynesboro and 
Isney, including Isney, but with service at Isney restricted to 
the transportation of passengers originating at or destined to 
points west of Isney. 


Texas (Wichita Falls)—-MC 107000, Sub. 4, T. S. Love. 
Permit proposed. Casinghead gasoline from points in Wil- 
barger, Wichita, Archer, Young, Jack, Clay and Montague 
counties, Tex., except Wichita Falls, Tex., and points within 
5 miles thereof, to Beckett, Okla., and motor fuel gasOline from 
Beckett to points in Walbarger, Wichita, Archer, Young, Jack, 
Clay and Montague counties, Tex., over irregular routes. 

Virginia (Staunton)—-MC 106465, Sub. 2, R. R. Smith, dba 
Smith’s Transfer Co. Certificate proposed. General commod- 
ities, with exceptions, serving all intermediate points on U. S. 
highway 1, between Penns Neck, N. J., and New York, N. Y., 
but not including Penns Neck, and off-route points within 
30 miles of Newark, N. J., in connection with applicant’s pres- 
ently authorized regular route operations between Luray and 
New York City, subject to conditions. The conditions imposed 
provide that northbound traffic be restricted to that originating 
on applicant’s routes south of the Potomac River and destined 
to points on applicant’s routes north thereof, and southbound 
traffic be restricted to that originating north of the Potomac 
River and destined to points on applicant’s routes south there- 
of; that the authority recommended herein and that now held 
by applicant as an individual in certificate MC 106465, and as 
administrator in certificate MC 55604, shall, to the extent dupli- 
cations are involved, be construed as constituting only a single 
operating right; and that a certificate shall not be issued unless 
and until an appropriate application for, and the approval of, 
a merger of the operating rights issued under certificates MC 
106465 and MC 55604. 

Indiana (Pine Village)—MC 106180, Sub. 1, W. Rolla 
Frasch and James Wesley Frasch, dba Frasch Truck Line 
(Corrected). Certificate proposed. General cOmmodities, with 
exceptions, between La Fayette, Attica and Williamsport, Ind., 
on the one hand, and, on the other, points in Warren county, 
Ind., on and east of U. S. highway 41, over irregular routes 

New Jersey (Nutley)—-MC 105997, Sub. 4, George B. Harris, 
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Sr., and George B. Harris, Jr., dba Oilways Inc. (Corrected). 
Permit proposed. Solvents, in quantities of not more than 2,500 
gallons, in bulk, in tank trucks, except denatured alcohol 
solvents, from Newark, N. J., to points in N. Y., Conn., and 
Pa., within 150 miles of Newark, and synthetic resin, ester gum 
solutions, and tall oil (crude and esterfied), in bulk, in tank 
trucks, from Newark, N. J., to points in N. Y., and Pa., within 
150 miles of Newark, over irregular routes. 

WWlinois (Lawrenceville)—-MC 77499, Sub. 1, Joseph J. 
Mowrey. Certificate proposed. Specified commodities from and 
to described points in Ill., Ind., Ky., and Tenn., over irregular 
routes. 

Pennsylvania (Newton)—MC 70833, Sub. 4, Joseph Zogor- 
ski. Certificate proposed. Wall paper, from Hulmeville, Pa., to 
points in N. Y., Del., Md., and D. C., and to Camden, N. J., and 
points in that portion of N. J., on and north of a straight line 
extending from Trenton, N. J., through Highlands, N. J., to the 
Atlantic Ocean, except Trenton and Highlands, and damaged, 
refused and rejected shipments on return, and plush and plush 
yarns between Hulmeville, on the one hand, and Mt. Holly, 
N. J., on the other, over irregular routes. 

Michigan (Grand Rapids)—-MC 69833, Sub. 11, Associated 
Truck Lines, Inc. Certificate proposed. Commodities in bulk 
and commodities requiring special equipment, between the junc- 
tion of U. S. highway 23 and U. S. highway 112 and Toledo, O., 
and between the junction of U.S. highway 16 and Wayne county 
road 397 (Middle Belt road) and the junction of Wayne county 
road 397 and Wayne county road 368, over described routes, 
serving specified intermediate and off-route points, and subject 
to restrictions. ; 

Maryland (Baltimore)—-MC 69281, Sub. 31, Davidson 
Transfer & Storage Co. Certificate proposed. General commod- 
ities, with exceptions, between North East, Md., and junction 
Md. highway 592 and U. S. highway 1, over a described con- 
necting route for operating convenience in connection with 
presently authorized operations. 

lowa (Dubuque)—-MC 69224, Sub. 18, Urban J. Haas and 
Cyril H. Wissel, dba H. & W. Motor Express Co. Certificate 
proposed. General commodities, with exceptions, over described 
routes in Minn., and Ia., for operating convenience in connection 
with applicant’s otherwise authorized regular-route operations. 

New York (Buffalo)—-MC 62537, Sub. 36, Great Lakes For- 
warding Corporation. Certificate proposed. New automobiles, 
new trucks, new chassis, and automobile parts, in initial move- 
ments, by truckaway method, from Toledo, O., to points in Pa., 
N. Y., N. J., Del., Md., Conn., R. I., and Mass., and returned or 
rejected shipments in the reverse direction, over irregular 
routes. 

Ohio (Cleveland)—-MC 48846, Sub. 38, W. Curtis Keal, dba 
Curtis Keal Transport Co. Certificate proposed. Busses, bus 
parts, and bus chassis, in initial movements, in driveaway serv- 
ice from Nashville, Tenn., and points within 10 miles thereof, 
to all points in the U. S., including D. C., over irregular routes. 


Oregon (Portland)—-MC 42487, Sub. 165, Consolidated 
Freightways, Inc. Certificate proposed. Fresh and frozen eggs 
and frozen fruits and vegetables, in quantities of 20,000 pounds 
or more, from points in Ore., and Wash., on applicant’s pres- 
ently authorized regular routes, to Petaluma, Calif., as an off- 
route point in connection with applicant’s presently authorized 
regular-route operations, from Davis, Calif., to San Francisco, 
Calif., over U. S. highway 40. 


Oklahoma (Oklahoma City)—-MC 29778, Sub. 53, Yellow 
Transit Co: (Corrected). Certificate proposed. General com- 
modities, with exceptions, from and. to Kelly Field, Lackland 
Air Base, Stinson Field, Brooks Field, Dodd Field, Camp Stan- 
ley, Randolph Field, and Camp Bullis, Tex., as off-route points 
in connection with presently authorized regular routes in MC 
29778. 


North Carolina (Asheville)—-MC 29545, Sub. 4, Smoky 
Mountain Tours Co. Certificate proposed. PaSsengers and their 
baggage, in special operations, in round-trip sightseeing or 
pleasure tours, in the period from April 1 to November 15, in- 
Clusive, of each year, in connection with existing operations 
under certificates MC 29545 and Sub. 2, as follows: (1) Be- 
tween Knoxville and Marysville, Tenn., over Tenn. highway 73, 
serving no intermediate points, as an alternate route for oper- 
ating convenience only; (2) between Deals Gap, N. C., and 
Look-Out Point, N. C. (near Fontana Dam), over unnumbered 
highway (formerly N. C. highway 288) through Fontana Village 
and Welche’s Cove, N. C., serving no intermediate points; and 
(3) serving Roanoke, Va., on tours beginning and ending at that 
point and extending to points in N. C., and Tenn., on applicant’s 
presently authorized routes and those on routes (1) and (2), as 
before described, over a specified regular route, serving no 
intermediate points, but operating to and from points within 20 
miles of Blue Ridge Parkway between Blowing Rock, N. C., and 
Roanoke, Va., for meal, rest-stop, and overnight hotel accommo- 
dations only. 


1491 


Massachusetts (Brighton)—-MC 19867, Sub. 1, William A. 
Kelly, dba W. A. Kelly. Certificate proposed. Horses and equip- 
ment, materials, supplies and paraphernalia incidental to the 
care, transportation, display, or racing of said horses and per- 
sonal effects of attendants, over irregular routes, between points 
and places in N. H., R. 1., Conn., N. Y., N. J., Md., Del., Pa., 
Va., and Mass., traversing D. C., for operating convenience. 

New York (New York)—MC 108665, Harry Lillien. Denial 
of certificate proposed. General commodities, with exceptions, 
between New York, N. Y., and points in Conn., N. J., and N. Y., 
over irregular routes. Operations of applicant, insofar as they 
are within the provisions of section 203(b)(7a) of the act, pro- 
posed to be found not subject to the certificate or permit pro- 
visions of the act. The report observed that section 203(b) (7a) 
provided that transportation by motor vehicle which was “‘in- 
cidental” to transportation by aircraft was not subject. to the 
certificate or permit requirements, and said it followed that any 
transportation performed by applicant in connection with a 
prior or subsequent movement by air was exempt from regula- 
tion under the act except as to the provisions of section 204 
relative to qualifications and maximum hours of service of em- 
ployes and safety of operation and equipment if applicant’s part 
in the transportation was “incidental” to the air movement. 


Continuation of Hearing 
on Train Safety Order 


Hearing on petitions of various railroads for modification of 
the Commission’s order of June 17 in No. 29543, Appliances, 
Methods and Systems to Promote Safety of Railroad Operation, 
was resumed at the Morrison Hotel, Chicago, Ill., November 17, 
before Commissioner W. J. Patterson and Examiner E. J. Hoy 
(see Traffic World, October 4, p. 951), with witnesses appearing 
on behalf of the petitions of the Chicago & North Western and 
the Chicago, St. Paul, Minneapolis & Omaha railways. 

George W. Hand, assistant to the president of the Chicago 
& North Western Railway, stated that the petition of his rail- 
road called for authorized speeds of 80 miles an hour on stream- 
lined trains between Elroy and Wyeville, Wis.; 90 miles an hour 
on streamlined trains between Wyeville and East St. Paul, 
Minn.; 70 miles an hour for conventional passenger trains be- 
tween Eau Claire, Wis., and Duluth, Minn.; 70 miles an hour 
between Mankato, Minn., and Le Mars, Iowa, on passenger 
trains and 60 miles an hour on freight trains. The petition, said 
Mr. Hand, also called for a tolerance of an additional 5 miles 
an hour for such and further relief as shall be proposed. 

Mr. Hand, who also spoke on behalf of the petition of the 
Omaha Railway, said that the order of June 17 was one of gen- 
eral application pursuant to a report which was unsupported by 
any evidence which would sustain said order as applied to the 
North Western System, either from the standpoint of its present 
method of operation or accident history. In order to comply 
with the order in respect to the installation of automatic or 
manual block signal systems an expenditure of $16,000,000 
would be necessary in view of the system’s plans to extend 
streamlined passenger service to such points as Huron, S. D., 
said Mr. Hand. On the other hand, the witness said, “reduction 
of speeds would result in uneconomical passenger traffic opera- 
tions, which would seriously handicap the petitioner in its efforts 
to provide the public with satisfactory passenger train service 
and prevent effective competition with other roads and trans- 
portation agencies.” He said it was a well-known fact that 
“sound transportation economics would not justify speed re- 
duction in connection with operation of new streamlined equip- 
ment,” adding that the relative higher speed of streamliner 
service was warranted because of the extensive track and road- 
bed improvements on the North Western System, plus the effec- 
tive electric brake apparatus used on this type of equipment. 


Safety Record Cited 


The accident record of the two railroads with respect to 
derailment and collisions reportable during the 30-month test 
period covered by the exhibit introduced in evidence prior to 
the Commission’s order showed, said Mr. Hand, that there was 
not a single derailment or collision in the territory described 
that could have been prevented by the installation of automatic 
or positive manual block signal systems, traffic control or cab 
signal systems. 


To require the North Western System “to assume the ex- 
treme and unusual financial burden’ incident to a full com- 
pliance with the Commission would, the witness concluded, 
interfere seriously with its ability to finance purchase of badly- 
needed equipment and to provide other operation improvements 
deemed imperative. 

L. L. White, operating vice-president of the Chicago & 
North Western System described safety devices in use on diesel- 
operated streamlined trains operated by his company. In reply 
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to a question from Commissioner Patterson as to whether, in 
addition to speed indicators, the diesel locomotives were 
equipped with speed recorders, the witness replied that they 
were not using “tape” at the present time but that future units 
will all be so designated that “tape’’ can be used. 

The witness further stated that the North Western System 
had been used as a “testing laboratory” with regard to various 
safety devices and had “pioneered” in the use of dual purpose 
oscillating red warning Mars rearlights. The adoption of this 
light was, he said, standard equipment on all North Western 
locomotives, and represented, in his opinion, the “most outstand- 
ing forward step in railroad safety in twenty years.” The rail- 
roads, he said, could no longer afford to be without this type 
of light for either freight or passenger service. 


Cross-examination of Witness 


In. cross-examination, Harold C. Heiss, counsel for the Rail- 
way Labor Executives Association, questioned the witness about 
the visibility of signal lights in heavy snow or sleet storms. Mr. 
White said he had ridden on diesel locomotives under those 
conditions but said that signal lights were visible although at 
times it was necessary for the engineer either to reduce speed 
or stick his head outside the window to see better. Asked by 
Mr. Heiss if there was only a limited amount of money available 
for expenditures on safety equipment and maintenance, the 
witness replied that most railroads have been “poverty stricken” 
for many years and, therefore, had to limit expenditures for 
such equipment. 


L. B. Kendall, assistant to the vice-president—operations 
of the Chicago & North Western Railway, described in detail 
operating rules, manual and automatic block signals and phys- 
ical tests required of locomotive engineers. He called attention 
to the hjgh level of efficiency in operation that was reflected in 
15,946 surprise tests made in 1946. 


Surprise Tests Effective 


H. P. Congdon, general superintendent, Chicago, St. Paul, 
Minneapolis & Omaha Railway, stated that out of 1211 surprise 
tests made on his railroad in 1946, it was found that in all but 
3 cases the crews had complied with operating rules. Ques- 
tioned by Commissioner Patterson as to whether any computa- 
tion had been made as to how much time would have to be 
added on present passenger schedules between Eau Claire, 
Wis., and Duluth, Minn., to comply with the Commission’s 
order, the witness said that no calculation had been made but 
that, basing an estimate on a maximum speed of 55 miles ah 
hour, he judged that from 13 to 20 minutes time would have to 
be added, depending on the particular train involved. 


John Mattise, superintendent of air equipment for the 
North, Western System, described in detail the electro-pneu- 
matic brakes in use on the system’s streamlined trains. He 
expressed the opinion that lightweight diesel streamlined trains 
could be safely operated in automatic block signal territory 
on the North Western System at a speed of 90 miles an hour, 
or higher “with perfect safety, as we have done in the past.’ 
He further expressed the opinion that locomotive engineers 
would experience no difficulty with respect to visibility during 
snow or sleet storms and that speed of a train had no effect 
whatever on the ability to observe signals but that the train- 
men “must be on the job.” 


Mr. Heiss called as a witness Max L. Decker, of Sioux 
City, Iowa, locomotive engineer on the C. & N. W. Mr. Decker 
testified that he had experienced very high winds and heavy 
snowfall, as well as dust storms, on the run between Huron, 
and Iroquois, S. D., which had to a considerable extent ob- 
scured visibility. Under direct examination by Mr. Heiss, the 
witness further stated that he regarded as an unsafe condition 
that there were no speed limitations under C. & N. W. operat- 
ing rules governing the moyement of a passenger train enter- 
ing a block already occupied by another train. 

John J. Chapman, of Chicago, another C. & N. W. locomo- 
tive engineer, testified that, in his opinion, streamlined trains 
could be more safely operated with the installation of cab sig- 
nals. He also stated that weather conditions at times made it 
difficult to see block signals. In reply to questioning by Com- 
missioner Patterson, he said it was possible to stick one’s head 
beyond the 4-inch storm window to observe signals but that 
he didn’t think the “visibility” thus obtained would be any bet- 
ter than through the windshield, or that he would want to do 
that for any length of time. 


When, under cross-examination by Lowell Hastings, coun- 
sel for the C. & N. W., the witness was asked whether he 
wouldn’t still have to observe the roadside signals even after 
the installation of cab signals, since the roadside signals would 
have to be retained, “as the Commission ordered,’ Commis- 
sioner Patterson interrupted to say that Mr. Hastings had ap- 
parently misunderstood the Commission’s order. 
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Digest of NEW COMPLAINTS 


No. 29871, Skelly Oil Co., Tulsa, Okla., vs. Missouri Pacific et al. 
Alleges disregard of complainant’s routing on numerous carloads 
of industrial pure benzol, from Lorain, O., to El Dorado, Kan., in 
violation of section 15, and rates in violation of section 4. Asks 
reparation based on difference between assessed rate of 84 cents a 
hundred pounds and 77 cents a hundred pounds. (L. G. Sever, 
L. C. Powers, 1016 Baltimore Ave., Kansas City, Mo.) 


No. 29872, Triangle Grain Co., Bellflower, Calif., vs. Pacific Electric. 
Alleges demurrage on various shipments of grain, grain products, 
feeds, and related articles, from various origins in California and 
other states, from March 1, 1947, to August 31, 1947, in violation of 
sections 1 and 6 because of alleged failure and/or refusal to comply 
with car placement instructions. Asks cease and desist order, rules, 
and payment of demurrage charges be held in abeyance pending 
decision. (L. H. Stewart, 354 S. Spring St., Los Angeles 13, Calif.) 


No. 29873, Central Alabama Dry Goods Co., Selma, Ala., vs. Burlington 
et al. 

Rates on three shipments of clothing, shipped from Clearfield, 
Utah, to Selma, delivered July 13, July 18, and September 2, 1946, 
in violation of sections 1, 3, and 6. Asks cease and desist order, 
rates, and reparation of $109.08. (David Knapp, Jr., P. O. Box 17, 
Mobile, Ala.) 


No. 29874, American Steel & Wire Co. of New Jersey, Cleveland, O., 
vs. Alton et al. 


Rates on 51 carloads of iron or steel coils or springs used in 
manufacture of fragmentation bombs, shipped between April 24, 
1944, and May 17, 1945, from Waukegan, IIll., to Berkeley, Calif.; 
and on 31 carloads from Worcester, Mass., to Berkeley, Calif., 
shipped between April 23, 1943, and May 28, 1944, in violation of 
section 1. Asks reparation of $18,076.42, plus $542.33 transportation 
tax, and interest. (Thomas F. Lynch, 71 Broadway, New York 6, 
N. ¥.3 


No; 29875, United States of America vs. Pennsylvania, et al. 

Alleges rates on steel cartridge clips and ammunition links, for 
small arms cartridges and cannon shells, shipped.since Dec. 20, 1941, 
and to be shipped, in violation of section 1. Asks rates and reparation 
(see Traffic World, Nov. 15, p. 1409). (David O. Mathews, special as- 
sistant to the Attorney General, Washington, D, C.) 


MC C-928, Boyd Truck Lines, Inc., Kansas City, Mo., et al. vs. Santa 
Fe Trail Transportation Co. et al. 

Allege divisions of joint rates maintained by defendants on traffic 
interchanging in Arkansas, Kansas, Missouri, Nebraska, and Okla- 
homa, in violation of section 216. Ask cease and desist order and 
divisions. (C. V. Kretsinger, 1210 Waltower Bldg., Kansas City, Mo.) 

MC C-927, Leonard Tornetta, Mary Tornetta, and Anthony Tornetta, 
dba Tornetta’s Motor Trucks, Conshohocken, Pa. 

Investigation instituted by division 5 to determine if transportation 
as a common carrier to and -from points in Philadelphia, Pa., and 
New York, N. Y., more than 10 miles distant by airline from the 
corporate limits of Norristown and Newark, respectively, is in 
violation of their authority or of any provisions of the act. 

MC C-929, County Board of Arlington County, Va., vs. Washington, 
Virginia & Maryland Coach Co., Inc. 

Alleges defendant with failing to furnish safe, efficient, and ade- 
quate service. Asks formal hearing and an order requiring such 
service to be furnished. (Lester R. Conley, 1121 N. Irving St., 
Arlington, Va.) 

MC C-930, Agnes Heyser, dba Heyser’s Nickel Plate Line, Portland, 
Ore., et al. vs. Columbia Commercial Transportation Co., Portland. 

Allege defendant has been and is operating a regular-route service 
between Portland, Ore., and Seattle, Wash., without authority. Ask 
cease and desist order. (William B. Adams, 331 Pacific Bldg., Port- 
land 4, Ore.) 











SMOKY MOUNTAIN REORGANIZATION 


Joe, L. Silverstein, president of the Smoky Mountain Rail- 
road, has filed with the Commission, in Finance No. 15657, a 
plan for the reorganization of the Smoky Mountain under 
section 77 of the bankruptcy act. 


The plan provides for an increase in the debtor’s authorized 
stock from $75,000 to $100,000, of $100 par value common stock. 
The plan said Midwest Steel Corporation, Joe L. Silverstein and 
Max Kesselman, common creditors, had jointly agreed to reduce 
their respective claims to the extent of an aggregate amount 
of $25,000. This additional stock, it added, would be offered 
to all persons interested in the continued operation of the rail- 
road by the trustee, “and must be subscribed and paid in toto 
within a period of thirty (30) days.” It said the trustee would 
hold this fund in a separate trust account for use upon final 
approval of the plan, and in the event the plan was not ap- 
proved within three weeks, the subscriptions would be canceled 
and the money returned. 


Money obtained from the sale of the additional $25,000 


of stock, according to the plan, will be used to pay certain 
obligations, including taxes, and operation of the railroad. 
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Hearings in Ex Parte 166 Continue 
at Salt Lake City and Montgomery 


Chicago sessions end with opposing testimony by 
meat packers. Western mining interests, at Salt Lake 
City, say some mines have already suspended opera- 
tions and assert rate increases on ores proportionately 
higher than on other commodities. Livestock produc- 
ers oppose all increases with sheep interests describ- 
ing their “fight for existence.” At Montgomery, ship- 
pers warn of diversion of traffic to trucks if increase is 
granted. Traffic and Trade group and industry repre- 
sentatives appear. Nearly fifty witnesses heard 


e W. P. Tuller, traffic manager, at Chicago, for the Great 
Lakes Carbon Corporation, appearing as the first witness 
at the November 12 session of the hearing in Ex Parte 166, In- 
creased Freight Rates, 1947, in the Hamilton Hotel, Chicago 
(see Traffic World, November 15), testified that his company 
was not in a position to absorb any increases in rates on out- 
bound shipments of rock wool. He said rock wool is sold in a 
highly competitive market and that the principal customers 
have numerous retail outlets. “It is our sincere belief,” he said, 
“that the rail proposal in Ex Parte 166, if approved in its en- 
tirety, will have the effect of drastically curtailing the wide- 
spread distribution of rock wool and result in confining ship- 
ments from any plant to relatively restricted areas.” 


Chairman Poses Questions to Roads 


Before continuing with the testimony of thé meat packers, 
Chairman Aitchison asked that the railroads give consideration 
to the following questions: 


1. Should any increase approval on coal moving through Hampton 
Roads, Va., and moving later by rail be for the benefit of the destina- 
tion lines? 

2. Should any increase on lake cargo coal that moves more than 
250 miles by rail to a lower lake port be for the benefit of destination 
carriers if there is a subsequent movement by rail? 

3. Should any increases on interterritorial traffic so far as they are 
greater on traffic to or from Official Territory be effective only as to 
that portion of the movement with that territory? 

4, Should any increases on interterritorial traffic, so far as they are 
greater on traffic to or from Official Territory, be exclusively for the 
benefit of lines handling the traffic within that territory? 


Mr. Fitzpatrick asked if it was suggested that the railroads 
answer the question at later hearings. Chairman Aitchison 
said, “When you can.” 


Testimony for lowa Packers 


Thomas Vincent, traffic manager of the Rath Packing Co., 
Waterloo, Iowa, appearing on behalf of Iowa meat packers, 
said that the competitive relation between the Iowa packers 
and packers operating slaughter houses in the consuming areas 
or at intermediate points was disturbed on January 1, 1947, 
by the 15 per cent increase permitted in the rates on livestock 
and a higher per cent, 20 per cent, on fresh meats and packing- 
house products. The present proposals of the carriers, or the 
application of any uniform percentage to the January 1, 1947, 
rates, he. said, would further throw out of line that relation- 
ship to the greater disadvantage of the Iowa packing industry. 
He called attention to a section of his exhibit which indicated 
that in a period of 55 years there were only 8 years in which 
rates on packing-house products between Chicago and New 
York were more than one cent higher than rates on hogs. “In 
other words,” he said, “during those 55 years those highly com- 
petitive rates on hogs and on packing-house products were, 
except for short periods of time, the same either as a result of 
voluntary action of the carriers or orders of the Commission.” 


The witness said his exhibit showed the widening of the 
spread in rates. He called particular attention to one section 
which showed that a packer at Waterloo, Iowa, was at present 
at a disadvantage of $56.50 as compared with a New York 
packer in the transportation on 30,000 pounds of live hogs from 
an interior Iowa country shipping point, and would be at a dis- 
advantage of $89.83 under the proposed rates. He said these 
comparisons did not take into consideration the fact that the 
slaughterers in New York had an additional advantage because 
all the inedible products, such as hides, grease, casings, etc., 
were largely consumed at eastern points to which the Iowa 
packers had to pay additional charges. 

The importance of relationships of fresh and cured meat 
and livestock rates could not be over-emphasized, said Mr. 
Vincent, since these commodities were of basic importance in 
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the agricultural and industrial economy of the middle west. 
He concluded: 


Freight rate relativity, as between packing plants, and as between 
meats and live stock, is extremely important to us—for without proper 
relationship it is not impossible or improbable to conceive these midwest 
packing center towns reverting from small industrial centers to simple 
prairie communities. 














Mr. Fitzpatrick asked the witness if it were not true that 
the demand for meat today was far greater than the supply. 
Mr. Vincent replied that it was. Mr. Staley, of Swift & Co., 
asked the witness if he were asking the Commission to “estab- 
lish an exact commercial equality between plants operating in 
the east and those in the west?” Mr. Vincent said that was 
not the case. 


Testimony for Oscar Mayer & Co. 


S. L. Foote, general traffic manager, at Madison, Wis., for 
Oscar Mayer & Co., said that for the past several years his 
company had intensified the distribution of its products in the 
territories surrounding its various plants and had discontinued 
the sale of products “wherever the transportation costs made 
it impossible for us to sell at a profit.” The disruption caused 
on January 1, 1947, in freight relationships between rates on 
live stock and meats had, he said, made this policy more neces- 
sary. He stated that during the war and since, there had been 
a large increase in the establishment of other slaughtering 
points. “Many experienced packing-men,” said he, “have left 
the employment of the companies that trained them and have 
gone out in the country and opened small slaughtering estab- 
lishments and frequently put in frozen-food lockers with their 
slaughtering plants, which has made a combination that has 
been hard to compete with.” 

Every rail increase in the past ten years, said Mr. Foote, 
has resulted in the diversion of more and more tonnage from 
the rails to the motor trucks. He said that his company, while 
it has been and still is “very loyal” to the railroads, felt the 
need of truck service to meet the competition of local packers 
who were coming into its territory with motor trucks and mak- 
ing deliveries direct to retail dealers. He added that since 
January 1, 1947, his company had made extensive use of truck 
service to Central Territory points at rates well under the 
present rail rates. In Wiseonsin, he testified, 81 per cent of the 
product had been distributed by truck to meet this local com- 
petition. 

















































































































































































































Advantages of Motor Truck Hauling 


Some of the advantages in using truck service cited by Mr. 
Foote were a saving of 24 hours in delivery time, the saving of 
refrigeration expenses which run, he said, from $25 to $40 a 
car, and the ‘fact that when we stop en route to part-unload, 
we can make two or three stops in cities located withirf 25 to 50 
miles of each other the same day, whereas a stop to part-unload 
on rail shipments always means an additional 24 hours’ time, 
on each stop, in which to make delivery.” 

The present rate of resh meats in carload lots from. Madi- 
son, Wis., to New York City, including the 10 per cent interim 
increase, 116.6 cents, represented an increase of 32% per cent, 
or a car-mile revenue of 35.3 cents, said Mr. Foote. This, he 
said, made an increase of 13 cents a mile, or 58.2 per cent in 
the carriers’ car-mile revenue. Under the proposed increase of 
38 per cent, he continued, this rate would be increased to $1.46, 
which was 21.9 cents above the original car mile revenue of 22.3 
cents and represented an increase in car-mile revenue of 98.2 
per cent. 

Mr. Fitzpatrick asked the witness in what area the Oscar 
Mayer company used motor truck service. Mr. Foote said in 
Wisconsin, Illinois, Indiana, Michigan, Ohio, and that motor 
truck service to western New York was in contemplation. To 
Mr. Fitzpatrick’s question as to whether rail service was essen- 
tial to his company, Mr. Foote replied that it was a “big con- 
venience” but not absolutely essential except with respect to 
hauls of great distance. 

Mr. Barron asked Mr. Foote if it were possible to restore 
the differentials whether his company would divert traffic now 
moving by motor carrier back to the rails. The witness replied 
that his company would use the rails wherever rates were com- 
petitive. 




















































































































































































































Termination of Hearing 


The hearing ended Thursday noon, November 13, after’an 
exhibit had been introduced by Paul E. Blanchard, commerce 
counsel for Armour & Co., Chicago, Ill., on behalf of the Cudahy 
Packing Co. and Wilson & Co., as well as the Armour company. 
Mr. Blanchard said his exhibit showed that eastern packing 
plants could go into western territory and get live stock to. 
ship east with less hardship than western packers could. It was 
evident, he said, that the proposed increases in Ex Parte .166 | 
would result in an‘ “added distortion” in differentials: at~all ° 
packinghouse origins west of Chicago and St. Louis. Each‘one ' 
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of the companies’ subsidiary plants in the middle west was, he 
emphasized, “an important cog’ in its company’s business. 

Mr. Blanchard offered a proposal which, he indicated, 
would place a ceiling on all competitive traffic to hold com- 
petitive relationships in effect as of June 1, 1946. The rates 
for shipments east of Missouri River at that time should be 
used as the primary base on which to build a new rate struc- 
ture, he said. The changes, he said, should first be made on 
live stock rates eastbound to eastern points. 

Mr. Staley, of Swift & Co., stated that his company did 
not yet have its case completed but he promised to make every 
effort to get a statement and exhibits filed with the Commission 
by December 1. 


Salt Lake City Hearing 


The hearing in Ex Parte 166, Increased Freight Rates, 
1947, in the Newhouse Hotel, Salt Lake City, opened Novem- 
ber 17 before Chairman Aitchison of the Commission, and Dr. 
Kenneth Potter, of the California Public Utilities Commission, 
the latter representing the cooperating committee of state com- 
missioners. Additional requests for time indicated that the Salt 
Lake City hearing would require three days, with representa- 
tives of the fertilizer and other industries presenting their testi- 
mony before Examiner Myron Witters in a side hearing.., 

On November 17 Commissioner Aitchison received testi- 
mony from the non-ferrous mining interests in the western 
states. The first witness was A. G. MacKenzie, of Salt Lake 
City, vice-president of the Utah Mining Association, also speak- 
ing on behalf of the Mining Association of Montana, in opposi- 
tion to any increase of freight rates or charges on non-ferrous 
ores and products. Mr. MacKenzie said that the original pro- 
ducer of the ore must pay the cost of moving the ore from 
mine to concentrator, from concentrator to smelter, from smel- 
ter to refinery, and thence to the consumer, as well as the 
transportation charges on inbound supplies. He concluded by 
stating: 


Current metal prices, although superficially they may appear high 

. are not sufficient to maintain a healthy state of the industry. In 
fact, some mines in this and other western states have recently been 
compelled to suspend entirely because they could not meet operating 
costs under current metal prices, and others are still working on only 
their best ores. The last six months . . . show a decrease of 28 percent 
in production by the underground mines of Utah. We submit that the 
facts of our industry do not justify any increase of freight rates or 
charges on non-ferrous ores and products at this time, and we give it 
as our conviction that a comparable reduction of ore tonnage will 
follow every added operating cost. 


Mr. MacKenzie explained that an increase in metal prices 
immediately resulted in increased railroad rates, because 
metals moved on valuation rates. 


In reply to a question from Harry Barron, of Chicago, 
counsel for the western railroads, the witness said the price of 
copper was 14.15 cents a pound in 1945, compared with 21.5 
cents today, the comparable prices on zinc being 8.25 cents and 
10.5 cents. . ‘‘We’ve never understood thoroughly how these 
prices were fixed,” he said. “The Engineering and Mining 
Journal in New York quotes the prices. There is no metal ex- 
change in this country, such as there are for other commodities. 
Today there is an acute demand for lead, but a slack demand 
for copper.” 


Testimony of Palmer 


The next witness was Robert S. Palmer, manager, Colorado 
Mining Association, speaking in opposition to any increase in 
freight rates on ores and ore concentrates. “The miner has 
experienced freight increases far in excess and out of propor- 
tion to the increases paid by other shippers, and additional 
freight increases on ores and concentrates would not only be 
discriminatory but, in many instances, destructive,” he asserted. 
“Railroads will lose freight revenue by increasing rates.” 


Mr. Palmer stated that many shippers were at present 
“hanging on the ragged edge” or were closing down as addi- 
tional costs were imposed upon them, and that those operators 
contemplating production from low-grade ore bodies would be 
unable to start operations because of increased costs. He cited 
the example of one company now constructing a modern mill at 
Aspen, Colo., designed to concentrate hundreds of thousands of 
tons of low-grade dump material. If a maximum increase in 
freight rates of 28 per cent were allowed, the additional costs 
would make the entire project economically unfeasible, he said, 
concluding: 


Freight rates have increased disproportionately on ores and con- 
ecentrates in comparison with other products. The increased freight 
costs have been particularly heavy for producers of copper, lead and 
zine and have increased substantially with metal price advances, while 
those producing mineral products of different classifications have only 
paid increaséd freight rates of a few cents per ton, for example, baux- 
ite and iron ore producers. These producers are in competition with 
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copper, lead and zine producers, but have been given preferential 
treatment. 


To the witness’s assertion that “some business will be 
lost to truckers,” Mr. Barron asked if it were Mr. Palmer’s 
assumption that there would be no increase in truck rates. 
“The operators feel they can haul cheaper by truck than by 
rail,” replied the spokesman for the Colorado Mining Associa- 
tion. 


Tri-State Area Producers 


H. A. Gray, vice-president, Tri-State Zinc & Lead Ore 
Producers Association, testified that he opposed any increases 
in freight rates on ore and concentrates produced in the tri- 
state area of Oklahoma, Kansas and Missouri. He said that, in 
the recent war period the “cream of the high-grade ores” had 
been mined, leaving only marginal ores. Since July 1, 1947, 
when the government premium price plan for ore producers 
was withdrawn, 53 mines and 21 concentrating mills had shut 
down in his area, and 4,000 miners had been thrown out of 
work. ‘‘This is not the time to increase transportation costs,” 
he asserted. 

Cross-examined by John Finnerty, counsel for several zinc 
mining companies, the witness said that the result of higher 
rail freight rates in this country would be to increase the 
importation of foreign concentrates and metal, with the result- 
ant loss of traffic to U. S. railroads. 

The witness told Mr. Barron that President Truman had 
vetoed a bill to continue the government premium price plan. 
“Now you ask the railroads to subsidize your industry,’ com- 
mented Mr. Barron. ‘‘No, we want the railroads to leave the 
rate situation alone,” replied Mr. Gray. 


‘Copper Traffic Committee Stand 

The major witness for the copper interests was Charles A. 
Butler, New York City, general traffic manager, Anaconda 
Copper Co., and chairman of the Copper Producers Traffic 
Committee, who was placed on the stand by Robert E. Quirk. 
“The copper industry is willing to stand its fair share of the 
increased costs of transportation, but we object to the way the 
Ex Parte 162 increases were applied,” said Mr. Butler. “Copper 
was given the maximum increase of 22.5 per cent in that pro- 
ceeding. We objected to the increases then sought by the car- 
riers by presenting a short verified statement which expressed 
the same position we hold in this proceeding.” 

Mr. Butler introduced ten exhibits, the first of which 
showed that copper bullion in the United States moved on an 
average of 1,514 to 2,543 miles from representative smelters to 
the principal consuming points. “Sixty-two per cent of the 
total copper produced moves to the Atlantic seaboard refiner- 
ies,” he stated. 

His exhibit No. 7 indicated that the average revenue per 
car mile in cents on copper slabs from intermountain smelters 
to New York harbor refineries (exclusive of Ex Parte 166 
interim increases) ranged from 34.9 to 45.9, compared to the 
average revenue per car mile in cents on other long-haul com- 
modities which received lesser increases than copper in Ex 
Parte 162: Lumber, 19.7; wool, 24.4; potash, 24.5; alumina, 
17.6; pig aluminum, 29.6 and 35.7; and pig iron, 30.5 and 32.7. 
“Only cattle and wool show a higher average revenue per gross 
ton mile in mills than copper,” stated the witness. 

A later exhibit indicated that, since March 27, 1938, the 
total percentage increase in rates on copper slabs has been 48 
compared to percentage increases of 29.7 on lumber, 33.3 on 
cattle, 16.2 on wool, 26.9 on pig aluminum, and 38.8 on pig iron, 
from intermountain points to the east. 

“Cooper has received under Ex Parte 162 and the interim 
part of Ex Parte 166 an increase of 22.5 per cent, compared 
with an increase of only 14.55 per cent which would have been 
the case had copper received the same rate treatment as iron: 
and steel articles and aluminum,” he said. 

Mr. Butler asserted that copper had taken the same in- 
crease as the highest rated merchandise, such as cameras and 
fur coats, and that the increases now proposed would bring 
the total rate on copper since March, 1938, to 86 per cent. He 
said that the data showing the competition of other metals with 
copper as to end uses would be presented at the Boston hear- 
ing beginning November 24. The witness added: 


We must mine and transport 35 tons of ore to produce one ton of 
copper. No other commodity has as favorable transportation character- 
istics—it moves in volume, over long hauls, the claims are nil, and no 
special services are required. . . . The Ex Parte 162 increase on copper 
was doubly discriminatory, and the 10 per cent interim increase in Ex 
Parte 166 has been superimposed on this doubly discriminatory situa- 
tion. We request that no further increases be made on the rates on 
copper, until the rates on aluminum and. iron and steel articles have 
been increased to a degree equal to those already made on copper.”’ 


Lead Traffic Committee Testimony 


Oscar W. Tuckwood, New York City, general traffic man- 
ager, American Smelting & Refining Co., and chairman of the 
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lead Producers Traffic Committee, representing all but one 
of the 13 lead producers in the nation, presented testimony on 
lead similar to that presented on copper by Mr. Butler. 

“We don’t like the way the railroads propose to distribute 
the load of rate increases,” said Mr. Tuckwood. “We believe 
the Commission should scrutinize the exceptions proposed.” 

Questioned by Commissioner Aitchison, the witness con- 
ceded that “ability to pay” was an important factor in the case. 

“It is the feeling of the companies that I represent that 
complex ores containing lead and other non-ferrous metals 
moving either direct from mine to smelters or via concentrating 
mills to smelters . . . are just as much basic commodities as 
iron ore, pig iron and other manufactured iron and steel arti- 
cles, bauxite, alumina, and aluminum articles,” he said, adding: 


We strongly object to carriers’ proposal in this proceeding to 
atcord special treatment to iron ore, pig iron, iron and steel articles, 
etc., as well as their proposal to accord special treatment to a long 
list of other commodities. . . . These companies I represent are not 
unwilling to pay their fair share of the transportation burden, but 
they do feel that ores and concentrates, particularly those moving into 
smleters on graded actual valuation rates, have already been increased 
far in excess of the 20 percent increase imposed on this commodity 
under Ex Parte 162 plus the 10 per cent interim increase under Ex 
Parte 166, and with the additional increase proposed . . . these valua- 
tion rates will have been increased in very many cases 100 percent and 
more above the base rates in effect during 1945. Specifically, the com- 
panies I represent have three major objections: 

1. They object to any increase whatsoever in present base rates 
on non-ferrous ores and concentrates. 

2. They object to any increase under Ex Parte 166 on ores and 
concentrates and other metal-bearing materials moving by rail under 
rates not predicated on actual value to smelters for recovery of the 
non-ferrous metal content... . 

3. They object to any increase in lead bullion and refined lead 
articles, as contained in the usual tariff items naming rates on these 
items ... in excess of the increase authorized under Ex Parte 162 for 
Iron and steel articles plus what may be authorized under Ex Parte 
166, with the ttoal maximum applicable to lead not in excess of the 
total maximum that may be set for iron and steel articles. We feel that 
these lead products should be just as favorably treated as, say, iron 
and steel articles or aluminum articles. 


Mr. Tuckwood presented 17 exhibits designed to bolster his 
assertions. His last exhibit developed the point that refined 
lead moving for comparable distances returned a very much 
higher revenue per car, per loaded-car mile and per ton-mile 
than did the average of all carload freight. 

The United States had become a heavy importer of lead, 
he said, importations in 1945 totaling about 300,000 tons. Fur- 
ther rate increases on lead would, he said, result in a further 
drying up of domestic production of this commodity and would 
probably dictate the hauling of ore from the mine through to 
the smelter via truck, either privately owned or under contract, 
and — also increase truck transportation of the refined 
metal. 


Testimony of Zinc Producers 


The last witness November 17 was Walter G. Patton, gen- 
eral traffic manager and assistant sales manager, St. Joseph 
Lead Co., and chairman of the general traffic committee of the 
American Zinc Institute, representing practically all the zinc 
production of the nation. 

“Zine ores are ordinarily concentrated right at the mines 
because they cannot stand transportation costs,” he said. 
“Rates cannot go any higher without losing the zinc traffic to 
the rails. The industry would have to leave millions of tons in 
the ground. Zinc hasn’t had the increase in price that the other 
non-ferrous minerals have. The increase has been only 143 
per cent, as compared with 150 per cent for all commodities, 
and 181 for grains. A 10 per cent interim increase on zinc has 
already been granted. We shall ask that it be removed.” 

Mr. Patton asserted that the present rates on zinc were 
more than the maximum reasonable rate. He said any further 
increase should be limited to a flat maximum increase, if the 
Commission found the railroads need additional revenue. Asked 
“how much of a flat maximum increase’ by Commissioner 
Aitchison, the witness replied: “The same as on iron and steel 
and aluminum, and copper, lead, and brass.” 

Exhibits presented by Mr. Patton indicated that zinc ore 
was getting leaner in the tri-state area. Whereas the western 
states were producing only 29 per cent of the nation’s zinc in 
1939, today they were producing 54 per cent. The proportion 
produced in the central states had dropped from 40 per cent in 
1939 to 29 per cent in 1947, and production in the eastern 
states had declined slightly in those years, from 31 to 26 per 
cent, he said. 

Replying to questions from Commissioner Aitchison, the 
witness stated that lead and zinc were found combined in the 
same ore. The grade of ore in the east had been improving be- 
cause the mines were getting down to richer ore, whereas the 
oa becoming leaner in the central and western states, he 
said. 
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“A recent study released by Secretary of the Interior Kru 
shows that a zinc shortage of 290,000-300,000 tons a year wil 
exist in the United States within the next four or five years,” 
he said, adding: 


The railroads handle seven tons of collateral tonnage for every 
ton of refined zinc. If the railroads boost their rates on zinc concen- 
trate too high, they will lose all that collateral tonnage. . . . Because 
the premium price plan is no longer in effect, the zinc producer is 
receiving less today than he was in 1943-45, yet he is paying higher 
transportation costs. 

There is a zinc smelting capacity of 1,100,000 tons annually in the 
United States. We have 340,000 tons of excess capacity, and it would 
require 680,000 fons of zine concentrates to fill this capacity. 













































































The witness said it was in the interests of both the rail- 
roads and the zinc smelters to bring in foreign zinc as an ore 
rather than as a refined metal. 

“Would it help if aluminum or alumina were to take the 
same maximum increase as zinc,” asked Commissioner Aitchi- 
son, to which the witness replied in the affirmative. 

Mr. Patton replied to Mr. Barron that the world market 
determined the price of zinc. 

The witness’s exhibit No. 37 indicated that the railroads 
had an average revenue per car of from $662 to $1,028 on zinc 
slabs far higher than the average revenue shown for other 
long-haul commodities, and higher than the revenue for pig 
aluminum (shown as-from $676 to $815) and for pig iron (shown 
as from $689 to $892). 

As the session adjourned, Commission Aitchison announced 
that the area livestock interests would testify November 18, 
and the sugar and Utah interests would wind up the hearing 
November 19. He announced that verified statements from 
T. C. Taylor, Ideal Cement Co., and from E. L. Fischer, Amal- 
gamated Sugar Co., had been received in evidence. 














































































































Live Stock Increase Opposed 











_ At the November 18 session, six witnesses representing 
live stock interests in the western states took the stand, to 
oppose any increase in railroad freight rates on live stock. 


The first witness was Charles E. Blaine, of Phoenix, Ariz., 
representing the American National Live Stock Association, 
National Wool Growers Association, Texas & Southwestern 
Cattle Raisers Association; Texas Sheep & Goat Raisers Asso- 
ciation, Highland-Hereford Breeders Association, Live Stock 
Traffic Association, and National Live Stock Producers Associa- 
tion. (He subsequently presented other witnesses for some of 
these groups.) Mr. Blaine asserted that the present rail rates 
on live stock were the highest in history (prior to the 10 per 
cent interim increase in Ex Parte 166). “Such live stock rates 
have been before the Commission repeatedly in the past 35 
years,” he said. “Generally, they are on a rigid mileage basis. 
The average of the present live stock rates in the east is 207 
per cent of the 1915 rates, and it is proposed to increase the 
present rates by an average of 38 per cent to 286 per cent of 
the 1915 rates. In the southwest, present rates on stocker- 
feeder live stock are 185 per cent above the 1911 rates. Be- 
tween Arizona and California, the present rates are 145 per 
cent of the 1913 rates. The Western Trunk Line rates are now 
126 per cent of the rates prescribed in 1923, and a 28 per cent 
increase in these rates would produce rates 162 per cent of 
those prescribed prior to 1931. The rates in the northwest are 
126 per cent of those prescribed in 1925.” 


An exhibit presented by Mr. Blaine compared the rail 
revenue derived from live stock with the revenue derived from 
other commodities. It showed that in 1946, the live stock traffic 
originated amounted to 0.73 per cent of the total carload ton- 
nage originated, and produced revenue amounting to 1.69 per 
cent of the total carload revenue on all Class I railroads. “Cop- 
per, zinc, and lead rates are in the same category as live stock 
rates, in that they have not received special treatment as have 
other commodities,” asserted the witness, adding that the aver- 
age revenue per ton yielded by live stock traffic was the highest 
of any traffic in the United States in 1946. 


His exhibit No. 41 indicated that since 1932, 104 stock- 
yards have been posted, 82 of them in the western district, 
from which he deduced that the market has become decentral- 
ized, that the movement from range and feed lots is less, and 
that the railroads have been called upon to furnish less service. 


Mr. Barron asked the witness if he knew that cattle sold 
on the Chicago market on November 14, 1917, for $38 a 100 
pounds, and asked him what his position is in the current pro- 
ceeding, to which Mr. Blaine replied: 


Live stock rates are at an all-time high, and substantially higher 
than rates on other commodities. Live stock is bearing an undue and 
unreasonable proportion of the transportation burden. During the 
depression years, when the railroads were making voluntary reductions 
on many commodities, live stock was the ‘‘forgotten commodity.”’ There 
should be no ‘‘step-children”’ in the railroad rate structure. The rail- 
roads should level off their rate structure, and forget about the com- 
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petition between various railroads. Then, if they need more revenue, 
they should distribute the increase over the entire structure, 


Mr. Knudson, for the Department of Agriculture, presented 
as a witness George P. Shuler, Jr., transportation specialist in 
the department, Washington, D. C., who presented an exhibit 
comparing carload rates on live stock, fresh meats, and pack- 
inghouse products, from Western Trunk Line and southwestern 
points to destinations in eastern territory. 

Under examination, Mr. Shuler explained that the rates on 
cattle and fresh meats to Boston and New York City have been 
equalized, but not the rates on packinghouse products that the 
first two rates, to Baltimore, are by custom three cents under 
the Boston-New York City rates, and to Norfolk, also three 
cents under the Boston-New York rate. 


Testimony of William Wright 

The next witness was William B. Wright, of Deeth, Nev., 
president, American National Live Stock Association, and him- 
self a large live stock producer, who explained operations in 
the industry. “Ours is a long-term operation,” he said in part. 
“When prices advance, we cannot take immediate advantage 
of the situation, but must maintain a balanced operation. The 
producer markets his live stock on an average of once a year. 
He is dealing with a perishable commodity, and must take the 
price that the market offers. Transportation charges are a cost 
of marketing, and cannot be passed on to others. The ranchers 
had to postpone maintenance work during the depression years 
and the war years, and deferred maintenance today is greater 
than ever before, but the supply situation is still tight. . . . Live 
stock is today marketed much nearer home than it was 20 
years ago, to avoid expense and the hazards of long shipments.” 

Mr. Wright said that a further rate increase on livestock 
would cause more ranchers to turn to the truck lines, and 
might result in lessened volume for the railroads. Questioned 
by Mr. Barron, the witness denied that the prices received for 
livestock have increased faster than the cost of supplies. 

Thomas F. Arnold, of Nenzel, Neb., a cattle raiser and 
director, American National Live Stock Association, adopted 
Mr. Wright’s testimony, and criticized the rail service, asserting 
that it requires 28-33 hours to get the cattle to market. He 
said that the rail section hands usually perform bedding service 
for the cattle cars, but that occasionally the ranchers do it. 
The truck time to the Omaha market is only 10 or 12 hours, 
he said. “My position is that we oppose an increase in any 
freight rates,” he concluded. 


Sheep Flocks Cut in Half 


H. C. Gardiner, of Anaconda, Mont., a sheep rancher, testi- 
fied on behalf of the National Wool Growers Association and 
the Texas Sheep & Goat Raisers. “The number of sheep in 
Montana’ has diminished about 50 per cent since 1942,” he 
said. “The cost of operations exceeds the return, the most 
serious element being the labor shortage. There has been 
a 35-40 per cent decline in the sheep population in the northwest 
states. A large number of sheep men have quit, or gone into the 
cattle business.” 

Discussing developments since the Wool Case, docket No. 
28863, hearing adjourned in November, 1946, Mr. Gardiner 
said that the wool producers have since had a freight increase, 
a reduction in the protective tariff of 25 per cent, and a reduc- 
tion in sheep. The railroads have had to discontinue their 
special trains for livestock because of lack of business, he said, 
adding that it recently required 10 days to transport a carload 
of his fat sheep to Chicago. 

“My organization takes this position,’ he concluded: “We 
participated in the Wool Rate hearing, which showed that wool 
was paying a higher freight rate than any other commodity in 
the country. Wool accounts for 50 per cent of our income. We 
sympathize with the railroads, but our very existence is threat- 
ened. We oppose any increase in freight rates, and hope for 
relief through the decision in the Wool Rate case.” 

Under cross-examination, the witness said that there is 
no government subsidy for domestic wool producers today, but 
that wool prices are fixed. Eighty per cent of the wool consumed 
in this country is being provided from abroad, he said. In reply 
to a question from Commissioner Aitchison, the witness said 
that he ships his wool in grease, in bags, to Boston, and that 
it costs him $1,200 to $1,400 a carload for freight charges. 


“Price Control Will Mean Black Market” 


The last witness was James A. Hooper, of Salt Lake City, 
manager, Utah Wool Growers Association, and a small sheep 
ranch operator. The movement of fat lambs and sheep to 
eastern markets is decreasing, but is increasing to west coast 
markets, he said. Challenging Mr. Barron’s quotation of a 
recent rate of $38 a hundred pounds for cattle on the Chicago 
market, the witness produced a sheet citing the November 17 
market prices, which indicated that at Chicago medium steers 
were selling for $20-$26.50. “There are getting to be two 
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classes of people, those who eat bulls and baloney, and those 
who eat high grade meat,” he said. ‘The white collar class 
are out of luck.” 

“How about a class for us who eat macaroni,” suggested 
Commissioner Aitchison. 

There has been a substantial increase in the movement of 
sheep to market by truck, continued the witness, asserting that 
increased rail rates would further encourage a liquidation of 
the sheep industry. “We oppose any increase in freight rates 
on livestock,” he said. 

Mr. Hooper predicted that if Washington seeks to re- 
establish price controls on meat, “there won’t be any meat 
sold in the meat markets, it will all be sold on the black 
market.” 

He praised the railroads for their improved 27-hour service 
to the Los. Angeles market from Salt Lake City and from 
Ogden. “You realize that kind of rail service costs money?” 


asked Mr. Barron. “I was told that the use of diesel engines ’ 


cut down cost,” the witness replied. 

Mr. Blaine announced that he would have two witnesses 
at Los Angeles, and that at the concluding Washington hear- 
ing he would like to offer a rebuttal to certain testimony 
entered at Chicago by the packers. 


Testimony before Examiner Witters 


Six witnesses appeared before Examiner Witters, Novem- 
ber 17, most of them to present testimony on phosphate ferti- 
lizer. The witnesses were: Elmer G. Peterson and Irwin Claw- 
son, representing the Western Fertilizer Association; Frank G. 
Shelley, executive secretary, Utah State Farm Bureau Federa- 
tion, representing 5,000 farm families; Roscoe E. Bell, analyst 
for the Bonneville Power Administrator, Department of Interior, 
Portland, Ore.; Ralph E. Edwards, general traffic manager, 
Goldberg Brothers, Denver; and J. C. Niemeyer, traffic manager, 
General Iron Works Co., Denver. 

Mr. Peterson said that at least 70 per cent of the national 
phosphate reserves are in the western states, and that there is 
a need to make accessible to the farmers, at the lowest possible 
cost, sufficient phosphate to enable them to properly serve their 
land. “It would be nothing short of disastrous to advance 
freight rates above the point where the farmers would be dis- 
couraged from the use of adequate fertilizers,” he said. 


The witness said that in many western places, fertilizer is 
not available because enough of it is not manufactured. He rec- 
ommended government aid to facilitate the transportation of 
phosphorus to the nation’s farmers. 


Farmers Want to Maintain Position 


Mr. Shelley stated that the farmers are in a better position 
than they have ever been before, and that they intend to main- 
tain themselves in a better position. “If ... the program is to 
push the whole cost of the (freight rate) increases on agricul- 
ture, we shall resist vigorously because there is no justice for 
the railroads’ claim that agriculture can absorb the additional 
costs,” he said. “We in the intermountain area protest vig- 
ao the constant increase in freight rates on a percentage 

asis.” 


Mr. Shelley said that one of the farmer’s immediate prob- 
lems is to secure phosphate; that there is now available in the 
western states 100,000 tons of phosphate material; that 200,000 
tons annually have been needed to fill requests; and that the 
western states should have 457,000 tons to replace that being 
taken out of the land. 


Mr. Bell said that the phosphate fertilizer situation has 
been a subject of great interest during the war years because 
of the increased need of fertilizer to meet war production goals 
and because of the deficiencies in supplies of fertilizer in the 
west to meet these needs, which have necessitated imports of 
fertilizer from Tennessee and Florida. He said that the Bonne- 
ville Power Administration is interested in the subject because 
the electric furnace smelting of phosphates offers a good po- 
tential market for power. “With low-cost power and the na- 
tion’s greatest reserves of phosphate rock in the west, there 
should be possibilities of furnishing all of the phosphate fer- 
tilizer needed by farmers in all of the states within the range 
of economical transportation,” he said, adding: 


Conservative estimates show that 60 per cent of the nation’s supply 
of rock phosphate is located in the Montana-Idaho-Wyoming-Utah area 
whereas 38 per cent is located in Florida and 2 per cent in Tennessee. 
... Yet in 1943 the west produced only 4.5 per cent of the national 
total, whereas Florida produced 70.5 per cent, and Tennessee with its 
very limited reserves produced 25 per cent. Western consumption was 
in excess of western phosphate production, showing in 1944 a deficit 
of 60,172 tons. 


Mr. Bell said that studies made by the Bonneville Power 
Administration indicated that electric furnace production of 
phosphorus and fertilizer in the west appears feasible, and 
that western triple superphosphate can be shipped economically 
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to meet the needs of farmers in 17 states, and that the volume 
of the market is greatly increasing. 


Recommends Exception for Phosphate 


Mr. Bell concluded his testimony with the following state- 
ment: 


Because it is in the national interest to develop and use the western 
phosphate resources both for enlarged domestic consumption and for 
export, and because the (proposed freight rate) increase would be dis- 
criminatorily against the western producers, the Department of the 
Interior recommends an exception in the case of phosphate rock to the 
present increase in freight rates, to the requested percentage increase 
in freight rates. . . . In case a maximum increase be set, it is further 
recommended that any increase permitted be a flat increase or that the 
maximum be set in such a way as to preserve or improve the com- 
petitive position of the western producers. 


Mr. Niemeyer’s statement asked that any increases found 
necessary by the Commission be held to a minimum “and that 
such increases be granted with an expiration date so that the 
Commission may set the matter down for hearing and further 
etored at such time that altered economic conditions may de- 
mand.’ 

Mr. Edwards said that the present proposal is unfair, 
untimely, and will work a hardship on western producers, “in- 
asmuch as the present rates have gone beyond the point of 
saturation and we are unable because of competition by manu- 
facturers in eastern points to pass on to the consumer even the 
raises as granted in Ex Parte 162,” adding: : 


Should any further increase be made on a percentage basis, there 


is a strong possibility that Goldberg Brothers will be one of the 
casualties. 


Shipper Opposition at Montgomery 


Southern shipper opposition to the railroads’ propose} 
freight rate increases marked the opening of the southeaster2 
phase of the Commission’s countrywide hearings in =x Pazte 
166, Increased Freight Rates, 1947, at Montgomery, A!s.,° be- 
ginning November 17. 


A large number of shipper and carrier representatives \were 


present as Commicsioner Alldredge heard testimony, assisted-- 


by Chairman Nat B. Knight, Jr., of the Louisiana Public Service 
Commission, and Examiner John P. McGrath. 


Paul B. Fuller, general manager of the Chamber of Com- 
merce of Montgomery, welcomed to that city the transport 
representatives gathered in the historic Alabama house of 
representatives where, on January 11, 1861, the ordinance 
that separated Alabama from the Union was passed. 


Shipper testimony began once it was announced by Frank 
W. Gwathmey, representing the petitioning railroads, that the 
roads had no testimony to offer. The rails had petitioned earlier 
for a 28 per cent increase within Southern Territory; a 38 per 
cent rise interterritorially between Southern and Western Ter- 
ritories, on the one hand, and Eastern Territory, on the other; 
and a 28 per cent rate boost interterritorially between Southern 


and Western Territories subject to exceptions for various stated 
commodities. 


E. L. Hart, Atlanta, Ga., chairman of a Southern Traffic 
League committee appointed to prepare and file a statement in 
answer to the rail petitions for increases, asserted the league’s 
opposition to the increases, saying, among other things, that 
the increases could not be justified by present or prospective 
costs; that rail carriers were not conducted economically and 
efficiently; that rail management-employe relationships were 
no longer matters solely between themselves but were of vital 
public interest because transport costs must be paid by users of 
rail transport; and that the league resisted the grant of any 
increase beyond that required to maintain fair earnings under 
economical and efficient management. 


It was the league’s considered opiniou, he said, that the’ 


carriers’ proof so far introduced in Ex Parte 166 was by no 
means complete or conclusive. There was no real showing, he 
said, beyond opinion testimony, with respect to what the traffic 
would bear, or concerning efficiencies and economies of opera- 
tion. 


“A rise in freight rates merely touches off more price 
rises,” said Mr. Hart. He said it was confidently believed that 
should the price of rail transport go much higher, it would 
precipitate a greater emergency than that claimed presently to 
confront the roads. He added: 


It is the considered opinion of the league that the prudent thing 
for the railroads to do now would be to discard what has been con- 
sidered the orthodox approach to their problem and make an honest 
effort to find ways and means by which their prices might be held down 
to the lowest possible level. 


Mr. Gwathmey interrupted saying the statement consisted 
of an argument. Mr. Hart said he realized it was more or less 
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argumentative but that it supported the league’s position. Com- 
missioner Alldredge asked Mr. Hart to proceed. 

Mr. Hart said that if it was the Commission’s considered 
judgment that the petitioning railroads had proved the neces- 
sity for further increases, the southern shippers urged the 
Commission also to consider the conditions recognized by it in 
Increase Railway Rates, Fare and Charges, 1946, requiring a 
less increase in rates within the south and between the south 
and the north than was authorized in the north, and similarly 
recognized in Class Rate Investigation, 1939. He introduced 
an exhibit containing, he said, a series of rate studies relating 
primarily to the rates on interterritorial traffic controlled by 
the class rate structure that governed mote than 90 per cent of 
the different classes of traffic that moved interterritorially— 
particularly northbound. 


Florida Interests Testify 


J. R. Stanfield, of Jacksonville, Fla., presented and dis- 
cussed an exhibit he said he had prepared at the Southern 
Traffic League’s request from statistical data presented in Ex 
Parte 166 by Dr. J. H. Parmelee for the railroads and Dr. 
R. V. Gilbert for the National Association of Railroad and Pub- 
lic Utilities Commissioners. 

Mr. Stanfield’s testimony and exhibit were described as a 
“statistical argument” on old material by Charles Clark, gen- 
eral counsel, Southern Railway, who .asked that they be 
stricken from the record. The testimony and exhibit were de- 
fended by F. C. Hillyer, representing the lague, who said that 
certain statistics in the Parmelee and Gilbert exhibits had been 
revised in the light of later statistics. Mr. Clark’s motion was 
overruled. 

“There is wide variance between the ultimate results of 
Dr. Parmelee’s forecasts and Dr. Gilbert’s forecasts, particu- 
larly for the year 1948,” said Mr. Stanfield. “After reviewing 
the latest current freight and passenger traffic statistics, I 
ay. Othe opinion that Dr. Parmelee’s studies underestimate 
( fr¢ ight traffic; and that Dr. Gilbert’s studies overestimate 

re pssenger traffic. Therefore, I have undertaken to restate 
ty. 9/ceQuiss in the light of the latest statistics using the same 
mAhods em,\loyed by them.” 

~  Statemen's of testimony were received from other shipper 
witnes-<s Dui were not read as direct testimony and the wit- 
nessés were ¢xcused subject to recall for later cross-examina- 
tion/, The wit iesses were B. H. Overton, traffic manager, Cham- 
ber \oS Corinerce of St. Petersburg, Fla., appearing for the 
Florite. Pate Conference; W. W. Balkcom, secretary and man- 
ager, Tampa (Fla.) Traffic Association; T. C. Maurer, on behalf 
of Florida producers of phosphatic sand and clay, d of 
crushed stone, limerock and sand; and J. C. Adderley, for cer- 
tain Florida producers of phosphatic sand and clay. Verified 
statements were received from Thomas E. Grady, manager, 
Greater Miami (Fla.) Traffic Association, and Fred H. Romig 
on behalf of the Florida Railroad and Public Utilities Commis- 
sion. 

Mr. Overton’s 5°-page testimony statement dealt with the 
rate structure from and to peninsular Florida and was accom- 
panied by a 102-page exhibit. 

Mr. Balkcom said, among other things, that his exhibit 
showed the volume of retail sales, wholesale sales, effective 
buying income and market quality index for Florida as com- 
pared with North Carolina, South Carolina, Georgia, Tennes- 
see, Alabama, Kentucky, and Mississippi, for 1946. The in- 
formation he said, was indicative of Florida’s outstanding posi- 
tion among other southern states in these categories. He said 
there had been a tremendous increase in traffic moving from, 
to and within Florida since 1927. 

Mr. Maurer said the Florida sand and clay producers he 
represented believed that the Commission, in Ex Parte 166, as 
it had in Ex Parte 162, should provide a specific maximum in- 
crease to be applied in connection with the rate on phosphatic 
sand or clay not exceeding the specific increase on ground lime- 
stone and similar low-valued commodities. He said the Florida 
producers of crushed stone, limerock and sand believed their 
shipments would undergo a substantial drop if the rail increase 
sought were permitted, and that the increases would not pro- 
duce additional revenue for the rail carriers, but would bring 
about substantial reduction in the carriers’ revenue and sub- 
stantial losses to the producers themselves because of their in- 
ability to meet local competition by reason of theo increased 
rates. 

Mr. Adderley said the Florida phosphatic sand and clay 
producers opposed increased rates on those products as pro- 
posed and asked that the carriers be not allowed to increase the 
rates on phosphatic clay any more than the specific increase 
that might be permitted on ground limestone. He asked that* 
such specific increase be applied to the total rates on phosphatic 
clay whether that rate was a joint rate or constructed by a 
combination of local rates. 

Mr. Romig discussed maintenance reserve and income tax 
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credits, asserting, among other things, that with the cessation 
of hostilities in 1945 the railroads were permitted to complete 
the amortization program on defense projects that were to have 
been amortized over a period of sixty months. He said this 
charge to operations exceeded that of the previous year by 
$136,692,060 and it was therefore reasonable to conclude that 
“this extraordinary charge can, in part, account for the in- 
crease in operating expenses over 1942, 1943, and 1944.” 

Mr. Grady said if the carriers were successful in their 
efforts to obtain increases as a result of Ex Parte 166, they 
would be faced with the necessity of immediately accomplish- 
ing the restoration of port relationships that were disturbed 
under Ex Parte 162, “or they will proceed and apply the in- 
creases accorded domestie rates on the present import, export, 
coastwise and intercoastal rates and thus completely disrupt the 
entire adjustment as it affects the rates in question.” He sub- 
mitted a requested finding with respect to rates on import, 
export, coastwise and intercoastal traffic. 

Mr. Hillyer said the Southern Traffic League witnesses had 
concluded offering testimony. 


Brick and Tile Industry 


Chadwick N. Heath, of Atlanta, executive secretary of the 
Southern Brick and Tile Manufacturers Association, and secre- 
tary of an industry-wide committee on transportation, said the 
organizations and manufacturers represented by the committee 
produced approximately 95 per cent of the southeast’s manu- 
factured structural clay products, of which common brick was 
the most important product. He said their purpose was not to 
oppose an increase, nor to propose any particular increase, but 
to present the facts with the hope and expectation that they 
would persuade the railroads and the Commission to arrange 
any increase so as not to unnecessarily hurt these manufac- 
turers’ business, ‘‘and thereby lose both traffic and money for 
the railroads.” 

Referring to an exhibit showing trucking costs in his busi- 
ness, Mr. Heath said the trucking cost for operations extending 
140 miles was 14% cents a hundred pounds. The rail rate for 
that distance, he said, was 8% cents, and the car to job truck- 
ing six cents, or a total of 14% cents. Adding the 10 per cent 
interim increase to the rail rate shown, he said, the total cost 
would become approximately 15% per cent, or would exceed 
the trucking cost. He added: 


This will mean that all rail shipments moving for distances less 
than 140 miles can be moved more economically by direct trucking, 
and this represents 67% per cent of all rail shipments of common brick. 
Additional increases above 10 per cent will further jeopardize. this 
rail movement. 

It is impracticable to operate our own trucks more than 140 miles, 
as that is the maximum mileage for a roundtrip operation in one day. 
The cost of handling face brick by truck is the same as common brick, 
therefore, the danger of changing a rail movement of face brick to a 
truck movement under 140 miles is much greater than as to common 
brick for at that distance the total rail cost to job site is 16% cents 
against a truck cost of 14% cents and this represents a total of 70 per 
cent of the rail movement on face brick. 

These illustrations show the effect of an increase on the shorthaul 
railroad business. 


Considering the effect on the rail business over 140 miles, 
Mr. Heath said, among other things, that any increase would 
decrease the overall rail tonnage. He added: 


A study of these charts will show how much rail traffic is en- 
dangered by any given increase, and we believe that if increased 
revenue is what is desired, the railroads and the Commission should 
consider this showing most carefully, or the results will, as far as the 
brick industry is concerned, show a reduction in rail revenue, rather 
than an increase. However, any increase must be limited by a maxi- 
mum and if am increase in rates is necessary, unless it is limited by 
one cent per cwt., the effect on our business and the resulting loss 
of traffic to the railroads would outweigh any possible good the in- 
crease could cause. 


. L. A. Gossage, traffic manager, W. G. Bush & Co., Nash- 
ville, Tenn., said he did not understand why the carriers failed 
to provide for a maximum increase on brick and tile in their 
petition, as amended. He said members of the Southern Brick 
& Tile Manufacturers Association Transportation Committee, 
of which he was chairman, urged that the Commission, in con- 
sidering the increase sought on brick and tile as described in 
item 45-D of tariff X-162, provide a maximum of one cent a 
100 pounds. 

“The transportation disadvantages, coupled with much 
higher fixed costs,” he said, “places the brick and hollow tile 
industry in a peculiarly vulnerable position and a maximum 
increase of one cent per 100 pounds suggested by us is all the 
traffic can bear.” 

Edgar Watkins, of Atlanta, representing the Southern 
Brick & Tile Manufacturers Association, introduced three addi- 
tional witnesses who testified further concerning the movement 
of products of this industry by rail and by truck. They were: 
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Guy H. Merry. Merry Brothers Brick & Tile Co., Augusta, Ga.; 

Howard R. Walker, Georgia-Carolina Brick & Tile Co., Augusta; 

= — H. Bickerstaff, Clay Products Exchange, Colum- 
us, Ga. 


Rate Increase Reduces Volume, Says Merry 


Mr. Merry said his company, in the first six months of 
1947, shipped brick and tile products from Augusta, Ga., as 
follows: 83,215 tons by rail; 7,095 tons by customers’ trucks; 
21,285 tons by its own trucks; and 3,336 tons by other means. 
He described new economic methods for loading trucks. 

Discussing the results of past rate increases, he said that 
after inauguration of the “1885” scale in 1924, carrying sub- 
stantial increases, his company’s shipments to the North Caro- 
lina textile area dropped from 49 per cent of its total volume 
to less than one per cent. New brick plants began to appear 
in North Carolina, he said, adding that practically all the 
market went to truck deliveries. 

Mr. Merry said his company’s plant was built for rail de- 
livery, but that the cost of transportation was to the advantage 
of the truck. He said that as fast as the company could obtain 
the equipment “we are going more and more to truck.” This 
was true, he said, even with present rates, and with the in- 
creased rates the tendency still would be to go to trucks, up 
to a 140-mile haul. 

Mr. Walker, testifying with respect to the growth of brick 
plants in North Carolina following the 1924 ‘increases, said 
that in December, 1929, “the railroads finally gave us the 80 
per cent clause on common brick for the full length of the 
scale, but it was too late.” He said truck competition had de- 
veloped and the rails never did win back the North Carolina 
business. 

“We lost it and the railroads lost it and most of it went 
back to the truck hauling from the local North Carolina 
plants,” he said. 

Mr. Bickerstaff said his company had facilities for loading 
rail cars and trucks at its three plants. The truck loading 
facilities were being improved, he said, adding that the rail 
loading was “standard set-up and is about as good as we can 
get.” 

His company did considerable business in Florida, but as 
rates had increased, the business in that state had dropped off, 
said Mr. Bickerstaff. 


Peach Industry Witnesses 


William C. Bewley, of Macon, Ga., president of the Georgia 
Fruit Exchange, was the first witness from the southern peach 
industry. He said that in his opinion, such additional revenue 
as might be required to enable the carriers to render adequate 
transportation. service could be provided by raising rates only 
on commodities and classes of traffic that could pass the bur- 
den on to the ultimate consumer. 


“This cannot be done in the case of fresh peaches, and 
other fresh fruits and vegetables, and they should be exempt 
from the general increase proposed in this proceeding,” said 
Mr. Bewley. 


He said the number of peach producers operating in Geor- 
gia had declined from approximately 1,500 to 500 since 1926. 
He added that if transportation charges on the peach traffic 
were further increased there would be a further decline in the 
number of producers and the volume of production in the next 
year or so. He said they would be forced out of business 
against their will. Consumers in the low income brackets, he 
said, would be denied a liberal supply of fresh southern peaches 
at moderate prices and the rail carriers’ revenue would be re- 
duced accordingly. 

Responding to a question put by Mr. Gwathmey, Mr. Bew- 
ley said there was not much difference in the volume of peach 
production in Georgia and South Carolina. 

Troy H. Cribb, manager, South Carolina Peach Growers’ 
Association, Spartanburg, S. C., said the peach industry could 
not prosper and bear the transportation charges that would 
result if the Commission permitted the basic rate to revert to 
47 per cent of first class, to which, he said, would be applied 
the increase granted under Ex Parte 162, plus the 10 per cent 
interim increase granted under Ex Parte 166, plus the addi- 
tional 18 per cent increase asked in the instant proceeding. 


Citrus Fruit Opposition 


John A. O’Rourke, secretary manager of the Growers and 
Shippers’ League of Florida, said he spoke for the entire citrus 
industry of Florida which needed adequate rail service at the 
lowest cost, consistent with the furnishing of such service. He 
said the industry was opposed to the granting in full of the 
amended petition of the railroads, for 28 per cent in the south 
and west and 38 per cent in the east and interterritorially, 
with a maximum of 20 cents a 100 pounds on fresh fruits and 
vegetables, “in the application of this basis to fresh citrus 
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fruits, and fresh vegetables, and to canned citrus fruit, which 
is an integral part of the fresh citrus industry.” 

“We believe,” said Mr. O’Rourke, “that any further in- 
crease above the present 10 per cent emergency increase now 
in effect will seriously impede the movement of this high class 
traffic by rail, and will in fact, accelerate the present trend of 
the diversion of this traffic by other means of transportation.” 

He said it was his confirmed opinion that the emergency 
10 per cent increase was the “influencing factor” that would 
intensify the truck movement of citrus. 

Referring to an exhibit showing the 1946-1947 distribution 
of fresh citrus fruit from Florida to 100 selected key cities, 
based on a movement of 56,250 cars, Mr. O’Rourke said the 
average per car revenue was now $394.56 and the proposed 
car charge under the new rates, if approved, would be $482.03. 
He said there would be an average increase of $87.47 a car and 
a total increase of $4,919,839.34 on the 56,250 cars to the 100 
key cities. He referred, as an example, to operations from 
Florida to Washington, D. C. For a distance of 926 miles, he 
said, the present per car mile revenue was 40.31 cents and 
under the present proposal the per car mile revenue would be 
50.01 cents. ‘ 

“In my opinion,” said Mr. O’Rourke, “50 cents per car mile 
for a 926-mile haul is not only exceedingly exorbitant and un- 
reasonable, it is actually preposterous.” 

Mr. O’Rourke said the citrus industry believed that the 
increase on fresh fruits and vegetables should be applied from 
all territories on a straight percentage basis, without a maxi- 
mum, and that the 10 per cent emergency increase now in 
effect was the maximum that could be borne by the Florida 
citrus industry. te 

Asked by J. Aronson, of the petitioning railroads, if Cali- 
fornia and Texas competitors paid higher transportation charges 
on their. products to the eastern markets than did Florida pro- 
ducers, Mr. O’Rourke said the Florida shippers had some ad- 
vantage there. 

Florida Celery Interests 


J. C. Hutchison, Sanford, Fla., who said he had been iden- 
tified with the Florida celery industry for 27 years, testified 
there were three main contributing causes of a reduction of 
rail shipments of celery in 1947: (1) a reduction in acreage; (2) 
an increase in the truck movement of almost 100 per cent; and 
(3) less favorable weather conditions. 

Mr. Hutchison said he did not consider fair and just to all 
concerned the basis of increase proposed by the carriers, 
namely, a percentage increase subject to a maximum of cents 
a 100 pounds. Referring to an exhibit which, he said, showed 
distribution of carlot shipments in the 1945-1946 season, he 
said that a maximum increase of 20 cents a. 100 pounds, pro- 
posed by the carriers, would apply to 704 of the 707 cars treated 
in the exhibit, and that the proposal practically amounted to 
20 cents a 100 pounds increase to all destinations regardless 
of length of haul. i 

The proposed increases would work to Florida’s dis- 
advantage, he said. The Florida celery growers, he said, could 
not afford to pay higher transportation costs without decreas- 
ing production if they were to produce at a profit. 


Other Citrus Witnesses 


Randall Chase, of Chase & Co., Sanford, Fla., reverting to 
the citrus situation, said the increase in rail transportation costs 
was making it difficult for the Florida citrus and vegetable 
industry to maintain a sound economic position. He added: 


The increase of tonnage in a car of Florida citrus will average 
more than 25 per cent. The rates have been increased approximately 
27 per cent since 1939. Considering the increased tonnage per ¢ar, plus 
the increase in rates, it totals about 59 per cent more than in 1939. 
Inbound freight used in producing citrus and vegetables, when consid- 
ering the heavier car loadings plus the rate increases, shows nearly 
100 per cent increase in the car earnings. 

The increase in freight on citrus and vegetables is borne by the 
producer and cannot be, and is not, passed on to the consumer. This 
is not true on non-perishable products, such as lumber, steel, oil, fer- 
tilizers, insecticides, etc. On such articles the increase in freight is 
added to the price and the consumer pays it. That cannot be done 
to perishables. 


Mr. Chase said the citrus industry objected to and resisted 
in every legitimate way the proposed increase. He said it did 
not question the increase in freight rates on hundreds of items 
that it used, and which added to its cost of production. He said 
the danger signal had been given to the rail lines, and that 
tonnage of high paying revenue was leaving the rails and going 
to the trucks. 

Raymond F. Johnson, of L. Maxey, Inc., Frostproof, Fila., 
said he believed that his firm, now set up for rail utilization, 
would have to resort to the use of trucks, and that this tendency 
appeared throughout the citrus region. He said he favored a 
straight percentage basis for any citrus rate increase. The 
citrus movement, he said, would treble over previous years if 
the present season was a criterion. In response to a question 


1499 


by Mr. Gwathmey, Mr. Johnson said a large movement was 
going to Indiana, Illinois, and Michigan, where there was a 
big demand and trucks were available both ways. 

E. E. Gaughan, of the Florida Citrus Exchange, Tampa, 
said the effect of the proposed increases on the Florida citrus 
traffic was to drive more traffic to trucks and other forms of 
transport. Diversion of an appreciable volume of the traffic 
from rails to trucks was also put forth as a result to be expected 
from rate increases by J. E. Wathen, Fort Pierce, Fla., traffic 
manager of the American Fruit Growers, Inc. 

Joffre C. David, economist and statistician of the Florida 
Vegetable Committee, representing growers and shippers of a 
majority of Florida fresh vegetable production, said he did not 
think these growers could afford to bear increased transporta- 
tion charges if the increased volume was to be successfully 
marketed. At best, he continued, the production of fresh veg- 
etables in Florida was hazardous and subject to factors such as 
freezes, droughts and rains. 

“Even in times when relatively high prices may be obtained 
for a short crop,” said Mr. David, “such prices do not necessarily 
mean that the grower has made a profit, for if he receives top 
prices for 20 per cent of his crop, for example, that may not 
cover the cost of producing the other 80 per cent lost through 
a freeze or other weather conditions.” 


Cross Examination by Rails 


Railroad representatives cross-examined Mr. Balcom, of 
the Tampa Traffic Association; Mr. Overton, of the St. Peters- 
burg Chamber of Commerce; Mr. Maurer, appearing for Florida 
producers of phosphatic sand and clay, crushed stone, limerock 
— sand; and Mr. Stanfield, representing the Southern Traffic 

ague. 

Mr. Gwathmey objected to an exhibit presented by Mr. 
Maurer described as showing the revenues produced by road 
building materials shipments by Florida producers and the rev- 
enue. effect of the past and proposed increases. He referred 
particularly to the exhibit’s estimate of losses in tonnage amount- 
ing to 1,332,000 tons if the Ex Parte 166 increases were ap- 
proved. Mr. Gwathmey moved that the exhibit he excluded from 
the record. Commissioner Alldredge asked how different were 
the estimates from certain data presented in exhibits by Dr. 
J. H. Parmelee, of the Association of American Railroads. Mr. 
Gwathmey said Dr. Parmelee’s exhibits were based on public 
data. Commissioner Alldredge said that was not his under- 
standing. Mr. Maurer said he went into the figures in great 
detail and they were attested to in a hearing before the Florida 
Public Service Commission. Mr. Aronson asked how many ship- 
pers furnished the information. Mr. Maurer said 10 or 12 and 
that the actual tonnage figures were a matter of record. Com- 
missioner Alldredge said he would have to exclude the material 
as requested. 

Mr. Aronson referred to an exhibit of Mr. Stanfield con- 
taining estimates based on studies made by Dr. R. V. Gilbert, 
of the National Association of Railroad and Public Utilities 
Commissioners. He said the exhibit showed that the carriers, 
on a basis of the proposed increases in Ex Parte 166, would end 
the year 1948 with net railway operating income before federal 
taxes .of $2,710,000,000. He said he questioned whether Mr. 
Stanfield analyzed Dr. Gilbert’s “assumption estimates” well 
enough to form a judgment of his own. He asked Mr. Stanfield 
why he used net railway operating income before federal in- 
come taxes. Mr. Stanfield said for comparison purposes. He 
asked Mr. Stanfield if the $2,710,000,000 was his or Dr. Gilbert’s 
figure, and Mr. Stanfield said it was Dr. Gilbert’s. In reply to 
a question by Mr. Aronson as to whether in his judgment the 
railroads would earn $2,710,000,000 in 1948 before income taxes, 
Mr. Stanfield said the figure was a result of Dr. Gilbert’s as- 
sumption. 

H. A. Deane, general traffic manager of the Sonoco Prod- 
ucts Co., Hartsville, S. C., appeared in connection with a verified 
statement he had submitted. In the statement he said it was his 
suggestion, endorsed by other large users of waste paper within 
the south and in other territories, that “an exception be made 
on this low grade commodity, whereby no further increase be 
placed on same over and above what is already effective under 
Ex Parte 162.” In his oral presentation he said he “did not go 
far enough in my wind-up” in the verified statement. He said 
he would “sweeten it a little bit” and add the ten per cent to 
the Ex Parte 162 basis. 

A. M. Ribe, Birmingham, Ala., presented what he described 
as background for other commercial witnesses testifying with 
respect to emergency charges on sand, gravel, crushed stone 
and slag in effect in Southern Territory. He called for direct 
examination, George A. Mattison, Jr., president of the Wood- 
stock Slag Corporation, Birmingham. 

Mr. Mattison said his company’s commodity was blast fur- 
nace slag and its shipping point Woodward, Ala., in the Birm- 
ingham district. The product was shipped to all southern states, 
he said. In answer to a question as to what his conclusion was 
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with respeet to action the Commission should take on the 


carriers’ proposal insofar as it related to blast furnace slag 
within the south, he said: 


In the interim hearing at Washington at which time the railroads 
were requesting a 10 per cent temporary increase, I opposed this basis 
of increase and advocated that if any increase at all were granted 
that it be expressed in flat cents per ton. Certainly there should be 
a flat cents per ton maximum, if it is contemplated that any increase 
be permitted on this commodity. It is my judgment that the railroads 
will fare better if no further increase is made other than the 15 cents 
per ton which was allowed in Ex Parte 162.... 


State Action on Ex Parte 166 
Increases Reported by Hamley 


The Florida Railroad and Public Utilities Commission be- 
came the first state commission to deny the application for 
interim railroad freight rate increases when it handed down 
its order on November 10, said Frederick G. Hamley, general 
solicitor, National Association of Railroad and Utilities Com- 
missioners, in reporting state commission action on railroads’ 
petitions to apply intrastate increases authorized by the I. C. C. 
in Ex Parte 166. Continuing, Mr. Hamley said: 


The commission order contains the following explanation of the 
commission’s reasons for denying the application: 

“At said hearing the annual reports of said carriers to the Florida 
Railroad and Public Utilities Commission were made a part of the 
record by reference; also carriers filed as a part of said record similar 
proceedings before the Interstate Commerce Commission in Ex Parte 166. 

“In fixing intrastate rates, it is the duty of this commission to 
separate the intrastate and interstate property, revenues and expenses 
of the carriers and to make specific findings as to the value of property 
devoted to intrastate service and the approximate compensation to be 
received under the rates so fixed from such intrastate service. 

*“‘At the hearing aforesaid, the petitioning carriers failed to make 
any separation of their interstate and intrastate business in this state, 
and there is not sufficient evidence available te this commission upon 
which it can make such a separation. The burden is upon the petitioning 
carriers to provide the commission with lawful evidence upon which 
intrastate rates may be fixed. The carriers have failed to meet the 
burden in this case and have failed to show the need for emergency 
increases at this time, insofar as intrastate operations are concerned. 

“At said hearing considerable evidence was adduced by witness 
Overton for Florida Rate Conference, showing that many of the present 
intrastate rates applicable in Florida already compare very favorably 
with, and are on approximately the same level as, interstate rates in 
the Southeastern territory, including the ad interim increases recently 
granted by the Interstate Commerce Commission in Docket Ex Parte 
166. There is nothing in the present record to indicate that commodity 
rates and exception rates presently applicable in Florida are materially 
or unreasonably below the interstate level in the Southeastern terri- 
tory, including the recently granted ad interim increases in I. c..<¢. 
Docket Ex Parte 166.”’ 


In Rhode Island, interim rate increases paralleling those granted 
in Ex Parte 166, were authorized on November 12, following a hearing 
on November 3. In California, the intrastate increases were authorized 
in an opinion and order dated November 12, following a hearing on 
October 20 and 21; in Maine, the intrastate increases were authorized, 
effective October 13; in Montana, the application has been set for hear- 
ing on November 17; in Nebraska, the rate increases were granted 
effective October 13, except that, at the request of the railroads, no 
increase was granted in the truck-compelled series of rates; and in 
West Virginia, the rate increases were granted on October 27, effec- 
tive on 5 days’ notice, except that no increase was allowed on crushed 
and ground limestone used for agricultural purposes. In Louisiana, a 
hearing was scheduled for November 12. 


I. C. C. Makes Public Requests for 
Time in Ex Parte 166 Hearings 


The Commission has made available additional names of 
those who have asked for time, or who will file verified state- 
ments, at the further hearings in Ex Parte No. 166, Increased 
Freight Rates, 1947. For the first list of names issued by the 
Commission, see Traffic World for November 8, page 1339. 

Following are the additional requests for time or for the 
filing of verified statements at the hearings as indicated: 


Montgomery Hearing 


Cc. J. McCarthy, Tennessee Valley Authority; 10 Florida citrus and 
vegetable witnesses; R. L. Murphy, Georgia-Alabama Textile Traffic As- 
sociation; G. H. Farmer, naval stores; Layton A. Gossage for T. L. 
Herbert & Sons; and F. E. Harrison, Jr., naval stores. 


Salt Lake Hearing 


R. E. Bell, Department of the Interior (who may appear instead 
at the Portland hearing); R. L. McDonough, Utah Poultry and Farmers 
Cooperative; H. W. Prickett, State of Utah; and L. P. Siddons (who 
may appear at the Portland hearing), beet sugar industry. 

Los Angeles Hearing 


L. L. Bales, Washington state cooperatives, verified statement; 
Broadway Department Stores, verified statement; R. Y. Handrasyde, 
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Citrus Producers of California; Karl Los, Walnut Growers Association 
and California Citrus League; Public Utilities Commission of California, 
both time and verified statement; F. W. Turcote, for various interests. 
Boston Hearing 

R. F. Bohman, National Furniture Traffic Conference; John F. Fin- 
erty, Glass Container Manufacturers Institute; R. V. Harron, General 
Foods Corporation; R. V. Hefron, New England Traffic League; F. C. 
Tighe, Union Carbide & Carbon Corporation; and Charles E. Bell, for 
Chrysler Corporation, Hudson Motor Car Co., Nash-Kelvinator Corpora- 


tion; Packard Motor Car Co.; Studebaker Corporation i .s 
Overland Motors, Inc. *P » and Willys 


Fort Worth Hearing 

H. J. Gandelock, Midwest Coal Traffic Bureau, verified statement; 
L. R. Cowles, Standard Oil Co. (Ind.), witness E. C. Britz, petroleum 
and products; Alonzo Bennett, Federal Compress Warehouse Co.; 
C. B. Bee, Oklahoma Corporation Commission; H. B. Cummins, Hous- 
ton Port and Traffic Bureau; D. A. Crosley, Texas Canners’ Associa- 
tion; F. G. Robinson, Galveston Chamber of Commerce; and Willis R. 
Deines, Texas Citrus and Vegetable Growers and Shippers. 


Portland Hearing 


A. P. Heiner, Permanente Metals Corporation; R. E. Bell, Depart- 
ment of the Interior (if he does not appear at Salt Lake City hearing); 
L. P. Siddons, beet sugar industry (if he does not appear at Salt Lake 
City hearing); M. Thompkins, Oregon and Washington state granges; 
G. O. Tong, Minnesota Valley Canning Co.; and D. Wallace, Tacoma 
Chamber of Commerce, verified statement. 


Washington Hearing 


A. P. Heiner, Kaiser Co.; J. M. Davison, American Pulley Co.: 
H. M. Baker, Newport Rolling Mill; Harry R. Brashear, senenith tien. 
tries Association; J. A. Coffee, Portsmouth, (O.) Steel Corporation; A. 
Davis, Edsard Davis, Inc. (meats), verified statement; Harry S. Elkins, 
Western Pennsylvania Refiners, verified statement, and National Petro- 
leum Association; R. A. Ellison (fire brick, bituminous coal), time 
and verified statement; L. E. Galaspie, Reynolds Metals; R. J. Hag- 
man, iron ore rates; J. H. Hiltner, cast iron pressure pipe; L. G. Jones 
various interests; A. D. Leisner, Laclede-Christy Clay Products Co.. 
verified statement; W. T. Lowe, American Window Glass Co., verified 
statement; Paul E. Blanchard, Armour & Co.; and Warren H. Wag- 
ner, mid-western packing companies. ; 


Rail Petition to Apply Ex Parte 
162 Rates in Alabama Denied 


The Alabama commission, on November 13, entered an 
order denying intrastate freight rate increases paralleling those 
authorized in Ex Parte 162 and which became effective inter- 
state ona permanent basis January 1, 1947, according to advice 
sent to members by Frederick G. Hamley, general solicitor, 
National Association of Railroad and Utilities Commissioners. 

Mr. Hamley noted that the railroads serving Alabama had 
already filed with the Interstate Commerce Commission a sec- 
tion 13 complaint seeking application of the rates to intrastate 
traffic without waiting for the Alabama commission order (No. 
29845, Increases in Alabama Freight Rates and Charges, Traffic 
World, Oct. 25, p. 1188). Continuing, he said: 


The Alabama commission, after noting that the railroads had sup- 
plied no data on Alabama intrastate revenues, expenses, investments in 
railway property and rates of return, called attention to Title 48, 
Section 52, Code of Alabama, 1940, providing that ‘‘Every utility shall 
be entitled to . . . earn a fair net return on the reasonable value of 
= ed devoted to the public service.’’ Continuing, the commis- 
sion said: 

“The above statute clearly sets forth the duty of the commission 
and the matters and things which the commission must consider in 
making its determination in such proceedings. The cardinal principle 
is that every utility is entitled to such reasonable and just rates and 
charges as will enable it to fully perform its duties to the public and 
will, under honest, efficient and economical management, earn a fair 
net return on the reasonable value of its property devoted to the public 
service. Petitioners in this proceeding have not furnished evidence 
showing intrastate freight revenues or intrastate freight expenses, 
either individually or collectively, nor have they given the commission 
even a vague estimate of the valuation of their properties in Alabama 
upon which just and reasonable rates and charges should be based. In 
this respect the record is nil.”’ ... 

*“‘Upon consideration of all of the evidence of record herein, and 
the lack of sufficient and relevant proof to support any other just and 
reasonable findings as required by law, the commission in the admin- 
istration of its duties as required by law, deems it proper to deny the 
increases petitioned for herein. To do otherwise, would mean the 
adoption of the findings of the Interstate Commerce Commission on 
interstate traffic without due consideration to our statutory duties in 
respect to finding and prescribing just and reasonable rates and charges 
for both the rail carriers and the public in intrastate commerce.” 


COASTAL WATERWAYS AMENDED AUTHORITY 


Coastal Waterways, Inc., in W-972, has filed an application 
asking the Commission to amend its present pce Shi pees 
ity so as to provide for the use of other than self-propelled 
vessels “in addition to those now authorized.” 

The applicant said its*present ships, because of limited ca- 
pacity, would not meet the “unprecedented demand by the ship- 
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ping public for differential water service; that the market was 
extremely short on self-propelled vessels of capacity and size 
suitable for the inland water route over which it is authorized 
to operate; and because of limitations of bridges, channels and 
bends in that route, it was compelled to make the request for 
the use of other than self-propelled vessels. 


All Freight Rates, Washington- 
Virginia to South, Argued 


The Southern Railway Co., and other respondents support- 
ing the proposed adjustment in I. and S. No. 5504, All Freight, 
Washington and Virginia to South, and protestants in that pro- 
ceeding, have filed briefs with the Commission. The railroads 
proposed to establish rates on freight of all kinds, with certain 
exceptions, in mixed carloads, minimum weights 12,000 and 
30,000 pounds, over all-rail routes from Washington, D. C., 
Richmond, Norfolk and Newport News, Va., to 11 destinations: 
in the south. On protest of Central of Georgia, ¢ertain coast- 
wise ship lines, the Southern Motor Carriers Rate Conference, 
— Port of New York Authority, the schedules were sus- 
pended. 

Those filing briefs included the Maritime.Commission as 
an intervener, and the protestants aforementioned. 

The railroads said the rates were on precisely the same 
bases as the all-commodity rates from border points St.-Louis, 
Mo., Evansville, Ind., Louisville, Ky., and Cincinnati, O., to 
all of the destinations involved in the instant proceeding as 
well as to numerous other southern destinations, which they 
said were approved by the Commission in All Freight Rates 
to Points in Southern Territory, 253 I. C. C. 623. They said 
the all-commodity system of rates had been in effect for many 
years and had stood the test of experience, adding that any 
“lingering doubts” as to the lawfulness of the general plan of 
making carload rates on an all-commodity basis were set at 
rest by the decision in All Freight Rates to Points in Southern 
Territory, supra. 

Establishment of the rates, they said, would enable the 
respondents to handle merchandise traffic more economically 
and efficiently, and were suited to the needs of shippers and 
receivers of such traffic. 

Referring to opposition by the coastwise lines, the rail- 
roads said only Ocean Steamship Co. of Savannah had offered 
tangible evidence of any steps taken to get back into operation, 
the others, they said, being no nearer to resumption of opera- 
tions than they were when the war ended “more than two 
years ago.” 

They took the further position that the “general announce- 
ment of transportation policy in the nature of a preamble to 
the act can not negative the clear intent of Congress in its 
direction to the Commission to give due consideration in pre- 
scribing just and reasonable rates to the effect of such rates 
on the movement of traffic ‘by the carrier or carriers for which 
the rates are prescribed.’” The words last quoted, the rail- 
roads observed, had been inserted in parts I, II and III of the 
act. In support of this view, the railroads quoted Seatrain 
Lines, Inc., vs. Akron, C. & Y. Ry. Co., 243 I. C. C. 199, as 
saying, in part, that the quoted words seemed to mean that 
“no carrier should be required to maintain rates which would 
be unreasonable, judged by other standards, for the purpose 
of protecting the traffic of a competitor,” and said this lan- 
guage was particularly apt in connection with contentions of 
the protestants in the instant proceeding. 


Protestants’ Contentions 


The Maritime Commission said the proceeding might be 
regarded as a “footnote” documenting its petition in Ex Parte 
164, in which it asked for an investigation of all water-com- 
petitive railroad rates arguing that domestic shipping could 
not profitably be resumed after the war unless readjustments 
were made in competitive rail rates to permit adjustment of 
water carrier rates, adding that the validity of this statement 
had been recognized in the three cases that grew out of Ex 
Parte 164. The commission said the record in the instant pro- 
ceeding demonstrated beyond doubt that the suspended rates 
would render impossible the resumption of water-carrier serv- 
ice on the Atlantic Coast. 

Quoting the Supreme Court in Mississippi VaHey Barge 
Line Co. vs. United States, 292 U. S. 282, to the effect that 
rail carriers could not be required to maintain a rate that was 
too high for fear that through the change they might cut into 
the profits of carriers by water, the Maritime Commission said 
it made no contention inconsistent with that language, but that 
“we claim merely that the rail carriers, as one filament of the 
transportation network, are bound no less than other carriers 
to recognize that the national transportation system may not 
be arbitrarily dismembered for their sole advantage.” 
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The Port: of New York Authority said this was at least 
the fourth time the respondents had been before the Commis- 
sion with proposals to establish all-commodity rates from east- 
ern points of origin to the south, and that in each of the cases 
in which Commission findings had been made the proposals 
had been condemned. The brief said the Authority participated 
because of the extremely “destructive results plainly threat- 
ened by the proposed rate structures,” and that it was vitally 
concerned with the preservation of all forms of transportation 
serving the New York district, its interest here chiefly center- 
ing on the coastwise steamship lines. Those carriers would be 
seriously affected if the suspended schedules were permitted 
to apply, it said, since they would tend “only to hamper early 
reestablishment of service.” 

The steamship lines and the Central of Georgia took much 
the same position. -Among other things, they said rates that 
would result from combining existing all commodity rates 
from the east to Washington with the proposed rates south of 
Washington were not only lower than the existing 1. c. 1. class 
rates applying all-rail and water rail, but were actually lower 
than rates they said were condemned as unjust, unreasonable 
and non-compensatory in two previous cases. 

The Southern Motor Carriers Rate Conference among 
other things said it anticipated the respondents would contend 
the case was controlled by the decision in All Freight Rates to 
Points in Southern Terrifory, supra, adding that a fundamen- 
tal distinction had been made bétween that case and the in- 
stant case and an earlier case involving the same type of rates. 


It observed, also, that only two shippers supported the sus- 
pended rates. 


Motor Carriers Oppose Examiners’ 
Report in Forwarder-Motor Case 


Motor carriers filing exceptions with the Commission to the 

proposed report of Examiners Paul O. Carter and J. J. Williams, 
in No. 29493, Freight Forwarders-Motor Common Carriers, 
Agreements, continue to oppose the examiners’ recommenda- 
tions and to argue the benefits to them under present arrange- 
ments for handling forwarder traffic (see Traffic World, Nov. 
15, p. 1413). The examiners had recommended that the present 
system of joint rates and divisions applied in determining com- 
pensation paid by forwarders to motor common carriers be 
found unlawful and that publication by motor carriers of as- 
sembly and distribution rates for the use of forwarders be 
required. 
_ Without exception, the motor carriers say there arg.savings 
in the expense of handling, pick-up and delivery, classification, 
soliciting, billing, collection, and claims in connection with 
forwarder traffic. The majority say that, if forwarders were 
required to pay local rates at off-line points, forwarder service 
to those points would cease to the detriment of shippers and 
receivers, and to the loss of the motor carriers. A number of 
them object to classifying the forwarder as a shipper. 

It is also the position of the motor carriers that forwarder 
traffic balances traffic and reduces empty vehicle mileage, and 
enables the motor carriers to maintain more frequent service 
at many points. They say they find the compensation paid by 
the forwarders adequate, and some examples are cited as show- 
ing that the revenue a hundred pounds on forwarder traffic 
is greater than that on traffic interchanged with other motor 
carriers. 


Additional motor carriers who have filed exceptions to the 
examiners’ report are: 
























Los Angeles-Albuquerque Express, Inc., Denver, Colo.; H. G. 
Rauch Truck Lines, St. Charles, Mo.; Inter-City Freight Lines, Inde- 
pendence, Mo.; Schroder’s Express, Newport, Ky.; Ottawa Transfer & 
Storage Co., Kansas City, Kan.; M & D Motor Freight Lines, Inc., 
Dallas, Tex.; Germann Brothers Motor Transportation, Inc., Ripley, O.; 
St. Joe Valley Express, Inc., South Bend, Ind.; E. A. Schlairet Transfer 
Co., Mt. Vernon, O.; Dundee Truck Line, Toledo, O.; Hauselman 
Transportation Co., Middletown, O.; Hall Bros. Truck Lines, Lawrence, 


Kan.; V. & L. Trucking Co., New Haven, Conn.; and Ace Lines, Ine., 
Fargo, N. D. 


MOLINE AND ROCK ISLAND ENLARGED ZONE 


The Traffic Bureau of East Moline, Moline, Rock Island, 
Inc., has petitioned the Commission in MC C-329, Davenport, 
Ia.-Rock Island and Moline, Ill., Commercial zone, for re- 
opening reconsideration, and a new or amended order. It asks 
that the amended order include, in addition to the present 


commercial zone, effective since January 1, 1943, the fol- 
lowing: 


All of South Moline township; all of South Rock Island Township; 
that portion of Blackhawk township east of the corporate limits of 
Milan, Ill., and north of Illinois route 92; that portion of Coal Valley 
township east of the boundary of Blackhawk township and north of 










































































1502 





Illinois route 92 and east to U. S. highway 150; the Moline airport in 
Coal Valley township; that portion of Hampton township lying south © 
of the corporate limits of East Moline, Silvis, and Carbon Cliff, Ill., 
and north of Colona road east to junction of routes Ill. 2 and 92 just 
south of Carbon Cliff, north on routes 2 and 92 to corporate limits of 
Carbon Cliff, Ill., including points on such boundaries; the site of the 
Rock Island Sand & Gravel pit located one and one-half miles south 
of Milan, and territory between the corporate limits of Milan and the 
gravel pit. 


The bureau assigned industrial expansion and a proposed 
airport near Moline as enlarging the territory that should 
be included in the commercial zone. 

A similar request was recently filed by the Davenport 
Traffic Bureau and the Davenport Chamber of Commerce (see 
Traffic World, Nov. 1, p. 1260). 


Water Transport of Trucks and 
Trailers, N. Y.-Conn., Proposed 


Julius and Albert D. Kanrich, doing business as Seatrailers 
Co., of New York, N. Y., ask the Commission for authority, in 
W-975, to institute an operation as a common carrier of all 
commodities, the year around, when those commodities are 
loaded in motor trucks or motor truck trailers of motor com- 
mon carriers, and to trarisport trucks and trailers loaded or 
empty, between New York, N° Y., and New London, Conn. The 
applicants propose to make three trips eastward and three trips 
westward each week, on alternate days. 

The applicants said surveys made by the state of Connecti- 
cut showed an annual average daily truck and truck trailer 
traffic of 4,000 vehicles at the New York state line, and 900 
vehicles at the Rhode Island state line, covering traffic in both 
directions. This, they said, indicated a potential of about 3,000 
vehicles a day available for the service proposed to be offered. 
They said each trailer would be charged $1.35 a linear foot, a 
30-foot trailer to be charged about $45. For a 302-day opera- 
tion, the applicants estimated that transporting 7,852 trailers 
a year at $40 a trailer would produce revenue of $314,080; 8,280 
trailers, $251,200; or 5,496 trailers, $219,800, using a converted 
“L. S. M.” vessel, with costs estimated at $218,200. 

For an “L. S. T.” vessel, they estimated the operation 
would cost $323,580 a year, with full capacity used each day 
producing an estimated revenue of $543,600; 10,872 trailers, 
$434,880; or 9,513 trailers, $380,520. The revenue figures in the 
case of each vessel were based on full capacity, 80 per cent of 
capacity, and 70 per cent of capacity. 


BALTIMORE I. C. C. PRACTITIONERS 


The Baltimore chapter of the Association of I. C. C. Practi- 
tioners, at its recent meeting, elected W. F. King, traffic man- 
ager of the Baltimore Porcelain Steel Corporation, as its new 
chairman; Other officers elected are: Vice-chairman, L. J. 
Cantor, division traffic manager, Koppers Corporation, Bartlett 
Hayward division; secretary and treasurer, E. S. Howe, traffic 
representative, Mexican Petroleum Corporation. Members of 
the executive committee include Ollie W. Hubbard, traffic man- 
ager, W. M. Schluderberger T. J. Kurdle Co., and Edward J. 
Derenthal, traffic manager, Montgomery Ward & Co. 


PITTSBURGH I. C. C. PRACTITIONERS 


The Pittsburgh region chapter of the Association of I. C. C. 
Practitioners will hold a dinner meeting November 24 in the 
Hotel Henry, Pittsburgh, Pa. Anthony G. Allison, vice-pres- 
ident, Transportation Association of America, will speak on 
“Codification of the National Transportation Laws.” 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 


Morris Dickey Acree, Oklahoma City, Okla.; Walter Arthur Bene- 
deck, Chicago, Ill.; Wendell Berge, Washington, D. C.; William Charles 
Bittner, Akron, O.; Kent Breard, Monroe, La.; William Denis Cav- 
anaugh, New York, N. Y.; Eugene Hagood Cavia, Galveston, Tex.; 
Brantley P. Chappell, LaCrosse, Wis.; Dallas L. Cook, Denver, Colo.; 
Harold B. Corwin, Washington, D. C.; John Henry Coughlin, Chicago, 
Ill.; James O. Courtney, Somerset, Pa.; Thomas F. Curran, Spokane, 
Wash.; Willard S. Curtin, Morrisville, Pa.; Frank Melvin Cushmen, 
New York, N. Y.; John Deremigio, Akron, O.; Donald Stewart Dugan, 
Chicago, Ill.; Sidney Emberg, Chicago, Ill.; Tom H. Fitzgerald, Chicago, 
Tll.; Arnold J. Fossum, Mankato, Minn.; Maurice Harrison Frumes, Chi- 
cago, Ill.; Harold Wilford Goodwin, Wichita, Kan.; William Anthony 
Green, Atlanta, Ga. 

Norman B. Haley,-Jr., Los Angeles, Calif.; George F. Harrington, 
Chicago, Ill.; William A. Head, Philadelphia, Pa.; Dean Andrew Her- 
rold, Akron, O.; Fred R. Holtzwart, Los Angeles, Calif.; Rea Means 
Hutcherson, Kansas City, Mo.; Herbert Jacob, Kansas City, Mo.; Cecil 
E. Johnson, Jr., Ashdown, Ark.; John T. Kain, Minneapolis, Minn.; 
Edward Leonard Keating, New York, N. Y.; Ray D.-Kelsey, Des 
Moines, Ia.; Robert Lynn Lamar, Cabool, Mo.; Arnold J. Larson, Chi- 
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cago, Ill.; William Robert Liberty, Denver, Colo.; Lee Loevinger, 
Minneapolis, Minn.; Alfred J. Luhks, Jersey City, N. J.; Timothy Pat- 
rick McCarthy, New York, N. Y.; William Bulgin McGuire, Charlotte, 
N. C.; Alfred McKnight, Fort Worth, Tex.; Walter G. Mead, Salem, 
Ind.; Martin A. Meyer, Jr., New York, N. Y.; James Donald Middleton, 
Chicago, Ill.; John Thomas Morgan, Big Spring, Tex. 

Stewart Orville Morrison, St. Louis, Mo.; George Henry Mundell, 
Philadelphia, Pa.; George A. Munro, Kearney, Neb.; Richardson Wads- 
worth Nahstoll, Portland, Ore.; Alfred Michael Nittle, Bangor, Pa.; 
Francis Joseph O’Connor, Green Bay, Wis.; Arthur Duane Ohnesorge, 
Chicago, Ill.; Bert L. Overcash, Lincoln, Neb.; Robert Vincent Peabody, 
Buffalo, N. Y.; George H. Pennell, Chicago, Ill.; Gerald Herman Pfister, 
New York, N. Y.; Clemens A. Poelker, Jr., St. Louis, Mo.; George E. 
Pratt, Detroit, Mich.; Joseph Gorman Reed, Providence, R. I.; Charles 
H. Robinson, Akron, O.; Placido Romano, New York, N. Y.; James J. 
Rowan, Philadelphia, Pa.; Francis. T. Ryan, Minneapolis, Minn.; Carl 
John Ryden, Chicago, Ill.; Robert W. Schweitzer, Chicago Heights, 
Tll.; Clifford B. Smith, Kansas City, Mo.; George Maynard Smith, At- 
lanta, Ga.; Plummer Snyder, Lansing, Mich.; Ormond Somerville, Bir- 
mingham, Ala.; Louis Stephen Sternberg, Kansas City, Mo.; Robert 
Allen Strayer, Chicago, Ill.; Charles Willard Thompson, Birmingham, 
Ala.; Harold Joseph Toner, Kansas City, Mo.; Leonard D. Verdier, Jr., 
Grand Rapids, Mich.; William N. Wedemeyer, St. Louis, Mo.; Marshall 
R. Wendt, Chicago, Tll.; F. Russell White, Chicago, Ill.; Hugh Bradley 
Wilson, Pittsburgh, Pa.; Edward A. Witte, -Chicago, Ill.; John J. 
Wygant, Jersey City, N. J.; Charles F. Zak, Chicago, Ill.; and Edward 
F. Zappen, Marshfield, Wis. 


Harding on Future Operating 
Plax for Pullman Co. 


“The present operating arrangement of the Pullman Com- 
pany is good enough for the interim period ending December 
31, 1948, but would not be satisfactory for the future,” said 
C. R. Harding, president of the Pullman Co., at a dinner meet- 
ing of the Western Railway Club in the main ballroom of the 
Sherman Hotel, Chicago, November 17. The subject of Mr. 
Harding’s speech was “Pullman Sleeping Car Service—What 
it is, What it does, What of its future.” J. W. Barriger, presi- 
dent of the Monon Railroad, introduced the speaker. 

Stating that the time was not yet ripe for the announcing 
of any definite plan for the future, Mr. Harding indicated, how- 
ever, that the operating plan would have to be different than 
the present uniform operating contract because the latter has 
not been profitable, and because there was no commitment on 
the part of any railroad to continue beyond the interim period 
the lease-of railroad owned sleeping cars to the company for 
operation. 

The speaker cited three “important elements” which had to 
be threshed out before a definite plan could be announced. 
These were, he said, the importance of maintaining the Pull- 
man organization intact “as a vital, living, essential agency for 
the good of the industry”; the “extreme desirability” of having 
contractual arrangements which can be settled on a month-to- 
month basis, and, finally, the matter of rates to be charged for 
sleeping car service. 

In conclusion, Mr. Harding said: 


To recapitulate, it is my judgment that the objective to be sought 
in any plan is to perpetuate the splendid service that has become an 
important national institution; that will provide enough latitude and 
incentive for new owners, with alert, aggressive management to earn a 
reasonable return for their efforts and upon their investment; and that 
will do away with the quarrels incident to annual contract settlements. 

For the Pullman organization this is the red hot job of the moment. 
I have confidence that we will emerge from the purgatory of the in- 
terim period into the kind of paradise that will be best for the public 
interest and best for the railroad industry. 


STATE COMMISSION PERSONNEL CHANGES 


Harold Leon Barnard, formerly engaged in the trucking 
business and otherwise identified in recent years with the truck- 
ing industry, has been appointed a member of the New Hamp- 
shire Public Service Commission, succeeding Commissioner 
Swain who left the commission on September 3, according to 
Frederick G. Hamley, general solicitor, National Association of 
Railroad and Utilities Commissioners. Mr. Barnard served as 
regional director of the Office of Defense Transportation on 
appointment by Director Eastman in February, 1942. 

In California, William H. Gorman has resigned as director 
for Southern California, Public Utilities Commission, to accept 
a position as assistant to the vice-president of National City 
Lines and assistant to the vice-president of Pacific City Lines. 


SEABOARD’S NEW “SILVER STAR” 


The name selected in the $500 prize contest for the Sea- 
board Air Line Railroad’s streamlined train to be put in service 
December 12 for travel between New York and both coasts 
of Florida is “The Silver Star,” C. E. Bell, passenger traffic 
manager of the road, announced. Mrs. Harry Jordan of St. 
Petersburg, Fla., won the $500 prize. Judges revealed that a 
total of 30,000 names was suggested by 21,207 different people 
throughout the nation. 
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U. S. SUPREME COURT NEWS 





Supreme Court Rules for Broad 
Wage-Hour Exemption for Trucks 


Drivers and mechanics of a truck line whose operations in 
interstate commerce comprise, on an average, as little as 4 
per cent of the service performed by it annually are subject to 
the Interstate Commerce Commission’s authority to prescribe 
requirements for safety of operation of motor vehicles, and are 
therefore not subject to the provisions of the fair labor stand- 
ards act of 1938 (the wage-hour law) requiring payment of 
overtime wage rates for work performed in hours in excess of 
40 hours a week, the Supreme Court of the United States has 
decided, in an opinion to which four of the nine justices dis- 
sented. 


The majority opinion, handed down in No. 7, James F. 
Morris, Petitioner, vs. William R. McComb, Administrator of 
the Wage and Hour Division, United States Department of 
Labor, was written by Justice Burton. Justice Murphy wrote a 
dissenting opinion in which Justices Black and Douglas,con- 
curred, and Justice Rutledge wrote another dissenting opinion. 

Justice Burton said that the considered case required fur- 
ther application of the principles stated in two earlier truck 
wage-hour cases, Levinson vs. Spector Motor Service, 330 U. S. 
649, and Pyramid Motor Freight Corporation vs. Ispass, 330 
U. S. 695. 


“The first question,” he said, “is whether the Interstate 
Commerce Commission has the power, under section 204 of the 
motor carrier act, 1935, to establish qualifications and max- 
imum hours of service with respect to drivers and mechanics 
employed full time, as such, by a common carrier by motor 
vehicle, when the services rendered, through such employes, 
by such carrier, in interstate commerce, are distributed gen- 
erally throughout the year, constitute 3 per cent to 4 per cent 
of the carrier’s total carrier services, and the performance of 
such services is shared indiscriminately among such employes 
and mingled with their performance of. other like:services for 
such carrier not in interstate commerce. The other question is 
whether, if the Commission has that power, the overtime re- 
quirements of section 7 of the fair labor standards act of 1938 
apply to such employes in view of the exemption stated in sec- 
tion 13(b)(1)_of that act. We hold that the Commission has 
the power in question and that the overtime requirements of 
section 7 of the fair labor standards act therefore do not apply 
to such employes.” 

History of Case 


Justice Burton recited that the suit of the wage-hour ad- 
ministrator against the carrier—the James F. Morris Cartage 
Co., of Ecorse, Mich.—had been filed in 1942, and had alleged 
violations of the wage-hour law of 1938, through failure to pay 
overtime to employes in accordance with provisions of the 
wage-hour law; that the federal district court for the eastern 
Michigan district, in which the suit was filed, had dismissed 
the complaint in September, 1946, and that the U. S. Circuit 
Court of Appeals had reversed the lower court’s judgment in 
May, 1946, and had remanded the case for further proceedings. 
He noted that the Morris Cartage Co. operated as*a motor 
common carrier in and about the metropolitan area of Detroit, 
Mich., was engaged principally in the transportation of steel, 
employed about 60 persons in 1941, and was prepared to and 
did render general cartage service to the general shipping pub- 
lic. He said that the Morris company’s business consisted about 
35 per cent of transportation of steel largely within steel plants, 
61 per cent of transportation between steel mills and industrial 
establishments, and 4 per cent of transportation of miscella- 
neous freight directly in interstate commerce. 

“As this is an action only for an injunction relating to fu- 
ture practices,” Justice Burton said, “the situation can be met 
by limiting the injunction to the appropriate classifications of 
workers. On this basis, the injunction against violation of sec- 
tion 7 of the fair labor standards act may be issued as to those 
garagemen and laborers who are not ‘mechanics’ as defined by 
the Interstate Commerce Commission, and the issue before us 
is limited to the proper application of such an injunction to such 
‘mechanics.’ : ‘ 

“The drivers are full-time drivers of motor vehicles well 
within the definition of that class of work by the Commission if 
the work is done in interstate commerce. ... From August 1, 
1940, to August 1, 1941, these (collective bargaining) agreements 
required payment of overtime in excess of 52 hours a week at 
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one and one-half times the regular rate. After August 1, 1941, 
as a concession to wartime conditions, this additional rate was 
applied only to overtime in excess of 54 hours a week. The 
statutory workweek which would be applicable under section 
7... at all times has been substantially shorter than that just 
mentioned. 

“Special Situation” 

“As to these drivers and these ‘mechanics’ whose work 
affects safety of transportation ... the special situation pre- 
sented is that on the average, only about 4 per cent of their 
time and effort has been, or is likely to be, devoted to services 
in interstate commerce... . 

“In the record before us, instead of 4 per cent of the driving 
time of each driver being devoted each day to interstate com- 
merce without relation to what the driver does at other times, 
the parties present the actual experience of the petitioner and 
his drivers throughout 1941. . . . Only the ‘pickup trips’ and 
‘boat dock trips’ are counted as being in ‘interstate commerce.’ 
. . . These constituted 3.65 per cent ofthe petitioner’s total 
trips. They were not distributed equally to each driver nor on 
the basis of 4 per cent of his time each day. However, appar- 
ently in the normal operation of the business, these strictly in- 
terstate commerce trips were distributed generally throughout 
the year and their performance was shared indiscriminately by 
the drivers and was mingled with the performance of other like 
driving services rendered by them otherwise than in interstate 
commerce. These trips were thus a natural, integral and appar- 
ently inseparable part of the common carrier service of the 
petitioner and his drivers... . 

“From the point of view of safety in interstate commerce, 
the hazards are not distinguishable from those which would be 
presented if each driver drove 4 per cent of his driving time 
every day in interstate commerce. In both cases there is the 
same essential need for the establishment of reasonable require- 
ments with respect to qualifications and maximum hours of 
service of employes. If the common carrier is required, by vir- 
tue of that status, to take this interstate business he must per- 
form the required service in accordance with the requirements 
established by the Commission... . 


Purpose of Congress 


“We hold that the Commission has the power to establish 
qualifications and maximum hours.of service .. . for the entire 
classification of petitioner’s drivers and ‘mechanics’ and it is 
the existence of that power (rather than the precise terms of 
the requirements actually established by the Commission in the 
exercise of that power) that Congress has made the test as. to 
whether or not section 7 of the fair labor standards act is appli- 
cable to these employes. Congress has gone out of its way to 
make this purpose clear in cases comparable to the one before 
us. It has done this by making the power of the Commission, 
under section 204 .. . expressly applicable to motor vehicle 
pickup and delivery services within terminal areas, to transpor- 
tation in interstate commerce wholly within a metropolitan 
area, and to casual, occasional, or reciprocal transportation of 
property in interstate commerce by any person not engaged in 
transportation by motor vehicle as a regular occupation or 
business. 

“Having determined that the Commission has the power to 
establish qualifications and maximum hours of service for these 
drivers and ‘mechanics’ under section 204 of the motor carrier 
act, the question recurs as to whether, in the face of the exemp- 
tion stated in section 13(b)(1) of the fair labor standards act, 
the requirements of section 7 of that act nevertheless apply to 
these employes. This issue as to the possible reconciliation of 
the language of these acts so as to provide for concurrent juris- 
diction was considered at length in the Levinson case and the 
conclusion was there reached that such a construction was not 
permissible. 

“This discussion has proceeded on the basis of the facts 
which were stipulated to exist in 1942. This treatment, however, 
should not be interpreted. as necessarily restricting the district 
court to the present record if, for good cause, that court finds 
it advisable to consider additional evidence or to retry the case 
de novo. 

“For these reasons, the judgment of the Circuit Court of 
Appeals is vacated and the cause is remanded to the district 
court for further proceedings consistent with the opinion of the 
Circuit Court of Appeals, as here modified.” 


Justice Murphy’s Dissent 


Justice Murphy, in his dissent in which he was joined by 
Justices Black and Douglas, said that approximately 7 per cent 
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of the activities of the considered employes were beyond the 
Commission’s jurisdiction, “yet it is by the slender thread of 
this ‘power’ that they fall within section 13(b)(1) and hence 
are deprived of the benefits of the fair labor standards act.” 
“Due respect for the legislative purpose militates against 
such a result,” he continued. “We are dealing here with a 
statute that is dedicated to the proposition that laboring men 
are to be treated as something more than chattels. And their 
statutory rights are not to be discarded by adherence to for- 
malistic dogmas of interpretation. . . . Engaging in an occa- 
sional and microscopic amount of activities affecting safety of 
operation should no more exclude employes from the (fair 
labor standards) act than sporadically shipping insubstantial 
amounts of goods in interstate commerce should bring those 
engaged in such shipments within the purview of the act... . 

“Interpreting section 13(b)(1) in disregard of reality only 
acts as an open invitation to evade the act and to destroy the 
statutory rights of those trucking concern employes who now 
perform no activities which affect the safety of operations. All 
that the employer need to do to withdraw the benefits of the 
act from these employes is to send them occasionally to a 
terminal to pick up or deliver a piece of interstate freight. They 
then fall into the ‘power’ of the Interstate Commerce Commis- 
sion and automatically lose their rights under the fair labor 
standards act. I accordingly dissent.” 


Views of Justice Douglas 
Justice Rutledge, in his separate dissent, said: 


But for this court’s decisions in the Levinson and Ispass cases, my 
views in this case would be in substantial accord with those expressed 
by Mr. Justice Murphy. See Levinson vs. Spector Motor Service, 330 
U. S. 649, dissenting opinion at 685; Pyramid Motor Freight Corp. vs. 
Ispass, 330 U. S. 695. I thought the decisions in those cases fore- 
shadowed the extreme result here, which goes so far as to exclude 
from the fair labor standards act’s protection at least two employes 
who made no trips in what petitioner regards as the interstate phase 
of his business. While on the other hand one driver made 97 such 
trips, there were others who made only very occasional ones. 

Although I regarded the Levinson and Ispass decisions as fore- 
shadowing and perhaps concluding any situation where the employe’s 
work would substantially affect safety in interstate operations, and thus 
as going to the extent of exempting from fair labor standards act 
coverage any employe whose work substantially affects such safety, I 
did not understand that all employes driving for a company engaged 
principally in intrastate commerce but doing a very small amount of 
interstate commerce would be lumped together, for purposes of exclu- 
sion, on the basis of the proportionate amounts of work done by the 
company in those phases of its business. That I think is the effect of 
the present decision. To that extent, I also think the ruling constitutes 
an extension of the exemption beyond that sustained in the Levinson 
and Ispass cases. 

On the basis of the decision last term in United States vs. Yellow 
Cab Co., 332 U. S. 218, I also have difficulty with the view that any of 
the carrier’s services here were rendered in interstate commerce. That 
decision held that the transportation in Chicago of passengers and their 
luggage from their homes, offices, hotels, etc., to railroad stations for 
the purpose of boarding trains on interstate journeys, and conversely 
the like use of taxicabs in the reverse direction after leaving trains on 
arrival in’.Chicago following such journeys were ‘too unrelated to 
interstate commerce to constitute a part thereof within the meaning 
of the Sherman act.’ 332 U. S. at 230. While I was not in agreement 
with the Yellow Cab decision, the same ruling, if applied to the facts 
here, would make the so-called ‘interstate commerce,’ i. e., the trans- 
portation of freight from petitioner’s customers’ places of business to 
shipping terminals, intrastate rather than interstate commerce. 

I am unable to agree with the court’s opinion. 


TEXAS INTERVENES IN ROCK ISLAND CASE 


Federal District Judge Michael L. Igoe, of Chitago, on 
November 12 took under advisement the question of his right 
to approve the dissolution of a Texas subsidiary—the Chicago, 
Rock Island & Gulf Railroad—of the Chicago, Rock Island & 
Pacific Railway, following oral argument by C. K. Richards, 
assistant attorney general of Texas, and Ray Garrett, counsel 
for the reorganization managers of the Rock Island. The re- 
organization managers had sought court authority to dissolve 
the Iowa and Illinois corporations and the subsidiary corpora- 
tions, and to incorporate the reorganized Rock Island company 
under Delaware Laws. 

Mr. Richards contended that under Texas law, out-of-state 
railroad corporations cannot engage in intrastate traffic, and 
that under the proposed reorganization, the Rock Island would 
be restricted to interstate traffic in Texas. He said that the 
court had no right to approve dissolution of the road’s Texas 
subsidiary. Mr. Garrett asserted that the court had complete 
authority to override such state laws in carrying out provisions 
of the reorganization plan. The state of Louisiana, in a com- 
munication to the court, announced it adopted the same posi- 
tion as the state of Texas. 

Judge Igoe gave Mr. Richards ten days to file a brief in 
support of his contention, and permitted the road’s reorganiza- 
tion managers an additional five days to file an answer. 
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Supreme Court Denies Rock Island 
Rehearing; I. C. C. Letters Cited 


Petitions of the debtor road. and of the protective commit- 
tee for holders of its 7 per cent and 6 per cent preferred stock, 
requesting rehearing on the court’s denial of certiorari in Nos. 
178-183, Chase National Bank vs. Cheston et al., and Nos. 184- 
189, Rock Island vs. Metropolitan Life Insurance Co. et al. (see 
Traffic World, Oct. 25, p. 1193), were denied by the Supreme 
Court of the United States on November 17. 

The court’s denial of certiorari and of rehearing brought to 
a close a bitter legal contest in which exclusion of stockholders 
of the Rock Island from participation in the capitalization of 
the reorganized company was in issue. 

The debtor railroad’s petition for rehearing contained re- 
productions of correspondence between counsel for the debtor 
and Commissioner Mahaffie, of the Commission, written after 
the denial of certiorari by the Supreme Court, revealing that 
the attorneys for the Rock Island had tried unsuccessfully to 
obtain from the Commission a statement as to the desirability 
of reconsideration of the Rock Island reorganization plan in the 


‘ light of its declaration, in a letter addressed to Chief Justice 


Vinson by Chairman Aitchison on its behalf, that there had been 
“material changes in the situation as it affects the condition of 
the debtor.” 

Letter to Chairman Aitchison 


John Gerdes and Henry F. Tenney, attorneys for the debtor 
road, told the court in their rehearing petition that, after the 
denial of certiorari, they had written to Chairman Aitchison on 
October 28 in an effort to obtain a “more positive and helpful 
suggestion” from the Commission. The text of their letter as 
shown in their petition included a request that the Commission 
“express publicly its views as to desirability of a reconsideration 
of the present plan” of reorganization in the light of the “mate- 
rial changes” that Chairman Aitchison referred to in his letter 
to Chief Justice Vinson. Their letter also included the following: 


The rights of thousands of junior creditors of the debtor should 
not be sacrificed by a situation in which the Commission refuses to 
express its views on the merits of the plan in the light of changed 
conditions, and, because of such refusal, the courts refuse to pay any 
attention to the expressed attitude of the Commission that material 
changes in the situation have occurred in the condition of the debtor. 
...It is...urged that the Commission act on this request at the 
earliest possible moment in order that the matter may be presented 
to the Supreme Court before November 14 (expiration date of the time 
for making application to the court for rehearing on the order denying 
the cértiorari petition). 


Reply from Commissioner Mahaffie 


Messrs. Gerdes and Tenney said the response they received 
was dated October 31 and signed by Commissioner Mahaffie. 
In that letter, reproduced in the rehearing petition, Commis- 
sioner Mahaffie said the request of October 28 had been re- 
ferred to division 4 for consideration, and added: 


As we understand your suggestion, it is that the Commission should 
make further representations to the Supreme Court... Division 4 has 
carefully considered your suggestion and has authorized me to advise 
you that it does not see its way clear to comply with it. 


The Rock Island rehearing petition then showed that on 
November 3 Messrs. Gerdes and Tenney had written, in a letter 
to Commissioner Mahaffie, that “we refrained in our letter of 
October 28 from asking you to submit anything to the court.” 


_ “The parties, however,” they wrote, “desire to know the 
opinion of the Commission as to whether the ‘material changes 
in the sityation as it affects the condition of the debtor’ are 
such as to warrant changes in the Rock Island plan. . . . We 
therefore respectfully request you to give us your views on 
this matter.” 


In his reply to this letter, November 6, Commissioner 
Mahaffie called attention to the position of division 4 as stated 
in his letter of October 31. 


: “Under the circumstances,” he continued, “it would be 
inappropriate for me to express any personal views concerning 
the matter. Expression of a Commissioner’s personal views re- 
garding a proceeding is rather plainly treated in the court’s 
opinion in Minneapolis & St. Louis Railroad Co. vs. Peoria & 
P. U. Ry. Co., 270 U. S. 580, 585. Speaking of an order of the 
Commission, the court stated that ‘it cannot be affected by what 
. —e of the Commission may declare informally was in- 
ended.’ ” 


Messrs. Gerdes and Tenney thereafter stated, in their re- 
hearing petition, that “as the. time: to file this application . . 
expires on November 14, it is no longer possible, in advance of 
filing this application, to pursue the matter with the Commission 
to obtain its definite views on the question as to whether the 
‘material changes in the situation as it affects the condition of 
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the debtor’ are such as to make it desirable in the opinion of 
the Commission to reconsider the Rock Island plan.” 


Filing of I. C. C. Brief Proposed 


“In order to avoid grave injustice,” their petition continued, 
“the debtor respectfully asks this court to request the Commis- 
sion to file a brief with it specifying whether the Commission 
deems changes should be made in the plan to meet the change 
in the economic status of the debtor, and specifying the changes, 
if any, which it deems should be made. In the meantime, it is 
requested that his court withhold a decision on this application 
for a rehearing until the receipt by it of such brief from the 
Commission.” 

The rehearing petition of the preferred stockholders’ pro- 
tective committee included the representation that, in view of a 
policy stated by the Commission’s Bureau of Finance, to the 
effect that it was not the Commission’s practice to recommend 
to a court that the court return a plan of reorganization for 
reconsideration and possible revision without a specific request 
from the court for the Commission’s views, the letter Chairman 
Aitchison had written to Chief Justice Vinson took on “special 
significance.” 

“The inference is inescapable,” the petitioning committee 
said, “that the changes referred to by the Commission were of 
a kind not ‘envisaged’ or ‘considered’ by the Commission in its 
formulation of the plan certified May 1, 1944. . . . Why should 
the Commission so advise the court if the ‘material changes in 
the situation as it affects the debtor’ were merely changes that 
the Commission had foreseen and considered in its formulation 
of the plan in 1944...” 
































Aitchison Answers Rep. Walter's 
Criticism of Letter to Court 


The Commission had not reversed its attitude toward rail- 
road reorganization legislation pending in Congress, it had 
taken no position as to what effect should be given to changes 
in the financial situation of the Rock Island, and its action in 
addressing a letter to the Chief Justice of the U. S. Supreme 
Court concerning the Rock Island reorganization case did not 
result from coercion, said Chairman Aitchison, of the Commis- 
sion, in a letter to representative Walter, of Pennsylvania, an- 
swering a letter in which Representative Walter had severely 
criticized the Commission (see Traffic World, Oct. 25; ‘p. 1193). 

Representative Walter, a member of the House judiciary 
committee and an opponent of legislation designed to provide 
“equity” for stockholders of railroads undergoing reorganiza- 
tion, had described as “unprecedented and impertinent” a letter 
which Chairman Aitchison, on behalf of the Commission, had 
addressed to Chief Justice Vinson, stating the Commission’s 
views about changed conditions in the Rock Island reorganiza- 
tion proceeding (see Traffic World, Oct. 18, p. 1126). Chairman 
Aitchison said the object of the Commission’s letter was to ad- 
vise the court that “should certiorari be granted (in the Rock 
Island case) and the plan eventually be remanded to the Com- 
mission, the Commission is prepared to give full hearing on the 
facts and a report thereon as may be warranted.” 

Subsequently, Representative Walter wrote Chairman 
Aitchison that, while the Commissioner’s letter to the Chief 
Justice appeared non-committal,: “the fact that you had the 
audacity to send it spells a complete reversal of your Commis- 
sion’s attitude toward reorganization legislation now pending 
before the Congress.” He said he was “amazed and astounded 
by the Commission’s letter to the court. The text of Chairman 


Aitchison’s reply, made available by Representativé ‘Walter, 
follows: 








































Receipt of your letter of October 17 with respect to the Rock Island 
reorganization was acknowledged on October 21. The commissioners 
regret that you take such exception to the action of the Commission in 
sending its letter of October 9, 1947, to the Chief Justice of the United 
States, concerning the reorganization proceeding. We have long valued 
your opinions concerning our work, often expressed with much force 
on the Floor of the House. 

1. When the letter from Mr. Wattawa was under consideration a 
majority of the Commission was of the view that it should not formally 
intervene and take a position with respect to the petitions for certiorari. 
Upon later consideration, however, a majority was of the view (Com- 
missioner Mitchell voting in the negative) that, having general knowl- 
edge of the situation of the Rock’ Island, and being in -position to 
proceed promptly with any further investigation of the matter the 
Court might direct, the Commission should send the letter, which was 
short of formal intervention and took no position on the merits of the 
petitions. The letter to the Chief Justice reflects the majority view as 
to appropriate action. 

2. The letter to the Chief Justice made no reference to pending 
legislation and the Commission does not consider that it had any bear- 
ing on that subject. The Commission has not reversed its attitude 
towards reorganization legislation pending before the Congress, 

3. During the past several years the financial condition of railroads 
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and important trends with respect to their traffic have been in a state 
of flux. Although the Commission is in touch with such matters, its 
individual members cannot be intimately and completely informed as 
to the details with respect to each railroad at all times. The trends 
have been constantly changing, and can at times be recognized or 
evaluated only with difficulty. The recent agitation with respect to the 
Rock Island focused attention upon that railroad. The Commission has 
taken no position as to what, if any, effect should be given to the 
changes in the Rock Island situation. 

In reply to your unnumbered question the Commission does not 
consider that the investigation of any of its activities by a committee 
of the Congress constitutes the bringing of pressure upon it, in an 


objectionable sense. The action of the Commission did not result from 
coercion. 


Commissioner Mitchell having voted against sending the letter in 
question, took no part in the formulation of this letter. Commissioner 
Rogers has been absent and has not been consulted. 


GOVERNMENT ALLEGES OVERPAYMENTS TO S. P. 


Attorney General Clark has announced that the govern- 
ment has filed with the California commission at San Francisco 
a complaint against the Southern Pacific Company to recover 
reparation for alleged overpayments collected on shipments 
from Permanente to Coram and Redding, Calif., of cement for 
use in the construction of Shasta Dam near Redding. The 
government alleges that the rates charged were unjust and 
unreasonable and that similar carload shipments of cement 
over practically the same route to the same destination were 
charged substantially lower rates than those applied from 
Permanente. Assistant Attorney General Sonnett said that, if 
the rates and charges in issue were adjusted to the rate basis 
accorded by the Southern Pacific on similar shipments, it was 


estimated that approximately $2,225,000 would be recovered 
“for the people.” 


OKLA. COMMISSION WITHOUT AIRLINES POWER 


“In Oklahoma, the State Supreme Court has ruled that the 
Oklahoma Corporation Commission has no jurisdiction over air 
transportation companies,” Frederick G. Hamley, general solic- 
itor of the National Association of Railroad and Utilities Com- 
missioners, has advised members. ; 

The decision was handed down “In Reapplication of Central 
Airlines, Inc.,’”’ October 21, with two judges dissenting. 

The court held that the constitutional provisions defining 
the commission’s power over “transportation companies” was 
limited by a subsequent section stating that such power “shall 
include” specific types of transportation companies, not includ- 
ing air transportation companies, said Mr. Hamley, adding: 


In reaching this conclusion the court referred to the rule of con- 
struction known as ‘‘ejusdem generis’’ under which it is usuafly held 
that general words do not explain or amplify particular terms preced- 
ing them, but are themselves restricted and explained by the particular 
terms. The court recognized that this rule had no literal application in 
the instant case, where the general words precede those of specifica- 
tion. ‘‘But it does not follow,’’ the court said, ‘‘that the same principle 
does not apply where, manifestly, the specific words have reference to 
the same subject-matter as that of the general words. . . . The under- 
lying authority for such application is to be found in the ancient and 
generally accepted rule of construction known as ‘Noscitor A Socils’ 
(46 C. J, 496 and cases there cited) which, according to Broom’s Legal 
Maxims, means: ‘The meaning of a doubtful word may be ascertained 
by reference to the meaning of words associated with it’.’’ 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 

prosecutions, in federa] courts, for violations of motor carrier 

provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Northern Georgia district, Atlanta division, at Atlanta. A 
permanent injunction was granted, November 5, against R. Q. 
Black, dba Superior Trucking Co., restraining him from en- 
gaging or holding himself out to engage as a common carrier 
by motor vehicle in the transportation of automobile parts, 
accessories and supplies unless and until such time as he should 
hold authority from the Commission. The defendant now holds 
a certificate to transport machinery and machinery parts and 
claimed the right under that authority to transport automobile 
parts. Following a trial and the submission of briefs by both 
parties, the court held that the commodity description ‘“ma- 
chinery and machinery parts” did not include automobile parts. 

Eastern Wisconsin district, at Milwaukee. On November 3, 
J. W. Cartage Co., of Milwaukee, was fined $1,000, which was 
paid forthwith, on its plea of guilty to an information charging 
it with operating as a contract carrier without authority and 
with failing to keep and maintain drivers’ logs. 

New Jersey district, at Newark. On November 7, fines 
totaling $800 were imposed on Selma Swid, doing business as 
Swid Trucking Co., of Hoboken, N. J., and Dave Swid, on sep- 
arate pleas of guilty to an information charging the former with 
operating as a common carrier of property without authority 
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and the latter with aiding and abetting in the conduct of the 
involved interstate operations. The defendants were ordered 
to pay $400 each. 


Export and Transport Controls 
Urged by Truman 


Included in recommendations offered to meet the foreign 
and domestic situations confronting the United States, Pres- 
ident Truman, addressing Congress when it met November 17 
in response to his call, said that authority to allocate transpor- 
tation services should be extended and that, in addition, exist- 
ing export controls should be continued and strengthened. 

“Goods that we cannot wisely export must be kept here, 


and the shipments we make must go where they are needed 
most,” said he. “Profiteering in exports must be prevented.” 
In recommending that legislation be enacted authorizing 
the government to impose price ceilings on vital commodities 
in short supply that basically affect the cost of living, the 
President said if the government imposed price ceilings cover- 
ing a specific area of production, “it should in all fairness have 
the authority, in that same area, to prevent wage increases 
which will make it impossible to maintain the price ceilings,” 
although he believed there would be few occasions for use of 
such authority. , 


In speaking of price ceilings, the President said basic ele- 
ments in the cost of living were food, clothing, fuel and rent. 
In addition, said he, the legislation should be broad enough to 
authorize price ceilings on those vital commodities in short 
supply that basically affected industrial production. The Pres- 
ident qualified his recommendations for price ceilings, how- 
ever, by saying “this does not mean that price ceilings should 
be imposed on all items within the classes I have mentioned.” 


“For example,” he continued, “price ceilings would not be 
necessary for staple food and clothing items not in short supply 
or for any delicacies or luxuries. The same principle of selec- 
tive treatment would apply to industrial items. This selective 
treatment of a relatively few danger spots is very different 
from over-all wartime price controls.” 

The President recommended that authority be granted, as 
a preparedness measure, to ration basic cost of living items on 
a highly selective basis. 


With respect to control of wages, the President said he 
was confident that, if the cost of living could be brought and 
held in reasonable relationship to the income of the people, 
“wage ‘adjustments through collective bargaining will be con- 
sistent with productivity and will avoid an inflationary round 
of wage increases.” 

Secretary of Commerce Harriman in his recent report to 
Congress recommended continuance of the powers, now vested 
in the Office of Defense Transportation, for control over the 
use of transportation equipment and facilities by rail carriers 
(see Traffic World, November 8, p. 1318). A similar finding 
had been made by Secretary of the Interior Krug in his report 
on national resources and foreign aid (see Traffic World, Oct. 
25, p. 1208). The subject also was discussed in another report 
(see Traffic World, Nov. 15, p. 1433). 

President Truman summarized legislative action for “the 
a anti-inflation program that I recommend” as fol- 
ows: 


1. To restore consumer credit controls and to restrain the creation 
of inflationary bank credit. 

2. To authorize the regulations of speculative trading on the com- 
modity exchanges. 

3. To extend and strengthen export controls. 

4. To extend authority to allocate transportation facilities and 
equipment. 

5. To authorize measures which will induce the marketing of 
livestock and poultry at weights and grades that represent the most 
efficient utilization of grain. 

6. To enable the Department of Agriculture to expand its program 
of encouraging conservation practices in this country, and to authorize 
measures designed to increase the production of foods in foreign 
countries. 

7. To authorize allocation and inventory control of scarce com- 
modities which basically affect the cost of living or industrial production. 

8. To extend and strengthen rent control. 

9. To authorize consumer rationing on products in short supply 
which basically affect the cost of living. 

10. To authorize price ‘ceilings on products in short supply which 
basically affect the cost of living or industrial production, and to 


authorize such wage ceilings as are essential to maintain the necessary 
price ceilings. 


Continuation of O. D. T. 


The opinion is generally held that, if the President’s re- 
quest for authority to allocate transportation facilities and 
equipment, and to allocate commodities in short supply that 


TRAFFIC WORLD 


affect industrial production, were granted, it would mean con- 
tinuation of the Office of Defense Transportation beyond its 
present expiration date of February 29, 1948, and a revival of 
its function as a claimant agency for the transportation in- 
dustry. 

The O. D. T. acted as claimant agency for the transporta- 
tion industry before the War Production Board and before the 
Civil Production Administration, until the latter body was dis- 
continued. It is thought that, if the function were to be revived 
for the O. D. T., specific legislation would be required, author- 
izing the O. D. T. to present the needs of the industry for steel 
and other materials, probably to the secretary of commerce. 


In the allocation of railroad equipment in connection with 
the export program in support of the President’s foreign relief 
plans, the O. D. T. has acted through the Commission. Service 
orders of the Commission that allocated cars for export grain, 
for example, have recited the fact that representations had 
been made to the Commission by the O. D. T. as to car needs. 


Conn, Echols File “Lobbyist” 
Registrations in Congress 


Among registrations filed with the clerk of the House and 
Representatives and the secretary of the Senate, in Congress, 
in the third quarter of this year, under provisions of the so- 
called lobbying act (title III of the reorganization act of 1946), 
are those of Donald D. Conn, of Chicago, representing the 
Transportation Association of America, and Oliver P. Echols, 
representing the Aircraft Industries Association of America. 


The so-called “lobbyist” registration statements were pub- 
lished in the November 17 issue of the Congressional Record. 

In his registration, each registrant is required to answer 
the following inquiries: (1) The name and address of the per- 
son by whom employed; (2) in whose interest he appears or 
works; (3) the duration of such employment; (4) how much 
he is paid and is to receive; (5) by whom he is paid or is to be 
paid; (6) how much he is paid for expenses, and (7) what 
expenses are to be included. Quarterly reports of registrants 
are required to be filed on a form identified as “form C.” 

The registration statement by Mr. Conn follows: 


Conn, Donald D., 105 West Adams Street, Chicago 3, Ill. (1) I am 
employed by, the Transportation Association of America, a nonprofit 
membership “corporation, composed of individual and corporate mem- 
bers, farmer cooperatives, industries, wholesalers, retailers, banks, 
insurance companies, and various forms of transport agencies. The 
association is devoted to economic research and public education. Its 
general offices are located at 105 West Adams Street, Chicago, Ill. (2) 
I appear in the interest of an economic project, dedicated to the re- 
appraisal of national transportation policies by the House Committee 
on Interstate and Foreign Commerce, pursuant to House Resolution 
153. (3) Such activities should be completed within 2 years. (4) My 
salary is $20,000 per year, of which only a part is for any services in 
connection with this assignment. (5) I am to receive no compensation 
from any source except the association. (6) Total expenses approximate 
$8,000 per year devoted largely to travel, member meetings and lunch- 
eons, but which have nothing to do with legislation, as such. It is 
impossible now to advise how much of this will be the maximum ex- 
pended in keeping the House committee advised in connection with 
this special work. (7) Expenses to be included in Form C quarterly 
will be personal expenses in connection with trips to Washington for 
such conferences with Chairman Wolverton and his staff. 


Mr. Echols, former major general in the Army Air Forces, 
now president of the A. I. A. of A., said that in his opinion 
none of his activities ‘nor any contemplated for the future” 
fell within the terms of the regulation of lobbying act, and 
that no part of his salary of $25,000 a year was paid for activi- 
ties covered by that act. He said he had no allowance for 
expenses. 


TAXES AND TRANSPORTATION 


The Treasury Department has transmitted to the House 
ways and means committee a report showing the status of tax 
studies by the department’s technical staff, as of November 4, 
1947. A list of studies described as being in final stages of 
revision and expected to be ready for release soon included a 
study of “excise taxes on transportation of property and per- 
sons. A study of automotive taxes, dealing with changes that 
might be necessary in the base or tax rates’on passenger cars, 
trucks, parts and accessories, tires and tubes, gasoline, lubri- 
— oil, and transportation of oil by pipeline, was included 
in a list of studies which, the department said, were expected 
to be completed in the second half of the current fiscal year 
(before July 1, 1948). Studies of capital gains and losses and 
of depreciation were among those described in the report as 
being in various stages of revision and awaiting completion 
“at different times within the next three months,” 
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Senate Committee Resumes Probe 
of Tanker Sales to Non-Citizens 


Whether the tanker “allocations” that had been made by 
the Maritime Commission to foreign nations or nationals were 
“firm commitments” under which the United States was under 
at least a moral obligation to make delivery of the tankers was 
a question that Chairman Wherry, of the Senate’s special com- 
mittee on the problems of small business, sought unsuccessfully 
to have answered at a committee hearing on November 14 in 
which the witnesses were Secretary Forrestal, of the Depart- 
ment of National Defense, Secretary Sullivan, of the Navy, 
and Navy Under Secretary Kenney. 

Chairman Wherry explained at the beginning of the hear- 
ing that those and other witnesses, including Maritime Com- 
mission members and division chiefs, had been called to testify 
with respect to justification for the proposed transfer of 100 
American government-owned tankers to foreign flags despite 
a reported shortage of tankers in the domestic trade of the 
— — (see Traffic World, Nov. 15). 

e said: 


If there is a shortage of tankers—and we are shortly to bé called 
upon to supply not only the rising demands for oil in our own economy 
but to augment the supplies of Europe—it would seem doubly urgent 
that the United States tankers should be kept under United States flag 
operation. Once these tankers are sold to foreign flags they may not 
be operated, according to the merchant marine act of 1920, in the 
domestic area of the United States. Furthermore, we have no‘ guar- 
antee that the tankers sold to the foreign purchasers will be used by 
them in accord with the interests of the program which this country 
may wish to undertake. . . . 

Halting of Tanker Sales by M. C. 

It has been brought to the committee’s attention that an action taken 
by the Maritime Commission . . . has stopped the sale of the remaining 
tankers, under allocation, either to foreign purchasers or to United 
States citizens. The committee has never made any protest to the sale 
of tankers to United States citizens, as prescribed under the merchant 
ship sales act of 1946.... 

The tankers which have been sold to foreign nationals by the Mari- 
time Commission since June 25 could have been the means of trans- 
porting a possible 550,000,000 gallons of fuel oil monthly from the Gulf 
and Caribbean to east coast ports. An increasing number of complaints 
are reaching the committee from independent oil distributors on the 
east coast that their supplies have been curtailed, and that they have 
been warned by their suppliers of still further reductions. . . . We con- 
tend that if there is a shortage of tankers, there is no excuse for sell- 
ing United States tankers outside of United States jurisdiction, at this 
time. And, it follows, that if the tankers are properly retained for 
United States service to supplement tankers already carrying domestic 
and middle east oil, there is no urgency for building a three-year 


pipeline project across Saudi-Arabia, as long as steel is essentially 
short. 


Chairman Wherry cited American Petroleum Institute fig- 
ures showing that as of November 9, 1946, petroleum products 
on hand and awaiting shipment from the Gulf coast area to- 
taled 48,764,000 barrels, and that this total had increased to 
50,541,000 barrels as of November 8, 1947. He viewed the lat- 
ter, higher total as evidence of a transportation shortage. 


Other Committees Represented 


He said that, because he thought the problems presented 
by the tanker investigation might go beyond the jurisdiction 
of his own committee, he had invited Chairman White, of the 
Senate interstate and foreign commerce committee, and Chair- 
man Wiley, of the Senate judiciary committee, to attend the 
hearing. Senator White was represented by Senator Moore, of 
Oklahoma. Lisi 

Secretary Forrestal was absent, attending a Cabinet meet- 
ing at the White House, as the hearing began, but he came in 
about half an hour before a recess of the committee until No- 
vember 18 was called. Chairman Wherry said that the com- 
mittee also would be in session on November 24, to receive 
testimony about domestic oil shortages. 

In Secretary Forrestal’s absence, a statement he had pre- 
pared was read by Under Secretary Kenney. In that statement, 
Secretary Forrestal said the decision last summer to sell not 
to exceed 100 tankers to foreign nationals was reached on con- 
sideration of the world oil situation. 


° 
’ 


Reason for Sales to Non-Citizens 


“Specifically,” he said, ‘a major reason for selling tankers 
to the British, for example, is to enable them to obtain oil in 
the Middle East, instead of depleting our oil reserves in this 
hemisphere, as has sometimes been necessary in the recent 
past.” 

He asked that the Wherry committee, in evaluating the 
decision to sell 100 U. S.-owned tankers to foreign nations or 
nationals of foreign countries—a decision the Navy Department 
had recommended—bear in mind the following: 
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(1) The fact that there were virtually no citizen-applicants for the 
purchase of tankers, in spite of extensive efforts to persuade American 
companies to make such purchases; (2) the fact that the depleted oil 
reserves in this hemisphere make it desirable to encourage oil produc- 
tion in other parts of the world, and (3) the fact that the Maritime 
Commission’s authority to make charter arrangements was scheduled 
to expire on June 30—an expiration which Congress wisely prevented 
by passing an act which became effective on June 28 


Secretary Forrestal said that, as Secretary of the Navy, he 
had solicited the views of the Joint Chiefs of Staff on a Maritime 
Commission proposal to “sell foreign” a total of 35 tankers, and, 
on May 26, 1947, had notified the commission of his approval 
of such sales. (It was explained that, under the merchant ship 
sales act, the Maritime Commission had to consult the Secre- 
tary of the Navy before disposing of any tankers to foreigners.) 
On June 19, he said, the Maritime Commission had proposed the 
“sale foreign” of 65 more tankers, and he, as Secretary of the 
Navy, had approved that proposal, subject to the conditions .(1) 
that not more than 54 tankers be sold from the active fleet until 
the replacements from the inactive tanker fleet were readied for 
service; (2) that in no event should the active tanker fleet be 
reduced below U. S. needs, and (3) that the best ships be re- 
tained under U. S. control. He had also advocated, he said, that 
the Maritime Commission join with the Navy Department in 
presenting to Congress legislation for the earmarking of the 
proceeds of the sale of these tankers and the 50 tanker sales 
previously approved, such proceeds to be used for the construc- 
tion of new tankers. At that point, Chairman Wherry observed 
that the war-built tankers were being sold for $1,500,000 each, 
while the building of a new tanker as replacement would cost 
about $4,500,000. He was advised that $1,500,000 was the maxi- 
mum price fixed by the merchant ship sales act. 


M. C. Position as to “Obligation” 


Navy Secretary Sullivan said that, following hearings held 
by the Wherry committee on October 27, a conference had been 
held at the Navy Department in which the Maritime Commis- 
sion chairman, the Secretary of Commerce, and State Depart- 
ment representatives had been among those present. He said 
that the principal facts or information developed in the con- 
ference discussion had been as follows: 


(1) The Maritime Commission considered, and had been so advised 
by its counsel, that the action it had taken June 25 in making an 
allocation of 96 tankers to various selected foreign purchasers consti- 
tuted a firm obligation on its part. (2) The legality of the allocation 
procedure had been further referred to the Attorney General for his 
comment or approval. (3) The chairman of the Maritime Commission 
questioned the validity of many of the requests on file by citizens for 
tankers to be operated under the U. S. flag; in his opinion about one- 
half of the citizen applicants, on further investigation, would be found 
not able to satisfy the statutory requirements as set forth in section 4 
of the ship sales act. (4) There are sufficient tankers available to meet 
all requests for purchase and operation under the U. S. flag up to a total 
of 103 tankers after satisfying the balance of 64 committed for foreign 
sale. (5) Both the Secretary of Commerce and the State .Department 
representative were of the opinion that continuing the sale of tankers 
to non-citizens as originally programmed would reduce the drain on oil 
from this hemisphere and make oil available from other sources. 


“It was the final sense of the meeting,” said Secretary Sul- 
livan, “that if the Attorney General concurred with the opinion 
rendered by the counsel of the Maritime Commission, the com- 
mission would be obliged to complete its commitments.” 


Senator Wherry sought to draw from Secretary Sullivan 
a simple “yes” answer to the senator’s question whether the 
United States did not obtain maximum security in operating 
the tanker fleet under the American flag, but Secretary Sullivan 
qualified his affirmative answer by saying that that would be 
true if the United States oil companies would buy the tankers 
and operate them in foreign trades, including the Middle East, 
that would bring oil to the United States. 

“No one deplored more than I the refusal of the United 
States oil companies to buy these tankers and operate them un- 
der the U. S. flag a year and a half ago,” he said. 

Chairman Wherry referred to a list of tanker allocations 
to foreign purchasers and observed that: in many instances the 
trades in which the tankers would be used were not specified. 

In answer to a question by Senator Moore, it was stated 
that, while sale of 100 tankers to foreigners had been “author- 
ized,” a total of 96 tankers was involved in the “allocations” 
that had been made. 


Forrestal on Oil and U. S. Security 

When Senator Wherry repeatedly sought an answer, satis- 
factory to himself, as to whether an “allocation” was in the 
nature of a binding contract, imposing an obligation on the 
United States to deliver, Secretary Forrestal made the state- 
ment, as his “final” answer at the time, that he would have to 
examine the conditions under which the allocations were made. 
Senator Wherry asked that that be done prior to the November 
18 hearing. He then addressed to Secretary Forrestal his ques- 
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tion whether national security did not require that the Ameri- 
can tanker fleet be operated under the American flag. 

“You can’t divorce military security from the depletion of 
our national resources,” said Secretary Forrestal. ‘No consid- 
eration is more serious, to the near and long-time security of the 
aoa States, than the availability of the oil of the Middle 

ast.” 


Maritime Chairman Testifies 


Called to testify November 18, Chairman Smith, of the 
Maritime Commission, and several other commission officials un- 
derwent intensive questioning as Senator Wherry sought sup- 
port for his contention that the commission had acted arbi- 
trarily and in disregard of provisions of the merchant ship 
sales act in giving sales of tankers to foreign interests priority 
over sales to citizen applicants for purchase of tankers. 

Chairman Smith said he had been told by several oil in- 
dustry executives about a year ago that the oil companies 
were not interested in purchasing the government-owned 
tankers the commission was trying to sell. Among those he 
named as purveyors of such advice to him were B. B. Howard, 
vice-president, Standard Oil Co. of New Jersey, and Brewster 
Jennings, president, Socony-Vacuum Oil Co. Chairman Smith 
said that the commission had “advertised” its tanker sale 
offers in the Federal Register for over a year, prior to the de- 
cision to sell 100 tankers to foreign nations. 

Chairman Wherry contended that the allocations of 100 
tankers to foreign countries did not constitute “firm commit- 
ments” or “binding obligations” on the United States because 
changes in allocations had been made after the original alloca- 
tions had been drafted, and because three countries—Denmark, 
Belgium and Chile—had withdrawn their requests for tankers 
which had been allocated to them. If the “commitments” were 
not binding on the countries that were to receive the tankers, 
they were not binding on the United States, Chairman Wherry 
averred. The M. C. chairman disagreed, however, arguing that 
“the allocation was a solemn obligation when we notified these 
countries how many tankers they could have.” 


142 Tankers “Sold Foreign” 


In the course of the questioning it was brought out that 
the commission so far had sold a total of 142 tankers, including 
50 sold in 1946. The committee was told that, as of November 
7, 1947, the commission had received 48 citizen applications 
for purchase of a total of 157 tankers and, after “screening” 
of these applications, had sold 35 tankers to U. S. citizens. 
Asked why one citizen should enjoy any advantage over an- 
other in the consideration of his tanker purchase application 
by the Commission, Charles H. Maguire, assistant chief of the 
commission’s division of traffic, said that he had recommended 
that sales to citizens be made in view of the “experience and 
ability” clauses of the ship sales act. To a question by Senator 
Moore, as to whether the commission applied its “screening 
process” to foreign applicants for tanker purchases, Hunting- 
ton Morse, the Maritime Commission’s interdepartmental 
liaison officer, said that the commission accepted the statements 
of the governments through which the purchases were made 
as to the qualifications of the companies for which the tankers 
were purchased by those governments. He said that on June 
25, the date on which the commission had approved the foreign 
tanker program, there were only three citizens applications 
for a total of eight tankers. 


Chairman Wherry referred to Maritime Commission adop- 
tion of a motion by Commissioner McKeough, in a commission 
meeting October 3, for consultation with the navy about the 
sales of tankers to foreign nations. He argued that the com- 
mission could not sell the tankers, under the ship sales act, 
until it had consulted the navy, and that testimony before the 
committee showed tankers had been sold when the consulta- 
tions with the navy had not been “finished,” as indicated by 
the action on the McKeough motion. 

Commissioner McKeough arose and obtained permission to 
explain his position on that matter. He said he was disturbed 
about a Navy Department letter to the commission chairman, 
in which there was an implication that the commission was 
disregarding national defense considerations advocated by the 
navy, and that he (McKeough) wanted the record to be com- 
plete. He said that the commission had been advised by the 
President and the Cabinet to sell 100 tankers to foreign na- 
tions and nationals; that he had every reason to believe that 
their determination was not to “do violence to our country,” 
and that he was a member of the “team,” and voted to sup- 
port the policy recommended by the President and his Cabinet. 

Chairman Wherry suggested that the Maritime Commis- 
sion was an independent agency, responsible to the Congress, 
and that “‘we’ve got a team, too.” He maintained that some 
of the tankers that had been sold to foreign countries had been 
taken out of the U. S. Gulf and Atlantic coastwise service, 
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with the result that there was now a deficiency of transporta- 
tion facilities for movement of oil from Gulf coast areas to 
the Atlantic coast states. Commissioner McKeough disagreed 
as to deficiency of domestic tankers. He said that as a member 
of the Maritime Commission he had objected to purchase by 
citizens of tankers for transfer to operation under the Pana- 
manian flag, because he thought such transfers “did violence 
to my country,” in that ships under the flag of Panama were 
not manned by American seamen. He said he wanted every 
American to earn as much as he could, to help liquidate the 
national debt. Senator Wherry suggested that a shortage of 
tankers in the U. S. coastwise trade resulted in loss of em- 
ployment for American workers, too. 

Some American citizen applicants for purchase of tankers 
from the commission, Chairman Smith said, wanted as many 
as 18 tankers but had no experience in the tanker transport 
business and were negotiating with brokers to obtain long-term 
charters in the oil transport business. 


Americans Ignored, Says Mellen 


Commissioner Mellen, next witness at the hearing, said 
that activity of the commission in connection with the sale 
of tankers to non-citizens had been so intense that American- 
citizen applications had been “virtually ignored.” Chairman 
Smith stated that, “until last week,” Commissioner Mellen had 
not voted against any foreign sales of tankers but had either 
voted “present” or had absented himself from the commission 
meeting in which the vote of the members was taken. Com- 
missioner Mellen interjected that, in any event, he had not 
“voted for” the foreign sales. 

When Chairman Wherry asked the commission chairman 
what action the commission would take if the opinion of the 
Attorney General, solicited by the commission, as to the legality 
of the tanker sales to foreigners, should be that the sales 
thus far made had been illegal, Chairman Smith turned to 
Wade Skinner, Maritime Commission general counsel, for an 
answer. Mr. Skinner said that, offhand, he believed that as 
to the ships that had not yet been delivered the commission 
might act to withhold delivery and then await the filing of 
suits by the foreign applicants for purchase. 

At the close of the November 17 session of the hearings, 
Chairman Wherry announced no definite time for their re- 
sumption. 


MOTOR LICENSE PLATE ILLUMINATION 


Representative (Mrs.) Rogers, of Massachusetts, has intro- 
duced, by request, H. R. 4510, proposing that motor vehicles 
operated on highways in interstate or foreign commerce be 
provided at the rear end with “a suitable identification plate 
having cut-out numerals or letters or both so arranged that in 
time of darkness the said numerals or letters shall be illumi- 
nated by means of light originating behind the said plate and 
shining through the said cut-out numerals and letters.” 


Shipping Lines Oppose Extension 
of Labor Act to Seamen 


Deep-sea, Great Lakes and inland waterways shipping 
lines. opposed extension of the fair labor standards act to in- 
clude seamen, in testimony presented to the House Committee 
on Education and Labor. 

Enactment of the proposed legislation to establish a 40- 
hour week would not create one additional new job in the 
maritime industry, said spokesmen for the shipping lines. 

Frazer A. Bailey, president of the National Federation of 
American Shipping, representing deep-sea shipping operators, 
told the committee that American seamen already had the 
highest wages and best working conditions in the world. Labor 
practices at sea were so utterly unlike those on land, Mr. Bailey 
said, that it would be impossible to operate on the proposed 
40-hour week on American ocean steamship lines and still be 
able to compete with foreign merchant marines. 

Frank J. Taylor, president of the American Merchant Ma- 
rine Institute of New York, said that some of the maritime 
unions themselves were opposed to any new legislation of this 
character. Mr. Taylor stated that the fair labor standards act 
expressly excluded seamen and other transportation workers 
because their hours of work were already strictly regulated by 
other statutes. 

Gregory A. Harrison, of San Francisco, representing Pa- 
cific American Steamship Association and Pacific American 
Shipowners Association, cited recent payroll records on Amer- 
ican ships showing that seamen now received more pay than 
American workers ashore. In addition, their food and living 
quarters were free so that their take home pay considerably 
exceeded the $50.45 average weekly earnings for factory work- 
ers, he said. He said that the proposed 40-hour week for sea- 








mre mae ee OSs onssovmrs enone 





RLD 


orta- 
as to 
preed 
mber 
se by 
Pana- 
lence 
were 
every 
e the 
ge of 
f em- 


nkers 
many 
sport 
-term 


. said 
» sale 
rican- 
irman 
n had 
either 
‘ission 
Com- 
d not 


irman 
of the 
gality 
sales 
ed to 
or an 
lat as 
Lission 
ng of 


rings, 
ir re- 


intro- 
shicles 
‘ce be 
plate 
hat in 
Mumi- 
te and 


ipping 
to in- 
mittee 


a 40- 
in the 
2S. 

tion of 
rators, 
ad the 
Labor 
Bailey 
oposed 
still be 


nt Ma- 
1ritime 
of this 
rds act 
rorkers 
ited by 


ng Pa- 
1erican 
Amer- 
y than 
living 
lerably 
 work- 
or sea- 


November 22, 1947 


men was “simply a device to add another heavy increase on 
an industry that was already paying top wages.” re 

D. C. Potts, speaking for the Great Lakes steamship lines, 
declared that to extend the fair labor standards act to seamen 
of that region would be impracticable because of conflicting 
statutes. 

Chester C. Thompson, president of the American Water- 
ways Operators, told the committee the water carriers serving 
inland rivers, canals and harbors ‘sincerely believe that the 
practices and working patterns of their industry are not adapt- 
able to the proposed 40-hour week legislation.” Thompson re- 
viewed the high wage schedules paid by the inland operators. 
He said employes were paid on the basis of a full year’s service 
of 365 days, but that they actually worked only 255 days a year. 





Three Operating Unions Threaten 
Strike: Two Accept Increases 


Officials of the Brotherhood of Locomotive Engineers, the 
Brotherhood of Locomotive Firemen and Enginemen and the 
Switchmen’s Union of North America announced, after break- 
ing off negotiations with railroad representatives over wages 
and working rules November 19, that strike ballots had been 


sent to their members. The remaining two brotherhoods, the ~ 


Brotherhood of Railroad Trainmen and the Order of Railway 
Conductors, had accepted a wage increase of 15.5 cents an 
hours five days previously. It was reported that a similar 
increase had been offered the three unions and had been 
refused by them. 

Regardless of the outcome of the strike vote, no strike 
can occur until processes under the railway labor act are carried 
out. These would begin with offers of mediation by the National 
Mediation Board, and continue with arbitration and, probably. 
fact-finding hearings by a presidential board. 

Members of the railroad negotiating committee, following 
the breaking-off of negotiations, said they had offered the 
three brotherhoods the 15%-cents increase and settlement of 
the operating rules questions similar to that accepted by the 
other unions. 

The engineers, firemen and switchmen, they said, had been 
offered ‘reasonable concessions on certain of their rules de- 
mands, continued negotiations of other rules that were pro- 
posed by both the unions and the railroads, and withdrawal 
of the remainder, including all of the ‘feather-bed’ rules and 
subterfuges for pay increases that were wholly unwarranted.” 

Carrier spokesmen said that they had “today requested 
representatives of the three unions to join with them in invok- 
ing the services of the National Mediation Board.” Upon the 
unions’ refusal to join in such a request, the carriers informed 
the unions that the railroads’ offer for a settlement was with- 
drawn, and that the railroads would immediately request the 
National Mediation Board to intervene in the dispute. 

They said that the carriers were “surprised and disap- 
pointed at the refusal of the last three of the railroad unions 
to accept a settlement in keeping with the agreements already 
made.” They stated that the unions departed from the spirit 
of the railway labor act in announcing a strike ballot while the 
negotiations were still in progress. 

The “hold-out” unions, the railroad negotiators said, rep- 
resented only about 125,000 of the railroads’ 1,500,000 workers, 
and the members of these unions were predominantly in the 
highest wage brackets. 


Trainmen-Conductors Settlement 


At 3:30 a. m., November 14, in Chicago, committees repre- 
senting the nation’s railroads and two operating unions—the 
Brotherhood of Railroad Trainmen and the Order of Railway 
Conductors—reached an agreement on wages and effected a 
partial settlement of the working rules which have been the 
subject of negotiations since October 7. Under terms of the 
agreement, approximately 200,000 members of the two unions 
receive a wage increase of 15.5 cents an hour, retroactive to 
November 1, the same wage increase received by the non- 
operating unions effective September 1. A supplemental agree- 
ment was entered into between these two unions and the rail- 
roads with respect to four working rules which provide daily 
earnings guarantee for certain classification of employes in 
yard service; provide increases in the differential for yard con- 
ductors (foremen); reduce the overall time in short turnaround 
passenger service to 8 hours work within 9 hours; and provide 
that time paid for under the held-away-from-home terminal 
rule will not be run off. Negotiations between the two unions 
and the railroads will be resumed November 17 on four union- 
proposed rules changes and 7 carrier-proposed rules changes. 
All other rules proposed by both sides have been withdrawn 
so far as these two unions are concerned. 


“No Government Intervention” 


The settlement was announced the morning of November 
14 in a press conference in the office of Harold Sims, head of 
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the Western Railways Committee on Public Relations. Present, 
in addition to Mr. Sims, were Walter Munro, press relations 
representative of the two unions involved, and John Fitzgerald, 
vice-president, Eastern Railroads President Conference. All 
three spokesmen stressed the fact that the settlement is signifi- 
cant in that it marks the first time a national wage agreement 
has been reached between the railroads and the operating 
brotherhoods through collective bargaining, and without gov- 
ernment participation or intervention. 


Will Cost $100,000,000 Yearly 


The settlement reached with the two unions will cost the 
nation’s railroads approximately $100,000,000 annually, Mr. 
Fitzgerald estimated. He said that all of the so-called “feather- 
bedding” rules proposed by the two unions had been withdrawn, 
and that the remaining rules subject to negotiation are all in 
the interests of better working conditions or public safety. 

“From the standpoint of the Trainmen and the Conductors, 
this definitely settles the wage matter,” stated Mr. Munro. “We 
asked for a wage increase of 30 per cent, and settled for the 
15.5 cents hourly, or $1.24 a day. 

Mr. Fitzgerald said that negotiations between the railroads 
and the other three operating unions—the Brotherhood of Loco- 
motive Engineers, the Brotherhood of Locomotive Firemen and 
Enginemen, and the Switchmen’s Union of North America, rep- 
resenting approximately 100,000 members—were continuing. 
He implied that the reason a settlement had been reached with 
two of the five unions was because of the nature of the rules 
changes sought. He said that in the negotiations with the other 
three unions, both sides had withdrawn some of their rules 
proposals. 


Negotiating Since October 7 
Negotiations between the railroads and the five operating 


- unions began October 7 in Chicago and have continued steadily. 


The railroads have been represented by carrier conference 
committees headed by H. A. Enochs, Philadelphia, chairman, 
executive committee, Bureau of Information, Eastern Rail- 
ways; D. P. Loomis, chairman, Western Railroads Conference 
Committee; and J. B. Parrish, Richmond, Va., chairman, South- 
eastern Railroads Conference Committee. These three together 
with S. R. Harvey, assistant president, Brotherhood of Railroad 
Trainmen, and R. O. Hughes, vice-president, Order of Railway 
Conductors, signed the statement announcing the settlement 
concerning the two unions. 

At the time negotiations began, the Carriers’ Wage Con- 
ference Committee announced that the demand for a 30 per 
cent wage increase would, if granted, add $400,000,000 to the 
annual rail payroll, and that the union rules proposals would, if 
made in their entirety, cost the railroads $1,000,000,000 (see 
Traffic World, October 11, p. 1030). , 

As negotiations got under way, William T. Faricy, pres- 
ident of the Association of American Railroads, said in a press 
interview that if the five operating brotherhoods should win 
any part of their demands for wage increases and rules changes, 
the railroads might have to ask for another increase in freight 
rates or passenger fares (see Traffic World, October 18, p. 
1134). However, Mr. Faricy added that the railroads would ° 
consider carefully all other possibilities of meeting the wage 
boost for the operating unions, and that they might find it 
possible to obtain the additional money needed by instituting 
economical practices or from an increased volume of traffic. 


Leaders of Rail Labor Unions 
Organize Political League 


Leaders of the so-called “standard” railroad labor organ- 
izations, not including the Brotherhood of’ Railroad Trainmen 
and the Brotherhood of Locomotive Engineers, have organized 
“Railway Labor’s Political League” for the purposes, among 
others, of informing railroad workers about the voting records, 
attitudes toward social and economic problems of such workers, 
statements and other actions of candidates for public office, 
according to “Labor,” weekly publication of the “standard” 
rail labor brotherhoods. . 

The action of the brotherhood chiefs in forming the league 
was described by “Labor” as preparation for rail labor partici- 
pation ‘on a nationwide scale” in the 1948 political campaign. 
It was stated by “Labor” that the rail union chiefs convened 
to form “Railway Labor’s Political League” a few hours after 
they had participated in a meeting of the Railway Labor 
‘Executives’ Association, and that in the league organization 
meeting ‘‘they came together as citizens, and not as union offi- 
cials.” Objectives of the new league, “Labor” said, were set 
forth by the organizers as follows: 


The purpose of this League shall be to encourage railroad workers 
to more fully and effectively exercise their right to vote; compile and 
disseminate information relating to the attitude of candidates for public 
office toward the social and economic problems of railroad workers, 
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including the voting records, statements and other actions of such 
candidates; to advise railway workers of the opinions of various rail- 
road labor organizations; and to do such other things as may be deemed 
proper to fully inform railway workers of the qualifications of such 
candidates. 


























Constituting the membership of the league, according to 
“Labor,” are the presidents of ‘“‘such national or international 
railway labor unions or other officers of such unions, designed 
by the presidents thereof, as may be invited to membership in 
accordance with the by-laws of this League, which may be 
hereafter approved.” 

The work of the League, said “Labor,” would be carried 
on by an executive committee of eight members, consisting of 
the chairman, vice chairman, secretary-treasurer, and five other 
persons chosen from the members of the organization. It said 
that the executive committee was authorized to employ an 
,executive director, who would have charge of the league’s 
Washington headquarters, and added: 






























































Units of the League will be organized ‘‘in such states and congres- 
sional districts and in such manner as may be determined by the 
League’s by-laws.’’ That means the movement will be nation-wide. 

Of course, all this will cost money. To that end, the League will 
‘solicit and receive voluntary contributions from any resident of the 
United States.’’ 

Complete records of receipts and expenditures will be kept at head- 
quarters and ‘‘all laws and regulations with respect to recording or 
filing such records will be fully complied with.’’ The leaders who or- 
ganized the League are confident it will be received with favor by 
railway workers all over the country... 















































FRASER HEADED R. L. E. A.; CASHEN HONORED 


H. W. Fraser, president of the Order of Railway Con- 
ductors, has been elected chairman of the Railway Labor Execu- 
tives’ Association, succeeding Thomas C. Cashen. Fred N. 
Aten, of the railroad department of the American Federation 
of Labor, has been elected vice-chairman, and A. E. Lyon has 
been reelected executive secretary. 

President Truman has awarded a “certificate of merit” to 
Thomas C. Cashen, retiring chairman of the Railway Labor 
Executives’ Association and former head of the Switchmen’s 
Union of America, for “outstanding fidelity and meritorious 
conduct in aid of the war effort against the common enemies of 
the. United States and its allies in World War II.” John R. 
Steelman, assistant to the President, made the presentation at 
a dinner in Washington, honoring Mr. Cashen. Mr. Steelman 
said that Mr. Cashen, in the course of World War II, had served 
on the policy committee of the Office of Price Administration, 
had been a member of the railroad labor and management con- 
ference committees of the Office of Defense Transportation, had 
been a director of the Treasury Department’s National War 
Fund, and had been a member of the President’s Labor-Manage- 
ment Committee and of the advisory board of the Office of War 
Mobilization and Reconversion. 































































































Retirement Board September 
Operations 


Railroad Retirement Board benefit payments certified in 
September reached a new high of $17,675,000, the total includ- 
ing $14,710,000 for retirement annuities, somewhat less than 
the amount for August, but over 25 per cent greater than in 
September, 1946. Death-benefit payments amounted to $2,205,- 
000, the largest figure for any month to date. The number of 
monthly retirement and death benefits in current-payment 
status passed the quarter-million mark; on September 30, 
255,278 benefits were being paid, a net gain of 6,732 for the 
month. 


Exactly 4,013 retirement annuities were awarded in Sep- 
tember. The total number of such annuities reached 286,250, of 
which 190,368, averaging $70.79 per month, remained in cur- 
rent-payment status. In September, 2,750 new annuity appli- 
cations were filed, about the same number as in August. In 
September, 4,954 monthly death benefits were awarded, about 
1,000 fewer than in August. The average monthly amounts of 
the benefits in current-payment status were $29.40 to widows, 
$26.50 to widowed mothers, $16.44 to children, and $18.24 to 
parents. Lump sum death benefits awarded in September num- 
ber 1,384, including 227 of the old-type 4 per cent benefits, and 
1,157 of the new type. Through September, a total of 4,723 
new-type lump-sum benefits were awarded, at an average 
amount of $326.57. Tax collections for the quarter ended Sep- 
tember 30 amounted to $135,304,000. The balance in the rail- 
road retirement account at the beginning of the month was 
$1,286,640. 

Unemployment insurance operations in September re- 
mained at levels close to those of the preceding month, the 
board reports. Railroad employes filed 16,618 applications for 
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certificate of benefit rights. The 80,672 benefit payments, to- 
taling $2,318,000 were about 7 per cent above the August figure. 
Employment on Class I railroads declined by about 18,000 from 
mid-August to mid-September. The estimated number of work- 
ers paid benefits in September for unemployment which oc- 
curred after June 30 was 40,448. The number of new bene- 
ficiaries declined sharply, from 21,646 to 10,554. All regions 
except New York, Cleveland, and Kansas City shared in the 
decline to 16,618 in the number of applications for certificate 
of benefit rights. Workers filed claims covering unemployment 
in 91,546 two-week registration periods, almost the same num- 
ber as in August. 

The board’s employment service reported 4,010 placements 
for September, of which 545 were placements of claimants. 

In the first three months of the sickness benefit program, 
59,000 railroad men and women notified the board of their ill- 
nesses and injuries by filing applications for benefits. Nearly 
125,000 claims had been received by the end of September, and 
101,000 benefit payments made. Benefits totaling $3,776,000 
were received by 37,000 beneficiaries. In addition, 907 railroad 
women received maternity benefits amounting to $170,000. 
Claims receipts and payments for illness and injury in Septem- 
ber were almost 30 per cent above the August level, and bene- 
fits amounted to $1,970,000. 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,359,066 at the middle of 
October, 1947, a decrease of 1.25 per cent under October, 1946, 
and of 0.38 per cent under September of this year, according 
to a rail employment compilation based on preliminary reports, 
prepared by the Commission’s Bureau of Transport Economics 
and Statistics. The October, 1947, employment was reported 
as follows: 

_ Executives, officials, and_ staff assistants, 15,221; profes- 
sional, clerical, and general, 222,059; maintenance of way and 
structures, 274,746; maintenance of equipment and _ stores, 
368,727; transportation (other than train, engine, and yard), 
168,204; transportation (yardmasters, switchtenders, and hos- 


tlers), 16,887; and transportation (train and engine service), 
293,222. 


SHIPYARD STRIKE ENDS 


America’s most disastrous shipyard strike, which lasted 20 
weeks and came just at a time when reconversion needs were 
at a peak, was virtually ended last week. Only one yard, the 
Bethlehem Steel subsidiary, Patapsco Scrap Co., Baltimore, 
Md., remained closed. Other Bethlehem yards and the Federal 
Shipbuilding and Dry Dock Company announced formal termi- 
nation of their disputes before the end of last week. 

H. Gerrish Smith, president of the Shipbuilders Council of 
America, stated last week that shipbuilding in the United States 
was declining so rapidly that its year-end “on-hand” volume 
would be approximately fifty per cent of the total at the be- 
ginning of the year. Only 32 seagoing merchant vessei. and 
a dredges were under construction in the United States, he 
said. 


ELECTRIC RAILWAYS STATISTICS 


The Commission has issued statement No. 4730, selected 
financial and operating statistics from annual reports of electric 
railways for the year ended December 31, 1946. The 14-page 
statement is, according to an introductory statement, the 27th 
in a series. It says the electric railways reporting to the Com- 
mission are “those interurban and certain commercial electric 
railways engaged in interstate commerce as distinguished from 
the city street railways.” Electrified portions of steam rail- 
ways are not covered by the statistics in the publication, it 
says. 


PIPE LINE STATISTICS 


Large oil pipe line companies—carriers having annual oper- 
ating revenues of more than $500,000—reported transportation 
revenues totaling $78,643,909 for the third quarter of 1947, an 
increase of 11.6 per cent over the corresponding 1946 period 
when they reported revenues of $70,479,709, according to a com- 
pilation by the Commission’s Bureau of Transport Economics 
and Statistics of transportation revenue and traffic of the com- 
panies, statement Q-600. Oil originated on line and received 
from connections totaled 604,555,418 barrels for the 1947 quarter 
as compared with 548,613,799 barrels for the like 1946 quarter. 

The Commission has issued statement No. 4728, statistics 
of oil pipe line companies reporting to the Commission for the 
year ended December 31, 1946, the 28th in a series. An intro- 
ductory statement said 71 companies filed reports for 1946, 
one of which covered the period January 1 to May 31, leaving 
70 reporting companies at the close of the year. The state- 
ment comprises 29 sheets. 
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Freight Cars on Order 
Highest Since 1923 


All railroads and private carlines had 126,213 new freight 
cars on order on November 1, the Association of American 
Railroads has announced. The number on order on October 1, 
1947, was 116,546, it said, and added: 


Of the total number, Class I railroads and railroad-owned private- 
controlled refrigerator con:panies on November 1 had 109,467 new 
freight cars on order. This was the largest number on order at any 
time since April 1, 1923, when the total was 116,890. New freight cars 
on order on November 1, 1946, totaled 62,145. The number on order on 
October 1, 1947, was 104,451. 

New freight cars on order by Class I railroads and railroad owned 
private controlled refrigerator companies on November 1 this year 
were as follows: 43,934 hopper including 3,443 covered hoppers, 10,789 
gondolas, 884 flat, 6,538 refrigerator, 750 stock, 333 miscellaneous 
freight cars and 46,239 box including 43,397 plain and ventilated and 
2,842 automobile box cars. 

Of the total number of new freight cars which Class I railroads 
on November 1 had on order, 26,373 will be built in railroad shops and 
83,094 in outside shops. 

Class I railroads also had 967 locomotives on order on November 1, 
this year, compared with 573 on the same day in 1946. The number on 
order on November 1, 1947, included 45 steam, four electric and 918 
Diesel lomocotives compared with 67 steam, six electric and 500 Diesel 
one year ago. 

Class I railroads and railroad-owned private-controlled refrigerator 
car companies put 46,308 new freight cars in service in the first ten 
months of 1947, compared with 34,127 in the same period in 1946. In 
the month of October, 1947, the railroads installed 7,736 new freight 
cars, the largest number for any month since April, 1942, when 10,478 
were built. In September this year, 7,172 were installed. 

Those installed in the ten months’ period this year were as follows: 
13,597 hopper including 1,361 covered hoppers, 2,728 gondolas, 4,938 
refrigerator, 977 flat, 500 stock, 351 miscellaneous freight cars and 
23,217 box cars, which included 20,269 plain and ventilated and 2,948 
automobile. 

They also put 676 new locomotives in service in the first ten months 
of 1947 of which 68 were steam, two electric and 606 Diesel. New loco- 
motives installed in the same period last year totaled 425 of which 79 
were steam and 346 Diesel. 

Class I railroads and railroad-owned private-controlled refrigerator 
companies in the first ten months of 1947 retired 60,486 freight cars of 
which number 12,129 were retired in the month of October. In the same 
ten months’ period of 1946, there were 51,056 retired. 


Revenue Freight Loading 


_ Revenue freight loading the week ended November 15 
totaled 878,337 cars, according to the Association of American 
Railroads. This was 3.5 per cent below the preceding week; 
4.2 per cent below the corresponding week last year, and 9.7 
per cent above the corresponding week in 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 48,847 cars, 709 below preceding 
week and 63 below corresponding 1946 week. 

Livestock, 19,560 cars, 604 below preceding week and 7,172 
below corresponding 1946 week. 

Coal, 187,489 cars, 3,986 below preceding week and 3,625 
below corresponding 1946 week. 

Coke, 14,398 cars, 656 below preceding week and 117 below 
corresponding 1946 week. 

Forest products, 43,300 cars, 2,175 below preceding week 
and 4,218 below corresponding 1946 week. 

Ore, 39,279 cars, 16,589 below preceding week and 20,371 
below corresponding 1946 week. 

Merchandise, 1. c. 1., 119,832 cars, 1,605 below preceding 
week and 10,911 below corresponding 1946 week. : 

Miscellaneous, 405,632 cars, 5,499 below preceding week 
and 7,690 above corresponding 1946 week. 

Cumulative Freight Loading 


1947 1946 1945 

Four Weeks of January....... 3,168,397 2,883,863 3,003,655 
Four Weeks of February...... 3,179,198 2,866,876 3,052,487 
Five Weeks of March......... 4,170,420 3,982,240 4,022,088 
Four Weeks of April.......... 3,232,947 2,604,049 3,377,335 
Five Weeks of May........... 4,376,122 3,242,821 4,294,351 
Four Weeks of June.......... 3,543,476 3,436,013 3,528,630 
Four Weeks of July.......... 3,275,827 3,406,866 3,379,284 
Five Weeks of August........ 4,559,767 4,478,425 4,100,512 
Four Weeks of September..... 3,600,436 3,517,219 3,255,757 
Four Weeks of October....... 3,808,271 3,680,634 3,151,185 
Week of November 1......... 940,746 922,312 $51,962 
Week of November 8......... 910,160 913,345 838,218 

UME, sok: ooo ash c cents 38,765, 767 35,934,663 36,855,464 





FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 2,631 
freight cars and an average daily shortage of 32,853 freight 
cars for the week ended November 8, according to the car 
service division of the Association of American Railroads. 
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The surplus was made up as follows: Plain box, 0; auto 
box, 80; flat, 59; gondola, 0; hopper, 0; stock, 6; refrigerator, 
2,295; and miscellaneous cars, 191. 

The shortage was made up as follows: Plain box, 20,070; 
auto box, 13; flat, 596; gondola, 5,198; hopper, 6,645; stock, 134; 
refrigerator, 97; and miscellaneous cars, 100. 


SALE OF SURPLUS RAIL CARS 


Successful bidders on 506 surplus railroad cars offered 
in a competitive bid sale which closed October 30, have been 
announced by War Assets Administration. Bids on 752 cars 
also offered were rejected as inadequate. 

The cars, used as troop sleepers during the war, previously 
were offered at fixed prices—$3,780 each for cars built in 1945 
and 1946 and $2,880 each for cars built in 1943 and 1944. 

Allocations of cars in the first group were as follows: 


39 to Lawrence P. Warner, buying under priority as a veteran and 
operating under the firm name of Warner International Co., Chicago, 


200 to Reconstruction Finance Corporation, buying under priority 
for small business; 


161 to Warner International Co., as a commercial buyer; 


50 to Chicago, Rock Island and Pacific Railroad, as a commercial 
buyer. 


Allocations of cars in the second group, all to commercial 
buyers, were as follows: 7 


One to Louis Odorizzi, Staunton, IIl.; 

50 to St. Louis Southwestern Railroad; 

Four to Bangor & Aroostook Railroad; 

One to Minneapolis, Northfield and Southern Railroad. 


October Rail Operating Revenues 
Up 10.8 Per Cent Over Year Ago 


Based on advance reports from eighty-one Class I rail- 
roads, whose revenues represent 81.4 per cent of total operat- 
ing revenues, the Association of American Railroads has esti- 
mated that railroad operating revenues of $640,779,216 in 
October, 1947, increased 10.8 per cent above the same month 
in 1946. The estimate for October, 1947, covers only operating 
revenues and does not touch upon the trends in operating 
expenses, taxes or final income results, says the A. A. R., 
and continues: 


Estimated freight revenue of $535,068,838 in October, 1947, was 
greater than in October, 1946, by 16.3 per cent, but estimated passenger 
revenue of $61,388,203 decreased by 16.8 per cent. 

Eastern District. Thirty-three Class I railroads, whose révenues 
represent 91.2 per cent of total operating revenues in the Eastern Dis- 
trict, estimated that their operating revenues of $321,481,889 in October, 
1947, increased above October, 1946, by 9.3 per cent. Freight revenue 
of $263,959,206 was estimated to have increased 13.8 per cent but 


passenger revenue of $55,802,298 was estimated to have decreased 12.1 
per cent. 


Southern Region. Fifteen Class I railroads, whose revenues repre- 
sent 68.8 per cent of total operating revenues in the Southern Region, 
estimated that their operating revenues of $70,182,356 in October, 1947, 
increased above those in October, 1946, by 9.4 per cent. Freight revenue 
of $58,929,101 was estimated to have increased 12.8 per cent, but passen- 
ger revenue of $5,995,384 was estimated to have decreased 19.9 per cent. 

Western District. Thirty-three Class I railroads, whose revenues 
represent 74.8 per cent of total operating revenues in the Western Dis- 
trict, estimated that their operating revenues of $249,114,971 in October, 
1947, were greater than in October, 1946, by 13.3 per cent. Freight 
revenue of $212,180,531 was estimated to have increased 20.7 per cent, 


but passenger revenue of $19,590,521 was estimated to have decreased 
23.5 per cent. 


Regional Boatds’ Loading Forecast 
for Second Quarter Off 1.6 Pct. 


_ Comparison of the national forecast by the Shippers’ Re- 
gional Advisory Boards of total carloadings in the United States 
for the second quarter of 1947 with the actual carloadings for 
that period showed that the forecast under-estimated the actual 
total by only 1.6 per cent, according to W. C. Kendall, chair- 
man of the car service division. of the Association of American 
Railroads. 

_ The total of carloading estimates by the 13 regional ad- 
visory boards for the April 1-June 30 period was 8,171,708 cars, 
while the actual carloadings in that period totaled 8,304,032, 
Mr. Kendall reported. 

Over-estimates were made by four of the regional boards, 
as follows: Allegheny, 1.2 per cent; Northwest, 9.1 per cent; 
Pacific Northwest, 0.05 per cent, and Trans-Missouri-Kansas, 
3.2 per cent. 

Under-estimates by the other regional boards were noted 
by Chairman Kendall as follows: Atlantic States, 11.1 per cent; 
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Central West, 6.3 per cent; Great Lakes, 8 per cent; Mid-West, 
1 per cent; New England, 4.4 per cent; Ohio Valley, 0.9 per 
cent; Pacific Coast, 2.2 per cent; Southeast, 2 per cent, and 
Southwest, 5.1 per cent. 


Central Western Shippers Board 
to Meet at Salt Lake City 


Col. J. Monroe Johnson, director of the Office of Defense 
Transportation, Washington, D. C., will speak on “Transporta- 
tion” at a luncheon jointly sponsored by the Transportation 
Club of Salt Lake City and the Salt Lake City Chamber of 
Commerce December 9 in the Newhouse Hotel, Salt Lake City, 
Utah. The luncheon is being held in connection with a two-day 
meeting of the Central Western Shippers Advisory Board De- 
cember 8 and 9 in the Newhouse Hotel. 

The meeting will be called to order by Omar O. Victor, 
Utah state chairman, general traffic manager of the United 
States Smelting, Refining & Mining Co., and newly-elected 
president of the Transportation Club of Salt Lake City. 

After opening remarks by general chairman H. W. Ansell, 
general traffic manager, Utah-Idaho Sugar Co., general secre- 
tary E. J. Vojtech, traffic manager, Bemis Bros. Bag Co., 
org Nebr., will present the report of the executive com- 
mittee. : 

Other committee reports will be made by the following: 


Freight loss and damage prevention, H. H. Ellsworth, executive 
secretary, Utah Citizens Rate Association, Salt Lake City; l.c.l. trans- 
portation, F. R. Russell, traffic manager, Denver Dry Goods Co., 
Denver; general banking, J. A. Reed, president, First National Bank, 
Kemmerer, Wyo.; general car efficiency, J. C. Niemeyer, traffic man- 
ager, Stearns-Roger Manufacturing Co., Denver; railroad contact, 
F. E. Sperry, general superintendent of transportation, Chicago, Bur- 
lington & Quincy Railroad, Chicago. 


R. E. Clark, manager, closed car section, car service divi- 
sion, Association of American Railroads, will discuss the na- 
tional transportation situation. G. D. Davis, district manager, 
car service division, at Omaha, Nebr., for the A. A. R., will give 
a report. . 

Business forecasts will be made by the following state sec- 
retaries: 


H. S. Dickinson, commissioner, transportation department, Denver 
Chamber of Commerce, Denver, Colo.; Earl W. Murphy, secretary, 
Idaho State Chamber of Commerce, Boise, Ida.; R. W. Barby, traffic 
manager, Dempster Mill Manufacturing Co., Beatrice, Neb.; W. G. 
Koplin, manager, traffic and claim departments, Salt Lake Hardware 
Co., Salt Lake City; R. S. Latta, manager, Casper Chamber of Com- 
merce, Casper, Wyo. 


Express Agency Joins . . 
Army Affiliation Program 


The’ Chicago department of the Railway Express Agency, 
in brief ceremonies November 19 at the office of Don M. Comp- 
ton, chief of the Chicago ordnance district, Fifth Army Head- 
quarters, Chicago, joined the army affiliation program. 

The agreement was the first of six such between agency 
departments and the Army, the others being planned for New 
York, Philadelphia, Boston, Detroit and Cleveland. 

Basis of the plan is the necessity for having trained man- 
power available to expand the existing military structure in the 
event of another emergency. To meet this need, Railway Ex- 
press Agency will sponsor an ordnance depot company of the 
Organized Reserve Corps. The unit, at full strength, calls for 
five commissioned officers, one warrant officer, and 174 enlisted 
men. In addition, 12 extra enlisted rhen may be authorized 
when requisitioned by the commander in the theater of opera- 
tions. In time of war, the unit is equipped to perform army 
supply for an average of 30,000 troops, subject to variations 
depending on the type of units and the force. It would be 
assigned as a component of an army or independent corps. 

In the recent war, service units were organized in the 
civilian fields of medicine, transportation and communication, 
said Mr. Compton. As complete hospitals, trucking or railroad 
companies, they spread civilian experience throughout the 
army. The present program is new in that it will be the first 
time that the affiliation principle has been coupled on a major 
scale with the Organized Reserve Corps, he said, adding that 
it will enable the Department of the Army to develop service 
type support units for any future emergency army witha min- 
imum waste of time, effort and manpower. 

Other civilian concerns in the Chicago area are forming 
units similar to that at Railway Express, he said. 

Under terms of the document signed by Robert S. Hamp- 
shire, general manager, Railway Express Agency, the agency 


















TRAFFIC WORLD 


will furnish personnel for the unit from among its employes. 
Individuals, who must be veterans of World War II with at 
least six months active service, who are desired by the sponsor 
and the army for assignment to the unit, must be or become 
members of the Organized Reserve Corps. The Railway Ex- 
press Agency will make available, at no expense to the Gov- 
ernment, adequate space for classroom facilities and for the 
storage of equipment. The affiliated reservist is not a member 
of the regular army or of the National Guard and can only be 
called to extended active duty at the direction of the President 
after Congress has declared a national emergency. 
Others present at the signing today were: 


Edwin S, Buckmaster, superintendent, commercial division, and 
Edwin H. Murray, commercial agent, the Railway Express Agency; 
Colonel Everett M. Graves, Illinois state senior instructor for Organized 


Reserves, Lt. Daniel A. Slader, affiliation officer for Chicago ordnance | © Eure 
district, and Brigadier-General Harry L. Twaddle, representing Lt. | Comr 
General Walter H. Walker, commanding general of Fifth Army. the I 
fT Nov. 
ADVANCED TRAFFIC ALUMNI ELECTION it fou 
At the Annual Meeting of the Alumni Association of the the r 
College of Advanced Traffic, November 18, the following offi- | TeSPE 
cers and directors were elected for the year 1948; President, | Ame! 
George Rodocker; vice-president, Everett Weathers; treasurer, | "atio 
John Murphy; financial secretary, Sam Young; recording sec. | Shipb 
retary, B. P. Christi; parliamentarian, George Lenz; directors, } ,, 
Mel Corner, Lee Carlsen, G. J. Werner, Jack Hart, Hugo F. | |Shov 
Zierfuss. by tk 
Further, the association will hold its annual Christmas ama 
party, for members only, December 20, 1947, at the Madison hat 
Athletic Club, Chicago. George Lenz, chairman of the program : - I 
committee, is in charge of arrangements. rin . 
PAMPHLET DESCRIBES WAREHOUSE FUNCTIONS total 
A new 16-page pamphlet, “The Public Merchandise Ware- } the 1 
house in Distribution,” by Wilson V. Little, of Chicago, execu- | ynde: 
tive secretary, American Warehousemen’s Association, mer- | neigh 
chandise division, has just been issued by the division, and is] the f 
available on request to the A. W. A. merchandise division, 222} the e 
West Adams Street, Chicago 6, Ill. Containing the test of an] man 
address presented by Mr. Little before a discussion group of } savin 
the Chicago chapter of the American Marketing Association, the | resou 
pamphlet describes the services and functions of the public mer- | yolve 
chandise warehouse in the American economy. ‘ 
5 ae ge justif 
CHANGES IN DOCKET = th 
Hearing in MC-C 908, now assigned for November 14, at Oklahoma } a su 
City, Okla., is postponed to a date to be fixed. fleets 
. Hearing in MC 109153 and MC 109081, now assigned for November char: 
21, at Harrisburg, Pa., is transferred to November 21, at U. S. Ct., t 
Harrisburg, Pa., before Examiner Hurley. post- 
Hearing in MC 109012, now assigned for November 21, at Harris- | “TCW: 
burg, Pa., is transferred to November 21, at U. S. Ct., before Exam- ( 
iner Hurley instead of State Comm. and Examiner Dunn. sale | 
Hearing in MC 107704, Sub. 1, now assigned for November 18, at § condi 
Allentown, Pa., is transferred to November 18, at Fed. Bldg., Allen- § mens 
town, Pa., before Examiner Hurley. stanc 
Hearing in MC 102027, Sub. 6, now assigned for November 17, at 
Camden, N. J., is cancelled. ti 
Hearing in |. & S. 5267, 29004, and F. S. A. 20539, now assigned for § UES | 
November 18, at Washington, D. C., is cancelled and reassigned for build 
January 7, at Washington, D. C., before Examiner Barber. was 
Argument in 29460, now assigned for November 19, at Washington, § “con 
D. C., is cancelled and reassigned for argument on December 8, at § these 
Washington, D. C., before Division 3. any 
Hearing in MC 40215, Sub. 5, now assigned for November 20, at ment 
Wichita, Kan., is postponed to a date to be fixed. tons 
Argument in MC-C 868, now assigned for November 19, at Washing- men 
ton, D. C., is postponed to a date to be fixed. milli 
Hearing in MC 109109, now assigned for November 20, at Baltimore, § Shor 
Md., is cancelled. and 
Hearing in MC 109076, now assigned for November 14, at Camden, } ican 
N. J., is cancelled. speci 
Hearing in MC 30837, Sub. 63, MC 52657, Sub. 378, and MC 62537, ff shal] 
Sub. 37, now assigned for November 17, at Buffalo, N. Y., is postponed 1 
to a date to be fixed. tee’ 
Hearing in MC-C 916, now assigned for November 19, at St. Paul, § (°°§ 
Minn., is postponed to a date to be fixed. for r 
Hearing in 29731, now assigned for November 19, at Washington, that 
D. C., is cancelled and reassigned for January 8, at Washington, D..C., § that 
before Examiner Barber. Ame 
Hearing in MC 6009, Sub. 21, now assigned for November 20, at § mer 
Atlanta, Ga., is postponed to a date to be fixed. area 
Hearing in Finance 12950, now assigned for November 20, at Wash- a res 
ington, D. C., is cancelled and reassigned for November 28, at Washing- : 
ton, D. C., before Examiner Walsh. 
Hearing in MC 102784, Sub. 3, now assigned for November 21, at 
Harrisburg, Pa., is transferred to November 21, at U. S. Ct., Harris- 
burg, Pa., before Jt. Bd. 256. 
Hearing in MC 77580, Sub. 5, and MC 94010, Sub. 2, now assigned merc 
for November 21, at Harrisburg, Pa., is transferred to November 21, , 
at U. S. Ct., Harrisburg, Pa., before Examiner Dunn. _— 
Hearing in 29804, now assigned for November 24, at Panama City, 
Fla., is cancelled. feas: 
woot 
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N. F. A. S. Agrees with Many Views 
of Harriman Foreign-Aid Report 


On examination of the shipping sections of the report on 
“European Recovery and American Aid’? which the President’s 
Committee on Foreign Aid, headed by Secretary Harriman, of 
the Department of Commerce, had issued (see Traffic World, 
Nov. 15), the National Federation of American Shipping said 
it found itself in agreement with many of the conclusions in 
the report, but it expressed some differences of opinion with 
respect to the committee’s recommendation for the sale of 
American war-built merchant ships to the 16 Paris Conference 
nations ‘“‘contingent” on a commensurate reduction of European 
shipbuilding. 

“The Harriman committee report,’ the federation said, 
“shows that a thorough and careful examination has been made 
by this committee of the proposals contained in the Paris re- 
port of the Marshall Plan nations.” 

The report, it added, confirmed findings by the N. F. A. S. 
that savings in “dollar freight costs” which could be effected 
by the sale or other disposal of American war-built tonnage 
to the participating. nations were but a small fraction of the 
total of such costs. 

“The Harriman committee has shown,” it continued, “that 
the 1,214 million “dollar freight costs” attributed to shipping 
under the 16-nation proposal should really be reduced to the 
neighborhood of 300 million dollars, as recently projected by 
the federation. This latter figure is only about 2 per cent of 
the estimated aggregate costs of the Marshall Plan. The Harri- 
man report reaches the conclusion that ‘the limited financial 
savings are not sufficient to justify the drain on United States 
ree for national defense which such transfers would in- 
volve.’ ” 

Such savings, said the federation, were not sufficient to 
justify the long-range damage that, it contended, would be done 
to the American merchant marine in the future by transferring 
a substantial number of war-built vessels to nations whose 
fleets already exceeded their 1938 capacities in vessels of this 
character, and whose competition would have to be met in the 
post-war years when they would be manned with low-wage 
crews of those foreign flags. 

Commenting on the Harriman committee’s proposal for 
sale of other war-built ships to the Paris Conference nations on 
condition that their shipbuilding programs were reduced. com- 
mensurately, the federation said that the following circum- 
stances ‘“‘must be realized”: 

(a) Before the war 75 per cent of the shipbuilding facili- 
ties of the world were located in these 16 nations; (b) ship- 
building was one of their primary industries, recovery of which 
was a substantial factor in the Marshall Plan; (¢c) whatever 
“contingencies” are now arranged, it is not reasonable to pay 
these nations to cease building in the immediate future, or for 
any protracted time, dry cargo vessels to meet their require- 
ments; (d). their present fleets of such vessels of 5,000 gross 
tons and over (suitable for international trading) are now 1.4 
million tons in excess of their capacities in 1938, and (e) their 
shortage really exists in the smaller vessels required for coastal 
and nearby European trades which are not available in Amer- 
ican war-built ships and must of necessity be constructed of 


special design to meet particular trade requirements, including , 


shallow-draft vessels for small harbors, etc. 


The federation said it agreed with the Harriman commit-. 


tee’s statement that “the U. S. needs an active merchant marine 
for national defense, and we must not create conditions in which 
that merchant marine cannot survive,” but it suggested that 
that statement be amplified by declarations that “we need 
American ships to carry a substantial part of our own com- 
merce, to maintain transportation facilities to important world 
areas, and as a leader among the United Nations we must keep 
a reasonably strong position upon the seas.” 


LUMBER EXPORT CONTROLS ARE CONTINUED 


The Office of International Trade, Department of Com- 
merce, has announced that, for the present, export controls 
over lumber will remain unchanged. 

O. I. T. said it had made an extensive inquiry into the 
feasibility of removing export controls on lower grades of soft- 
wood lumber, in line with the federal government’s general 
policy of relaxing export controls as rapidly “as the domestic 
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supply situation will permit,” and found that these grades of 
softwood lumber were still in too short supply to meet the 
requirements of domestic demand and the present situation 
would not justify relaxing export controls. 

O. I. T. pointed out that the fourth quarter export quota 
of softwood lumber had “already” been set at 365 million board 
feet, and said this quantity was being licensed with due con- 
sideration, “as previously, to the end-use of the lumber, the 
sections of the country from which lumber exports will be 


forthcoming, the grades and sizes, and the country of destina- 
tion.” 


U. S. Shipping Experts to 
Assist General MacArthur 


The National Federation of American Shipping has an- 
nounced that it has concluded agreement on terms of a contract 
to be entered into with the War Department to procure quali- 
fied American shipping officials to proceed to the Japan-Korea 
area to act as advisers to General Douglas MacArthur and his 
staff on Japanese shipping. 

Three shipping experts, it said, would be sent by the fed- 
eration within the next few days. The federation announced its 
selection as follows: 


Colonel Arthur Syran, now on the staff of the federation, will head 
the mission. He will be accompanied by E. E. Anderson, traffic man- 
ager, American Mail Line, Seattle, Wash., and William S. Reagh, 
marine superintendent, American President Lines, Wilmington, Calif. 

These federation men will make a survey of the Japanese shipping 
conditions. It is contemplated that at some time in the future several 
additional shipping experts, already selected, will proceed to Japan 
to join the federation group. 

The general purpose of the mission will be to survey, report, and 
make appropriate recommendations to General MacArthur upon the 
Japanese-Korean shipping situation, including harbor and terminal 
facilities. 


Commerce Unit Issues “Economic 
Appraisal” of Seaway Project 


The transportation division of the Bureau of Foreign and 
Domestic Commerce of the Department of Commerce has issued 
a report entitled “An Economic Appraisal of the St. Lawrence 
Seaway Project,” in the August-November industry report on 
domestic transportation. The report was prepared under the 
direction of Paul M. Zeis, acting chief, assisted by Henry 
Beitscher and Robert Smith. 


Attention is directed to the fact that a joint resolution 
authorizing the project “as a self-liquidating venture” has been 
approved by the Senate foreign relations committee and that 
the resolution is expected to be debated in the Senate in the 
near future. Limited time and staff had not permitted under- 
taking a study of the potential traffic for all commodities, said 
the report, and, accordingly, the study had been restricted to 
an investigation of potential traffic in iron ore, grain, coal and 
petroleum. 


The authors of the report see a huge traffic in ore—30 to 
37.5 million tons—due to expected exhaustion at some date in 
the future of Lake Superior high-quality ores and the resulting 
necessity of importing foreign ores—deposits in Brazil and 
Labrador. being prominently mentioned—unless there is de- 
veloped a low-cost conversion process for the vast quantities 
of low-grade ore that exist in the Lake Superior region. A 
potential volume of grain traffic via the seaway ranging from 
a minimum of 6.5 million tons to a maximum in excess of 11.5 
million tons is reported. As to coal the conclusion is that the 
potential, volume of United States bituminous coal moving to 
Quebec by water is estimated at 4.3 million short tons and that 


.this is the volume which will be available as seaway traffic. 


Subject to several ‘ifs’ the authors say potential traffic in 
petroleum might ultimately reach at least 15 or 20 million tons 
but they add that any substantial traffic in this commodity 
‘should be regarded as a long-range rather than an immediate 
possibility. 

The proposed seaway, it is held, could accommodate the 
estimated ore, grain and coal traffic. 


Toll Charges 


As to toll charges the report states that a toll charge of 
as much as 50 cents a short ton would apparently not inter- 
fere with the seaway movement or force diversion to other 
methods .of transport. A rate of 25 to 35 cents a ton woul/ 
probably assure maximum grain and coal seaway traffic, it 


«stated. Tolls for vessels in ballast, it is suggested, might 


set at 15 cent a deadweight ton. Continuing, the report ¢ 
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On the basis of the suggested toll charges discussed above, the toll 
revenue from ore, coal and grain and from ore carriers returning light 
would range from 21 to 27 million dollars. It is not intended to advance 
these figures as the revenue which should or will be derived from sea- 
way traffic in ore, coal, and grain. The sole purpose of the estimate is 
to indicate the revenue which might be raised by assessing tolls at 
levels which do not interfere with the volume of seaway traffic, and 
which would encourage maximum use of the largest carriers. 
Possible Range of Toll Charges and Toll Revenue 

Ore, potential traffic 30-37% million tons, per ton toll charge 50 
cents, total revenue $15,000,000-18,750,000; grain, potential traffic 6%4- 
11% million tons, per ton toll charge 25-35 cents, total revenue $1,625,000- 
4,025,000; coal, potential traffic 4 million tons, per ton toll charge 25-35 
cents, total revenue $1,000,000-1,400,000; ballast, potential traffic 1914-22 
million tons (deadweight tonnage), per ton toll charge 15 cents, 
$3,300,000-2,925,000; total $20,925,000-27,100,000. 


The report includes considerable discussion of transporta- 
tion charges by the seaway and by rail, and of vessel operating 
costs. 


California Ports’ Terminal Rate 
Report Issued by M. C. Examiner 


In No. 640, Terminal Rate Structure—California Ports, a 
proceeding instituted by the Maritime Commission at the re- 
quest of four privately-operated and six state and municipally 
owned and operated marine terminals at major ports in Cali- 
fornia, G. O. Basham, chief examiner of the commission, has 
made recommendations in a proposed report. 

Mr. Basham said that the respondents participated in 
U. S. M. C. agreement No. 7345, which had been approved by 
the commission pursuant to section 15 of the shipping act, 
1916, as amended. The respondents are Howard Terminal, 
Oakland; Encinal Terminals, Alameda; Parr-Richmond Ter- 
minal Corporation, Richmond; Outer Harbor Dock and Wharf 
Co., Los Angeles; Board of State Harbor Commissioners for 
San Francisco Harbor, a state agency, and the following munic- 
ipal agencies: Board of Harbor Commissioners of the City of 
Los Angeles; Board of Port Commissioners of the City of 
Oakland; Board of Harbor Commissioners of the City of Long 
Beach; Harbor Commission of the city of San Diego, and Stock- 
ton Port District. 

One of the stated purposes of the agreement, according to 
the examiner, is ‘‘to establish and maintain just and reasonable, 
and, as far as practicable, uniform terminal rates, practices, etc.” 
The examiner said the purpose of the proceeding was to 
analyze respondents’ operations, “so that there may be estab- 
lished (1) a proper basis for the segregation of terminal serv- 
ices,.and costs thereof, rendered for the account of the vessel 
from those rendered for the account of the cargo, (2) a proper 
basis for allocating costs assignable to the vessel as between 
dockage, service charge and other services rendered to the 
vessel, (3) a proper basis for allocating costs assignable to the 
cargo as between wharfage, wharf demurrage and storage, 
and other services rendered to the cargo, (4) a proper basis 
for determining carrying charges on waterways, land, struc- 
tures, and other terminal property, devoted to furnishing wharf- 
age, dock, warehouse or other terminal facilities in connection 
with a common carrier by water, and (5) any other services 
~ costs necessary to a determination of the above-mentioned 

ases. 

“All respondents provide, and some operate, facilities for 
receiving, holding and delivering cargo,” said the examiner. 
“Some have a simple landlord and tenant arrangement while 
others provide a complete wharfinger service. Also, some en- 
gage in railroad operations, leasing of land, production of oil, 
and other non-wharfinger activities. The facilities range from 
one or two general cargo piers and sheds to several score of 
facilities. The ratio of investment as between the smallest 
terminal and the largest is about 1 to 47. The publicly-owned 
terminals pay no taxes while those in private ownership pay 
as high as 10 per cent. 

“The commission employed Mr. Howard G. Freas (rate 
expert of California Public Utilities Commission), a rate con- 
sultant, to study respondents’ operations, make a tentative cost 
formula, apply it to a normal prewar period, and to testify at 
hearings called to consider the formula. His formula was pat- 
terned after the Edwards-Differding formula which has been 
considered by the commission in docket 555, Practices, etc., of 
San Francisco Bay Area Terminals (1941), 2 U. S. M. C. 588. 
However, he changed and simplified that formula to the extent 
he thought present-day facts and experience justified. The 
formula was applied to actual terminal operations for the 
fiscal year ending June 30, 1940, for the purpose, (a) of check- 
ing its accuracy and (b) its utilization in the postwar period 
in connection with uniform terminal rates.” 

In further explanation Mr. Basham said: 


The study covered the primary function of interchanging cargo i. e., 
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receiving, holding and delivering cargoes, which activities are classified 
as wharfinger operations. Activities not closely related thereto are 
classified as non-wharfinger operations. Witness Freas approached the 
problem by inspecting each terminal and auditing and analyzing its 
accounts. Each item of wharfinger expense was considered, and fur- 
ther broken down if necessary. Non-wharfinger items were considered 
only where necessary properly to distribute joint expenses. 

All expenditures were apportioned to vessel and cargo in propor- 
tion to the use made of the facilities provided and of the services 
rendered. The vessel was held résponsible to the wharfinger for all 
usages and services from, but not including, the point of rest on out- 
bound traffic and to, but not including, the point of rest on inbound 
traffic. All other wharfinger costs were assessed against the cargo. 
The point of rest is the location at which the inbound cargo is de. 
posited and outbound cargo is picked up by the steamship company. 

Since the objective is to determine costs, no consideration was 
given to value of service and other factors which must be considered 
in determining the level of the rates. 


Mr. Basham explained in detail the provisions of the 
formula and its application. In connection with discussion of 
the latter phase of the matter he said the formula applied _ to 
the actual experience of the terminals in the fiscal year ended 
June 30, 1940, developed costs that substantially exceeded_the 
revenues. The total annual revenue for the terminals involved 
was stated as $5,197,134; annual cost, $10,703,852, and operat- 
ing ratio, 205.9 per cent. 

Chief Examiner Basham said the commission should make 
the following findings: 


1. Approve the formula as a proper method of segregating termi- 
nal costs and carrying charges, and of apportioning such costs and 
charges to the various wharfinger services. 

2. Find that respondents operating publicly owned terminals are 
entitled to a fair return on investment. 

3. Find that depreciation on ‘‘gift property,’’ consisting of build- 
ings, structures, etc., should be charged to operating expenses, but the 
value of such property should not be included in original cost or cost 
of reproduction. 

4. Find that the ‘fair value’’ of respondents property used and 
useful in their wharfinger operations should consist of the actual legi- 
timate cost thereof, properly depreciated, plus working capital. 

5. Find that in the ascertainment of ‘‘fair value’’ resort should be 
made to data in the following order: first, original cost records if 
available; second, book values; third, valuations by recognized engi- 
neers and appraisers; and fourth, cost of reproduction less depreciation 
and present market value of lands, only where no other data are 
available. : 

6. Find that uniformity in the rate structure should be achieved 
by basing the rate level upon the operations of the lowest-cost oper- 
ators, such level to be increased, if necessary, to a point where all other 
respondents may earn their legitimate cost of operation, including de- 
preciation and bond interest, plus a reasonable surplus to meet emer- 
gencies and other public needs, subject to competition and the ability of 
the traffic to pay. 

7. Give consideration to instituting a nation-wide rule making pro- 
ceeding under section 4 of the administrative procedure act and the 
shipping act, 1916, to afford interested persons an opportunity to ex- 
press their views as to whether the Commission should promulgate a 
rule requiring the assignment to the vessel of all costs incurred in 
providing dockage, wharfage, ship’s services and free time storage. An 
order dismissing the proceeding should be entered. 

IMPORT AND EXPORT BOOKLET 


wo 

Vv, 

Arve foreign commerce department of the Chamber of Com- 
mé€rce of the United States has published a 140-page booklet 
entitled, “An Introduction to Doing Import and Export Busi- 
ness.” In a foreword, Arch N. Booth, manager of the Chamber, 
said the booklet was written primarily from the point of view 
of manufacturers, wholesalers, and retailers without previous 
experience in importing, who wished to import foreign supplies, 
and that of manufacturing companies or other producers who 
contemplated starting export business. He said it would serve 
likewise the interests of students of foreign trade, and would 
be of value.for review by many persons already engaged in 
importing or exporting in specialized positions. The booklet is 
priced at $1 a copy, postpaid. 


~»@ANADIAN WAR-BUILT FLEET SOLD 


The Canadian War Assets Corporation has completed the 
sale of Canada’s entire crown-owned merchant fleet, realizing 
$77,121,000 on the disposition. Of the 170 ships sold, 109 were 
dry-cargo vessels of 10,000 tons. They were sold for an average 
price of $474,036 each. One hundred were 4,700-ton dry cargo 
vessels which brought in an average of $402,365. The 13 10,000- 
ton tankers brought an average of $549,671; while the six 3,600- 
ton tankers brought an average price of $316,666. One con- 
verted dredge, formerly a lake tanker, was sold for $225,000. 


M. Cc. LAW BUREAU HEAD NAMED 


The Maritime Commission has appointed Wade H. Skinner 
to head its Bureau of Law in addition to his duties as the 
commission’s general counsel. Mr. Skinner succeeds George 
Robinson, resigned. 
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November 22, 1947 


President's Marine Committee 
Makes Shipping Recommendations 


Advisory group appointed by Truman advocates that 
Maritime Commission be succeeded by two govern- 
ment units, one a Maritime Administration under an 
administrator, within Department of Commerce, 
charged with executive and operating functions now 
assigned to commission, the other a Maritime Board 
of five commissioners, to handle commission’s pres- 
ent quasi-judicial and quasi-legislative functions. 
Four-year program for construction of 46 passenger- 
carrying ships at total cost of $500 million to $600 
million proposed, with supplementary program of “a 
number of prototype high-speed dry cargo and tanker 
vessels.” Government sponsorship of cooperative 
effort to reduce cargo handling costs urged. Early set- 
tlement of coastal ship lines’ rate petition by I. C. C., 
sale of about 250 surplus Liberty and Victory ships 
for use in domestic trade, on competitive-bid basis, 
recommended 


Reorganization of the Maritime Commission is one of the 
recommendations of the President’s Advisory Committee on the 
Merchant Marine, whose report to the President was made 
public by the White House November 15. 

President Truman established the committee last March, 
asking the members to study carefully the nation’s merchant 
marine needs and submit recommendations for his consideration 
as to the number and types of merchant vessels to be con- 
structed annually under a stable, long-range program, as well 
as any other recommendations that the committee felt would 
prove helpful (see Traffic World, March 15, p. 832). 

“Its findings will assist me in developing a sound merchant 
marine policy and in formulating proposals to the Congress for 
any necessary legislation,’ said the President in his letter 
appointing members of the committee. 

The members of the committee are: K. T. Keller, chairman, 
president, Chrysler Corporation, Detroit, Mich.; Marion B. Fol- 
som, vice chairman, Business Advisory Council for the Depart- 
ment of Commerce, and treasurer, Eastman Kodak Co., Roch- 
ester, N. Y.; Andrew W. Robertson, chairman of the board, 
Westinghouse Electric & Manufacturing Co., Pittsburgh, Pa.; 
James B. Black, president, Pacific Gas and Electric Co., San 
Francisco, Calif., and Vice Admiral Edward L. Cochrane, U. S. 
N., formerly chief, Bureau of Ships, U. S. Navy, president, 
Society of Naval Architects and Marine Engineers. 


Truman’s Statement 


President Truman issued the following statement when the 
report was made public: 


Early this year, it became apparent that the nation was faced with 
the serious problem of deciding how an adequate fleet of freight and 
passenger vessels should be maintained. Only a few cargo vessels, and 
no passenger liners, were scheduled to be built in American shipyards 
in the immediate future, and all existing contracts for such construction 
were to be completed by early 1948. Many war-built vessels were ill 
adapted for peacetime operation, and others, though suitable for com- 
mercial trade, were rapidly growing obsolete. 


This situation called for a careful examination of the present con- 
dition and the future development of our merchant fleet which tradi- 
tionally has played so important a part in the nation’s well-being and 
security. The problem had many aspects: the nature and extent of a 
sound ship construction program; the maintenance of American ship- 
buiiding skills and techniques through a program of ship replacement; 
the incorporation of technological developments into future vessels; the 
training and welfare of merchant-ship officers and men; the fiscal and 
administrative decisions that should be made if the United states were 
to build and maintain a strong merchant fleet. 

With these considerations in mind, last March I named an Advisory 
Committee on the Merchant Marine, consisting of a group of private 
citizens, to examine the problem of our merchant marine and to present 
to me its recommendations for a stable, long-range program. After 
several months spent in hearing the views of representatives of execu- 
tive departments of the government, the shipping and shipbuilding 
industries, trade and labor organizations, and others interested, and in 
studying pertinent statistical reports and data, the committee has 
submitted its report. 

The committee concludes that a modern, efficient American mer- 
chant fleet and a progressive shipbuilding industry are indispensable 
to our national security, and that these are sufficiently essential to 
our peacetime economy, as well, to justify the government financial aid 
that is necessary to maintain them. In its recommendations, the com- 
mittee sets forth a series of specific measures which in its opinion 
would result in a well-balanced, modern merchant fleet. 

The report is being made public, in the hope that it will prove 
helpful not only to members of the Congress and heads of executive 
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agencies who have long been dealing with the problem, but also to the 
many private citizens who are sincerely concerned with this important 
phase of the nation’s security and prosperity. I am truly grateful to 
Mr. Keller and the other members of the committee for the time and 
effort they so unselfishly expended in the preparation of this careful 
and thorough study. 


Reorganization of Commission 


The committee summarized its recommendations with re- 
spect to reorganization of the Maritime Commission as follows: 


(1) Reorganization of the Maritime Commission.—A prerequisite to 
the reestablishment and maintenance of effective shipping and shipbuild- 
ing industries, which require some degree of governmental regulation 
and a measure of governmental aid, is vigorous administration of the 
functions now entrusted to the Maritime Commission. 

This committee is convinced that there is no assurance of such 
administration under the existing statutory structure of the commis- 
sion. As long as the great variety and volume of activities now carried 
by that agency continue to demand attention and occupy the time of 
the members of the commission, it is unlikely that ship operators can 
obtain the prompt decisive action required by the industry. 

It is strongly and primarily recommended, therefore, that the Mari- 
time Commission be reorganized into: 

(a) A Maritime Administration under a single Administrator, who, 
in time of peace, should report to the Secretary of Commerce and who 
should be charged with the executive and operative functions presently 
assigned to the Maritime Commission; and 

(b) A Maritime Board composed of the five commissioners set up 
in the 1936 act in whom would be vested the quasi-legislative and the 
quasi-judicial functions for which the Maritime Commission is now 
responsible. 

This arrangement would provide for the prompt discharge of the 
operating functions presently assigned to the commission by placing 
them under the direction of a single executive capable of managing 
efficiently the several’’service bureaus and divisions of the present 
agency. These activities would be physically divorced from the com- 
mission. The executive assigned to direct the Administration should 
rank as an Under Secretary in the Department and should have access 
to the President and Cabinet through the Secretary of Commerce so 
as to keep maritime activities in working relationship with other gov- 
ernment departments whose interests are affected by or bear upon 
shipping and shipbuilding programs. 

The duties of the Maritime Administrator would require that his 
office be, in fact, the liaison of the shipping industry with the various 
governmental agencies, almost all of which have responsibilities or 
authority which bear in some measure upon shipping. 

Removal of the operating functions from the commission should 
permit that body as reconstituted to concentrate its energies and atten- 
tion on the policy-making responsibilities in the quasi-legislative and 
quasi-judicial sphere normally assigned to a commission. 

It is the belief of the committee that this reorganization and sep- 
aration of functions can be undertaken under the powers of the 
reorganization act of 1945 (public law 263, 79th Cong.), but should it 
develop. that these powers are insufficient, necessary legislation should 
be requested of Congress. The committee believes that effective ad- 
ministration of existing maritime laws will get to the very root of the 
present difficulties, and accordingly recommends that the reorganiza- 
tion outlined above be effected without delay. 

The situation created by section 201\b) of the merchant marine 
act of 1936, which provides in effect that no person who shall have 
been associated with the marine industry for 3 years prior to the date 
of his appointment may serve as a member of the commission, requires 
action. The committee believes that the unusual restriction requiring 
disassociation for 3 years prior to appointment eliminates men who 
are, because of their familiarity with the problem, especially well qual- 
ified to serve. Accordingly, as a further step toward securing effective 
administration, the committee recommends that disassociation be re- 
quired only during the tenure of office. 


Construction Financing 


The committee’s recommendations on construction financing 
and building program were summarized in part, as follows: 


(2) Construction Financing—In support of its conclusion that the 
merchant marine should basically be privately owned and privately 
operated, the committee finds it impracticable to determine or to recom- 
mend a long-term shipbuilding program controlled or exclusively financed 
by the government. The committee has found, however, a strong desire 
for new construction for specific services on the part of a number of 
established operating companies which are willing to invest capital, 
primarily that available in their reserve funds, in new ships. Uncertainty 
as to national maritime policy has been one of the important factors 
deterring investments in maritime ventures. The committee believes 
that given prospect of fair and reasonable remuneration and assurance 
of consistency of government policy, new private capital can be brought 
into this field of enterprise. 

Plans are immediately available for two classes of moderately large 
passenger-carrying vessels which are urgently needed and for which 
private operating companies are prepared to enter into purchase con- 
tracts. The only obstacle to concluding such contracts so far as the 
committee can learn is the question of net cost to the operator; i. e. 
the difference between shipbuilders’ contract price and the sum of the 
construction-differential subsidy and the cost of national defense fea- 
tures. \ 

The 1936 act provides for a precise and theoretical determination 
of the amount of the construction-differential subsidy. The committee 
finds that the uncertainty of industrial conditions, both at home and 
abroad, prevents a satisfactory determination of this differential. There 
are further complications in the added cost of American standards for 
the safety of life at sea and for crew’s accommodations. The pressing 





national security needs for ships and shipbuilding, lead the committee 
to recommend, in view of these practical difficulties and factors, that 
during the next three years, at least, shipbuilding contracts be placed 
at the maximum construction differential subsidy of 50% permitted by 
the 1936 act and which was used under congressional approval during 
the recent war period. 
(3) Building Program—The estimated mobilization requirements of 
the national military establishment for troop transports together with 
our great deficiency in passenger-carrying ships for peacetime service, 
indicate a program of ship construction of about 46 passenger-carrying 
vessels over the next 4 years, and the inception of a freighter and 
tanker program. There is a commercial need for these vessels and, for 
the most part, the operating companies covering the routes involved 
have expressed a willingness and a desire to invest capital in them. 
There are some services where initially at least the new vessels can, 
on. present information, be put into operation only on a government- 
owned charter basis. It is of the utmost importance that initiation of 
actual construction be expedited. The ships contemplated will all be 
of extreme value in a national emergency. They should in each case 
be subject to approval by the armed services for suitability for mobiliza- 
tion. Their design, however; should be and in some cases already has 
been based primarily on the needs of their prospective peacetime em- 
ployment. 
The Maritime Commission has prepared and submitted to the com- 
mittee a study of prospective requirements for passenger-carrying ves- 
sels on the various foreign-trade routes and in certain domestic services. 
In its meetings with the representatives of the industry, the committee 
has found general substantiation of the need for the services proposed 
by the Maritime Commission. It has on the other hand, in many 
cases, found a more conservative opinion on the part of the operating 
companies as to the characteristics for vessels best suited to these 
services. In the furtherance of the policy of private ownership and 
private operation of the merchant marine, the committee believes that 
consistent with national security considerations preference should be 
given to the opinions and desires of the operating companies as to the 
designs to be provided. The prospective owner’s interests and require- 
ments in new vessels should likewise be guarded in the contract, in 
development of the working plans, and in the inspection during actual 
construction and outfitting. 
It is recognized that in the supplemental appropriation act for 1948 
(public law 299, 80th Cong.) and in the independent offices appropria- 
tion act for 1948, the Congress has withdrawn from the control of the 
Maritime Commission and put into the Treasury as ‘‘miscellaneous 
receipts’’ all of the former construction revolving fund, save moneys 
required for limited 1948 expenditures and obligations. This has had 
the effect of putting the Maritime Commission on an annual appropria- 
tion and annual contract-authority basis. It prevents setting up a 
continuing ship construction program that has its origin in the needs 
and desires of commercial shipping companies since it precludes the 
flexibility necessary to meet possible changes in the demand for vessels 
by number and types and since it makes no allowance for the long 
periods of study and research required to prepare designs of large ships. 
It is recommended either that a revolving fund in limited amount 
be restored, or a separate shipbuilding authorization with suitable con- 
tract authority be established. The former scheme, that set up in the 
1936 act, has the merit of great flexibility and therefore appears 
preferable. 
The limited appropriation available for fiscal years 1947 and 1948 
($99,000,000, of which $15,000,000 is allocated for betterment of existing 
ships) compels a modest start. Contract authority and funds required 
for the following years should be made available promptly, so that 
continuous construction at about the rate indicated may become possible. 


Ship Construction Program 


In the foregoing recommendations the committee included 
a program for the construction of passenger-carrying vessels. 
For the fiscal year 1948 it recommended the construction of 
eight vessels; for the fiscal year 1949, ten vessels; for the fiscal 
year 1950, 13 vessels, and for the fiscal year 1951, 15 vessels, a 
total of 46 vessels for the period indicated. 

The committee’s summary of its findings with respect to 
the building program continued as follows: 


This schedule of ship construction is advocated not as a rigid re- 
quirement, but rather as what the committee believes to be a realistic 
estimate of the first steps toward putting the merchant marine and 
shipbuilding industry on a sound continuing basis. It is necessary that 
these steps lead in subsequent years to the development of an annual 
replacement program of cargo, passenger-carrying and tanker tonnage. 
This would give some assurance that the nation’s merchant fleet is 
maintained at a level of effectiveness commensurate with security re- 
quirements and at a degree of efficiency that should help to minimize 
the economic handicaps imposed by our higher costs of operation. 
The passenger capacity represented by this program in ships to be 
completed by 1953 is less than 40 per cent of the total passenger traffic 
which the Department of Commerce estimates will be traveling over- 
seas by water in 1950. Its total approximate cost, based on the Mari- 
time Commission’s estimates at present price levels, would range be- 
tween $500,000,000 and $600,000,000, or average about $150,000,000 a 
year. A considerable part of this initial outlay should be recovered 
through the sale of the ships to private operating companies. 

The building of two express-type passenger-carrying ships for the 
New York to Channel-port service will help to restore the heavy war 
losses. in trans-Atlantic express passenger tonnage and will provide a 
type of vessel particularly useful in time of emergency. The com- 
mittee also considers it important that the reestablishment of satis- 
factory service under the United States flag from the Pacific coast to 
Australia be expedited. 

In addition to the passenger ships enumerated in the foregoing 
table, it appears to the committee that national security considera- 
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tions require that this program be supplemented by the building of a 
number of prototype high-speed dry cargo and tanker vessels, the 
construction costs of which are not included in the approximate figures 
given above. 


(4) Depreciation and reserve funds.—The committee has consid 
ered the disparity in treatment regarding depreciation and the ac. 
cumulation of reserve funds as between the lines holding operating- 
differential subsidy contracts in foreign trade on the one hand and 
the foreign trade lines running without operating subsidy on the 
other. Recommendations for liberalized depreciation allowances have 
been made to the committee. The committee thinks that a more satis- 
factory course in accord with the national policy to foster shipping 
would result from extending to the unsubsidized companies in foreign 
trade the privilege of the provisions of section 607 of the 1936 act as 
to the capital reserve fund and the special reserve fund now applicable 
only to subsidized lines. 


(5) New ships for domestic services.—Domestic carriers of general 
cargo and passengers are not replacing the tonnage they lost in the 
war. Much of this was in ships acquired after World War I at very 
low prices and when taken over by the government for use in World 
War II, netted the operators sums hopelessly insufficient to replace 
the ships at present prices. 


Under existing rate structures and operating conditions new capital 
is not going into this shipping. There is small inducement for com- 
mercial companies to come forward to build new ships or to improve 
terminal and cargo handling facilities whereby efficiency could be in- 
creased and operating costs reduced. 


Domestic Shipping Recommendations 


The committee summarized its recommendations for im- 
proving the situation in domestic shipping as follows, stating 
that the recommendations were outlined below in the order of 
importance which the committee attached to them: 


(a) Early settlement should be effected of the petition made to 
the Interstate Commerce Commission by the water carrier in the 
coastwise and intercoastal services. The committee urges a rapid 
resolution of the problem as being of the utmost significance, In the 
balance rests the return to operation of a large number of ships. From 
the point of view of national security, the value of such shipping in 
successful operation and the potential release of a demand for addi- 
tional shipbuilding are very important. 

(b) Ocean shipping has lagged in the application of the new tech- 
niques and methods of handling materials developed during the last 
10 to 15 years. The great percentage of dry cargo is still handled into 
and out of holds of vessels with cargo booms and winches, in a 
method which has experienced little improvement except in the winches 
themselves in the last hundred years. This procedure involves many 
handlings of individual items of freight. It is slow and expensive. 


Although cargo-handling cost is an important factor in all shipping, 
its impact on certain domestic trade, because of relatively short hauls 
and because of competition with land transportation systems, is partic- 
ularly severe. According to the study made by the Graduate School 
of Business Administration, Harvard University, cargo-handling costs 
in domestic shipping in prewar years averaged 41 per cent of the 
cost of transporting general cargo by water. Representatives of the 
industry indicate that this portion of the total cost has now increased 
to approximately 50 per cent. 


Reduction in handling costs can come through the application of 
suitable mechanized systems for moving cargo into and out of ships, 
through the modernization and improvement of port and terminal 
facilities and through the development of ships of specialized type 
where their utility for the service in view is indicated. 


In view of the wide application and importance of improved cargo 
handling procedures and facilities in the national economy and in the 
development of American-flag shipping, the committee recommends 
that the government sponsor a concerted cooperative effort by shipping 
companies, shippers, ship designers, maritime labor, port authorities, 
and interested governmental departments toward the reduction of cargo- 
handling costs. 


(c) To facilitate the early establishment of such domestic service as 
may be carried in existing types of war-built ships, it is recommended 
that a limited number (approximately 250 appears reasonable) of the 
surplus Liberty and Victory type ships and of the smaller types (those 
of less than 6,000 dead-weight tons) remaining in government owner- 
ship after the expiration of the sales provisions of the ship sales act 
of 1946, be offered for sale until January 1, 1949, on a competitive-bid 
basis. A condition of each such sale should be that these vessels be 
operated exclusively in domestic trade. Adjustment of prices of prior 
sales of ships sold under the ship sales act of 1946 and designated for 
operation exclusively in domestic trade should then be made on the 
basis of the average price realized on vessels of the type sold on com- 
petitive bids. Since usable ships were taken from the operators at 
prices complete'y inadequate to enable the purchase of replacements, the 
committee recommends extraordinary financial cooperation on the part 
of the government with such companies to restore to them vessels 
fitting the service in which they are to be employed. 


(d) The committee has recommended, in the building program 
proposed earlier in this report, certain passenger-carrying tonnage to 
support the development of the territories of Alaska and Puerto Rico 
and of the Pacific Islands. The economies of these areas, on the basis 
of information furnished to the committee, will not support a rate 
structure adequate to be remunerative on a capital investment neces- 
sary to cover the full current costs of suitable new vessels built in the 
United States. The government’s obligation to the Territories, and 
its requirements for vessels concerned for national-security purposes 
dictate, therefore, that their construction be financed initially by gov- 
ernment funds, and. that they be placed under private operation on a 


Nove 


negot 
merci 


in th 


study 
indus 
mitte 
merc 


( 
bility 
main 
i.e., 
trucl 


tinue 
train 
evide 
pers 
find 

cons 
this 

patr 
sion 


men 
the 
spor 
The 
nati 
nati 
suit: 
and 
Uni 


that 
tive 
con 
wor 
con 
dist 


tive 
and 
sur 


of © 
Sev 
act 
shi 
gov 


ing 
for 
in 

vio 
chz 
ext 


so 
an 


RLD 


g ofa 
is, the 
figures 


consid 
he ac 
rating- 
id and 
yn_ the 
s have 
» satis- 
ipping 
foreign 
act as 
licable 


yeneral 
in the 
it very 
World 
replace 


capital 
r com- 
nprove 

be in- 


ir im- 
tating 
der of 


ade to 
in the 

rapid 
In the 
. From 
ying in 
r addi- 


v tech- 
ne last 
2d into 
, ma 
vinches 
; Many 
ve. 

ipping, 
t hauls 
partic- 
School 
z costs 
of the 
of the 
-reased 


tion of 

ships, 
rminal 
d type 


l cargo 

in the 
amends 
ripping 
orities, 
' cargo- 


vice as 
nended 
of the 
(those 
owner- 
les act 
tive-bid 
sels be 
f prior 
ted for 
on the 
nm com- 
tors at 
nts, the 
he part 
vessels 


rogram 
lage to 
to Rico 
e basis 
a rate 
neces- 
_in the 
Ss, and 
urposes 
y gOov- 
mona 





November 22, 1947 


negotiated basis, at a price which offers reasonable prospects of com- 
mercial success. 


Operating Personnel, Etc. 


Other recommendations of the committee are summarized 
in the following: 


(6) Operating personnel.—The committee has not attempted to 
study in detail questions involving operating personnel in the shipping 
industry. Certain broad aspects in this field have come up in the com- 
mittee hearings and appear of sufficient importance to the American 
merchant marine to justify serious consideration and study. 

(a) Ways must be found to assure efficiency, continuity, and relia- 
bility of service. Unless regular service at reasonable rates can be 
maintained, business will inevitably shift to more reliable agencies; 
i.e., to foreign-flag tonnage in overseas trade and to railroads and 
truck lines in domestic trade. 

(b) The Maritime Commission’s training program should be con- 
tinued for licensed and unlicensed personnel, The importance of well- 
trained and competent officers and crews in our merchant fleet is self- 
evident. In the operation of passenger-carrying vessels, the matter of 


personal service is of particular importance. The traveling public must . 


find in American ships the same high standard of courteous and 
considerate treatment that is offered by foreign-flag services. Only in 
this manner can American ships hope to win and retain full passenger 
patronage. The committee understands that the Maritime Commis- 
sion’s training program has contributed significantly to this end. 

(c) To provide for the well-being and assistance of American sea- 
men in foreign ports, service similar to that now being furnished by 
the United Seamen’s Service, Inc., should be continued under the joint 
sponsorship of ship-operating companies and of maritime employees. 
The value of such service has long been recognized by other maritime 
nations who have provided in foreign ports similar facilities for their 
nationals. By furnishing clean, decent meeting places ashore where 
suitable lodging and recreation may be obtained at reasonable prices 
and where financial assistance can be obtained in emergencies, the 
United Seamen’s Service, Inc., has won general approbation. 

(7) Distribution of ship construction.—It is implicit in a program 
that aims to encourage a vigorous shipbuilding industry that the rela- 
tively small volume of tonnage to be built in the near future not be 
concentrated in one or two yards. Not only prices bid but the current 
work load, the availability of facilities, geographic location, and other 
conditions will have to be taken into account in determining suitable 
distribution. 

In prosecution of such a program, it is important that the competi- 
tive character of the industry, expressed in efficiency of the operations 
and the close control of costs, be preserved, and no guarantee of 
survival can be or should be extended to any yard. 

The building program contemplated will include groups of ships 
of the same design. Provision for the distribution of such a group to 
several yards is contained in section 502(f) of the merchant marine 
act of 1936, without penalty to the shipping company purchasing the 
ships, since the excess cost of building ships separately is paid by the 
government as a national-defense measure. 

In administering this provision, the unit-sales price to the operat- 
ing line should be determined on the basis of the low responsible bid 
for construction of the largest practicable number of the entire class 
in @ single yard, rather than arbitrary smaller divisions of the class. 

The committee further recommends that in order to minimize the 
violent fluctuations in the level of activity which have heretofore 
characterized the shipbuilding industry, the naval and merchant- 
marine building requirements be coordinated, and to the maximum 
extent practicable building contracts be spaced with respect to time 
so as to achieve a reasonably constant work load in the design, erection, 
and outfitting departments of the various shipyards, 

(8) Progressive replacement of war-built tonnage.—The fact that 
a very large percentage of the dry-cargo and tanker tonnage in the 
American merchant marine today consists of ships built during World 
War II and that these ships are, therefore, of substantially the same 
age, is a matter of concern in any long-range program for this country. 
These ships will depreciate as a block due to obsolescence and de- 
terioration. A similar situation obtained after World War I. In the 
late thirties, the American cargo fleet, built during and just after that 
war, was rapidly being displaced in the trade routes by more modern 
and more efficient foreign-built tonnage. Corrective measures to avoid 
a repetition of this situation must be planned now to assure that the 
merchant fleet shall continue to include a proper proportion of modern 
efficient vessels. This is important from the viewpoint both of the eco- 
nomics of competitive commercial operations and of national security. 

Avoidance of block obsolescence can be accomplished most effec- 
tively by establishing a relatively uniform, progressive replacement pro- 
gram. Such a program will also serve best to assure maintenance of 


the nucleus of specialized knowledge and skills in the shipbuilding 
industry. 


Legislation Recommended 


The early construction of new cargo tonnage, except for government 
account, can be expected only if there arises commercial justification 
for increasing the size of the active merchant fleet above its prospective 
level, or if ship operators can be induced to replace their existing 
tonnage with new ships. Since any considerable increase in the size 
of the prospective privately-owned -American merchant fleet is not 
assured, the construction of new cargo tonnage will hinge largely 
upon the replacement of existing vessels; and the problem becomes 
that of making it economically advantageous for operators to do so. 
It may be profitable to down grade some of the better ships to be 
replaced from more competitive to less competitive American-flag 
services; but the less effective ships will require disposal. These ships 
can (a) be turned in for credit on new tonnage and be placed in the 
reserve fleet, (b) be sold foreign, or (c) be sold for scrap. To promote 
the building of new cargo tonnage, governmental policy should foster 
whichever one of these courses appears best suited to the individual case 
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To this end, amendments to the 1936 act appear desirable and are 
recommended as follows: 

(a) Section 503 of the 1936 act should be amended to permit 
approval to sell foreign vessels built with a construction-differential 
subsidy when all indebtedness to the United States on account of such 
vessels has been discharged, even though the vessels may be less than 
20 years old, provided it is determined (1) that the vessels are not 
essential for national security purposes, and (2) that the proceeds of 
such sale are applied to the construction of new vessels. 


(b) Section 510 should be amended to reduce the minimum age limit 
at which vessels may be classed as ‘‘obsolete vessels’’ by the commis- 
sion for purposes of exchange for an allowance of credit on the 
construction of new tonnage from 17 years, as now provided in the act, 
to 12 years. Since this is a temporary provision to permit the early 
starting of replacement of some war-built tonnage, it is recommended 
that the amendment be made applicable only for a period of about 9 
years following enactment, or until July 1, 1957. By the time limit 
proposed, vessels built postwar will be placed outside of the provisions 
of this recommendation. 


To encourage the exchange of obsolete vessels for allowances of 
credit for the construction or purchase of new vessels, the Administra- 
tion must follow a realistic view in the interpretation of section 510(d) 
of the 1936 act in determining the fair and reasonable value of the 
obsolete vessel turned in for exchange. 


It should be noted that in the case of vessels less than 17 years old 
turned in for credit on replacement tonnage, the value of such vessels 
to the nation is not lost since they may be held in the reserve fleet for 
mobilization service. ’ 


(9) Security for purchase price.—The committee understands that 
shipping companies, otherwise interested in purchasing large, fast, 
passenger-carrying vessels, specially designed’ for a particular route, 
are reluctant to do so unless their purchase liability is limited to the 
security value of the vessel, in the event the vessel, for reasons beyond 
the company’s control, cannot be operated on the route for which it 
was designed. 

The committee believes there is considerable merit in this position 
because successful operation of such vessels is, in large measure, de- 
pendent upon stable economic and political conditions in the area 
served by the vessel. 

Consequently because of the peculiar value of this type of vessel 


from a security standpoint, and in view of the desirability of having 
private industry participate in its construction and operation, the 
committee recommends that the government waive its right to sue 
for a deficiency judgment for the purchase price, in the event that 
cause of default by the purchaser is due solely to the closing of the 
route which the vessel was designed to serve, and that the vessel is 
not adaptable to another commercial route. 


The committee believes the government is empowered to grant 
this type of waiver under the general objectives of section 101 as well 
as the express provisions of section 212 of the merchant marine act 
of 1936 which directs the Commission ‘‘* * * to cooperate with vessel 
owners in devising means by which * * * there may be constructed by 
or with the aid of the United States express-liner or superliner vessels 
* * * especially with a view to their use in national emergency’’; but 
if there is any doubt regarding this matter, express legislative author- 
ity should be requested. 7 


Sea-Air Transportation 


(10) Sea-air transportation.—Opinions of ship operators vary as to 
what immediate and long-range effects air competition may have on 
overseas surface-passenger travel. During the course of its delibera- 
tions, representations have been made to the committee that air trans- 
portation is both a desirable adjunct to and a serious competitor of 
commercial water transportation. ; 

Some experienced ship operators in overseas trade desire to operate 
air lines subsidiary to or complementary to their shipping service, in 
the belief that coordinated air-water transportation would better en- 
able them to develop and maintain both their freight and passenger 
business. As regards competition, certain representations made to the 
committee raise the question whether present subsidy practices in some 
eases permit one important carrier system to benefit unduly from 
government aid to the detriment of another important carrier system. 

This committee is not constituted nor equipped to make any findings 
with respect to the above representations and has made no independent 
study of the facts. On the basis of the testimony it has heard, how- 
ever, the committee recommends that a thorough study be made to 
determine (1) whether air-mail contract payments are or are not being 
used unfairly to depress rates below reasonably compensatory levels 
for the air lines carrying passengers in competition with steamship 
companies; and (2) whether the development of both air- and water- 
transportation services so essential to national defense would be fur- 
thered or retarded by permitting coordinated operations. 


Security Factor Important 


The committee said that the security factor set forth in 
the declaration of policy of the 1936 merchant marine act, giv- 
ing priority to “national defense” or “national security,” and 
reiterated in the merchant ship sales act of 1946, was of such 
importance that it (the committee) believed much more active 
prosecution of the purposes of the 1936 act than had been shown 
in recent months must be carried on. It said its recommenda- 
tions in its report were for that purpose. It said the conclusion 
was inevitable that a modern, efficient merchant fleet and an 
effective and progressive shipbuilding industry were indis- 
pensable to national security and would have to be maintained 
“even should there be no other benefits accruing” and despite 
“the unavoidable present necessity” of government financial 
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dustry. 
Plight of Shipbuilding Industry 


The committee said it had found that ‘“‘while foreign ship- 
yards are heavily engaged in constructing modern and efficient 
ships that will soon be competing with ours for world trade, 
the American shipbuilding industry is rapidly approaching al- 
most complete inactivity.” 

“Except for one large seagoing hopper dredge ordered by 
the United States Army Engineers in July, 1947, and four small 
cargo ships for Argentina, existing contracts for the construc- 
tion of vessels in American shipyards will have been completed 
by early 1948,” it said. “Unless new contracts are placed in 
the immediate future, the American shipbuilding industry will 
suffer such a loss in its technical and engineering staffs and in 
its skilled labor personnel that years will be required to restore 
it to a basis of substantial and effective operation. ... 

“The deficiencies of the statutory organization for admin- 


committee to be the most serious obstacle standing in the way 
of development of the merchant marine of this country.” 


Three Alternatives 


The committee said that there were three basic operating 
policies which the United States might follow with respect to 
its merchant marine: (a) Private ownership and private opera- 
tion (with government assistance and regulation); (b) govern- 
ment ownership and government regulation, and (c) govern- 
ment ownership and private operation. It said that the Mari- 
time Commission, in discussion with the committee, voiced a 
belief that to obtain the necessary passenger-carrying fleet it 
would be necessary to turn definitely to a policy of government 
ownership of such vessels with arrangements to charter them 
to commercial companies for operation. On the other hand, it 
continued, the National Federation of American Shipping had 
indicated to the committee the willingness of commercial ship- 
ping to “step forward and shoulder its share of the burden 


once there is assurance of a firm policy of adequate govern- 
ment assistance.” 


Views on Private Ownership, Etc. 


The committee expressed its own views, in favor of private 


ownership and private operation of the merchant fleet, as fol- 
lows: 


World conditions at some time in the future may make necessary 
the socialization of all or of a considerable part of the American Mer- 
chant Marine. Other nations, notably France, Italy, Brazil, and Argen- 
tina, have turned to this device. The committee believes, however, that 
ultimately the best prospect for a strong progressive United States 
Merchant Marine lies in one that is to the greatest degree possible 
privately owned and privately operated; that Government assistance 
should be only to the extent necessary to maintain it at a size which 
shall have been determined to be the minimum necessary for reasons 
of security, by placing it on a fair competitive basis in essential foreign 
trade routes, and by protecting it against discriminatory practices in 
its domestic services; and that Government ownership and charter 
operation should be reserved only for such cases as may develop where 
the conditions of the service involved clearly preclude private ownership. 

Such a policy must make allowance for the freedom of action, in- 
centive, and initiative required by private enterprise if it is to be able 
to develop its commercial service and build up business in a highly 
competitive field, but must provide as well for the regulation necessary 
to assure that public funds expended are used to promote public in- 
terests. It must insure that the people of the United States obtain full 
value from these funds, in the form of a merchant marine which will 
guarantee their free access to the markets of the world in times of 
‘peace and which will provide the necessary measure of security in time 
of war. Government assistance must not be perverted to support or 
foster inefficiency or incompetence, neither must Government regula- 
tion be so stringent as to hamper the legitimate effort of private enter- 
prise to develop a remunerative business. The adjustment of these 
factors is indeed one of the most complex and vexing problems involved 
in the relationship between the Government and the maritime indus- 


tries today, and is one which will continue to require sound judgment 
and constant vigilance. 


LYKES “EMERGENCY” OPERATION REQUEST 


The Maritime Commission has announced that a public 
hearing will be held November 24, in Washington, in room 
4825, Department of Commerce building, before one of its 
trial examiners, on an application of Lykes Bros. Steamship 
Co., Inc., under section 805(a), of the merchant marine act, 
1936, for permission to operate the “S. S. Doctor Lykes” and 
the “S. S. Dick Lykes” in the intercoastal transportation of 
cargo on one voyage by each vessel between Long Beach, Calif., 
and New York while returning from the Far East on regular 
scheduled voyages, the Doctor Lykes to load approximately 
1,600 tons of bulk oil about December 2, and the Dick Lykes 
to load a similar cargo about December 12. 

The announcement said the hearing would be conducted 
according to the commission’s rules of procedure and the ad- 


aid to maintain the merchant fleet and the shipbuilding in- 


istrative action—for getting things done—are regarded by the: 





TRAFFIC WORLD 


ministrative procedure act, and it would be limited to the two 
voyages mentioned since the operator of the vessels proposed 
thereafter to return the vessels to regular operations in foreign 
trade. All interested persons desiring to be heard are requested 
to file with the M. C. written request to appear and be heard 
prior to the date of hearing. 


M. C. Orders Isthmian to Pay 
Reparation to Shipper 


The Maritime Commission, by an order in its special docket 
No. 235, In the Matter of the Application of Isthmian Steam- 
ship Co. to Pay $6,705.30; Charles Maronna & Co., Inc., vs. 
Isthmian Steamship Co., has authorized and directed Isthmian 
to pay to the complainant, Charles Maronna & Co., Inc., of 
Brooklyn, N. Y., the sum of $6,705.30 on or before December 
8, 1947, as reparation on account of “the unreasonable charges 
collected” on a shipment of cargo nets measuring 37,200 cubic 
feet and weighing 868,142 pounds. 

The commission said in its order that the shipment was 
moved on Isthmian’s steamship the Richard J. Alvey from 
Honolulu, Hawaii, to New York City, on a bill of lading issued 
by Isthmian July 9, 1947. 

It said freight charges were collected on the basis of a 
general cargo rate of $27 per 40 cubic feet or 2,000 pounds 
published in Isthmian’s tariff No. 5 (U. S. M. C. No. 10); that 
such ¢harges plus taxes and tolls amounting to $1,125.30 aggre- 
gated $26,235.30; that at the time the shipment moved there 
was no specific rate on cargo nets in Isthmian’s tariff, wherefore 
the general cargo rate of $27 per 40 cubic feet or 2,000 pounds 
was assessed, and that Isthmian’s tariff was amended on July 
17, 1947, effective July 19, to include cargo nets at $20 per 40 
cubic feet or net ton. The commission said the shipment in 
question was the only shipment of cargo nets carried by Isth- 
mian prior to July 19; that the rate of $20 was intended to be 
made effective in time to apply on this shipment, but that the 
shipment moved sooner than had been anticipated and was in 
transit at the time the respondent’s tariff was amended. It said 
the complainant had been damaged to the extent of the differ- 
ence between the charges paid and $18,600 plus taxes and tolls 
amounting to $930. 





SHIP CONFERENCE AGREEMENTS 


Member lines of the Swiss/North Atlantic Freight Confer- 
ence have.filed an agreement with the Maritime Commission, 
designated as No. 1860-2, under which they propose modification 
of the basic agreement governing the trade from Switzerland 
and Upper Alsace (Strasbourg and south of Strasbourg, inclu- 
sive, with the exceptions of Potash from Alsace) to U. S. north 
Atlantic ports via northern European ports, so as to limit the 
territory in Upper Alsace to “Belfort and Mulhouse to the 
South of Colmar inclusive” rather than “Strasbourg and South 
Strasbourg, inclusive.” 


U. S. Water-Borne Foreign Trade 
Volume Shown by Census Bureau 


Water-borne foreign trade of the United States in August 
showed an increase of 12 per cent in shipping weight but a 
decrease of 3 per cent in value when compared with the corre- 
sponding figures for July, according to the Commerce Depart- 
ment’s Bureau of the Census. The bureau said the August 
_ aggregated 16.9 million tons, valued at $1,211,000,- 

The shipping weight of water-borne exports, it said, in- 
creased from 10.2 million long tons valued at $908 million in 
July to 12.2 million long tons valued at $899 million in August, 
while imports in the same period decreased from 5 million 
long tons valued at $346 million to 4.7 long tons valued at $312 
million. The monthly averages for 1946 were reported by the 
bureau as. 10,127,000 long tons for total trade, 6,467,000 long 
tons for exports, and 3,660,000 long tons for imports. 

The export figures, said the bureau, included re-exports 
and Lend-Lease and U. N. R. R. A. shipments, trade between 
Alaska, Hawaii and Puerto Rico and foreign countries, and 
shipments to U. S. government agencies, but did not include 
shipments to U. S. armed forces abroad or shipments between 
continental United States and its territories and possessions 
or between those territories and possessions. It added that the 
import figures were general imports and represented the total 
of imports for immediate consumption plus entries into cus- 
toms bonded storage and manufacturing warehouses. 

Atlantic coast ports in August accounted for 55 per cent 
of the shipping weight and 73 per cent of the value of all mer- 
chandise exported and imported by vessel—an increase of 9 
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One of a series of messages to help you increase your understanding of business paper advertising, and its effect on your business. 






Why you and your 
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advertising manager 


OM WHERE YOU SIT, advertising may look like 

the “‘glamour department” of your company — 
necessary, of course, but pretty far removed from 
the hard-headed realities of the production line. 


But take a closer look. In one respect, the adver- 
tising manager’s job bears a striking resemblance to 
your own. 


You’re production-minded. You’re concerned with 
anything that will improve plant procedures, speed 
up assembly time, prevent waste, and reduce the 
manufacturing cost per unit. 


And that is precisely where you walk arm-in-arm 
with your advertising manager. Because he thinks 
the same way about the manufacture of a sale. 


are partners 


What are the ten ways to measure the results of your business paper 


The whole process of selling and distribution are 
his assembly line. And every time he can reduce the 
unit cost of a sale by so much as a few cents, he 
increases your company’s chance to show a profit. 


Ask him for a definition of advertising, and he will 
probably tell you that it is simply mechanized selling, 
a machine that multiplies the productive capacity of 
the sales force — seeking out prospects, arousing their 
interest, creating a preference for the things your 
company makes. 


And when it is concentrated among the hand- 
picked readers of business papers, advertising becomes 
the most efficient machine this partner of yours has 
found for lowering the cost of producing a sale. 





advertising? You'll find the answers in a recent ABP folder, which we'll 
be glad to send you on request. Also, if you'd like. reprints of this adver- 
tisement (or the entire series) to show to others in your organization, you 


may have them for the asking, 


TRAFFIC WORLD 


is one of the 129 members of The Associated Business Papers, 
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per cent in shipping weight and a decrease of 4 per cent in 
value, as against the July totals, said the bureau. It said that 
water-borne trade in the Gulf coast area increased in shipping 
weight from 2,450,000 long tons valued at $197 million in July 
to 2,599,000 long tons valued at $190 million in August. It 
reported that the water-borne foreign trade at Pacific coast 
ports increased by 7 per cent from 963,000 long tons valued at 
$102 million in July to 1,033,000 long tons valued at $96 mil- 
lion in August, while, at Great Lakes ports, exports increased 
36 per cent in shipping weight and 41 per cent in value (from 
2,377,000 long tons valued at $21 million in July to 3,238,000 
long tons valued at $30 million in August), and imports de- 
creased slightly in both weight and value. 


MATSON RATE STRUCTURE HEARING 


The Maritime Commission has announced that hearing in 
No. 660, Matson Navigation Co. Rate Structure, will be held 
before Chief Examiner G. O. Basham in San Francisco, Calif., 
beginning at 10 a.m., Pacific standard time, January 12. It said 
the hearing room would be announced later. 


M. C. HEARING ON SUBSIDIZED VESSEL WAGES 

The Maritime Commission has announced that a public 
hearing to determine minimum wages, minimum manning and 
reasonable working conditions for subsidized American vessels 
will be held by Chief Examiner G. O. Basham, at San Fran- 
cisco, Calif., beginning at 10 a. m., Pacific standard time, De- 
cember 9. It said the hearing room would be announced later. 

The hearing, the announcement said, would be conducted 
in conformity with the administrative procedure act, and the 
“Rules of Procedure of the Commission published in the Fed- 
eral Register September 12, 1947.” 

The announcement added that it was planned to conduct 
further hearings at New York, N. Y., and New Orleans, La., in 
January, 1948. 


AIR TRANSPORTATION 








C. A. B. Issues Decision in 
Chicago-Seattle Air Case 


The Civil Aeronautics Board has issued an opinion and 
order in No. 1602, et al., Chicago-Seattle Area Case, amending 
the certificate of Northwest Airlines, Inc., covering route No. 3 
so as to include Great Falls, Mont., as an intermediate point 
between Billings and Bozeman, Mont., and designate Kalispell, 
Mont., as an intermediate point between Missoula, Mont., and 
Spokane, Wash. 


The amendment is subject to the condition that Great Falls 
shall not be served on flights serving Billings, Bozeman, Butte, 
or Helena, Mont., and Kalispell should not be served on flights 
serving Bozeman, Butte, Helena or Missoula, Mont. The car- 
rier’s domestic operations now extend from New York to Seat- 
tle, Wash., according to the board. 


The board denied applications, included in the proceeding, 
of Duluth Airlines, proposing a local feeder service between 
Chicago and Fargo, N. D., via a number of intermediate points 
in Wis., Minn., and Mich.; G. I. Airlines, proposing a pick-up 
service concentrated primarily in Wis., and Ill., with a few 
stops in Mich., Minn., and O.; and of Great Northern and 
Western Air Lines, for trunk line service between Chicago and 
Seattle. A statement of the board’s reasons for denying the 


| aforementioned applications follows: 


In considering the trunk-line application of Great Northern, over a 
route of 2,051 miles, the board said that the comparatively slight popu- 
lation which would benefit thereby was outweighed by the cost en- 
tailed in mail compensation of more than $1,000,000 per year, and in 
the establishment and annual maintenance of airways navigation facili- 
ties amounting to $1,142,000 and $408,000. 

The board denied Western’s application since it felt that ‘‘all of the 
points to which Western proposes service, except Kalispell, which 
Northwest .. . is certificated to serve ... ‘‘are on the routes of other 
trunk-line or feeder carriers, and that the slight benefit from Western’s 
certification would be outweighed by its adverse effect on those other 
carriers. 

In regard to Duluth’s application proposing to operate three feeder 
air service routes, the board found that eight of the points to which 
Duluth proposes service are stops on the routes of certificated trunk 
line carriers; 13 of the remaining points on Duluth’s proposed route 
were authorized to Wisconsin Central Airlines in the North Central 
ease, No, 415, et al., decided December 19, 1946. The board stated: ‘‘In 
view of the fact that Duluth’s proposed service would duplicate to a 
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large extent the service which Wisconsin Central has been selected to 
provide and would subject that carrier to unnecessary competition be- 
fore it has had an opportunity to prove its ability to operate its routes 
without undue cost to the Government, we find that the public con- 
venience and necessity does not require the establishment of Duluth’s 
proposed service.’’ 

The G. I. Airlines, Inc., proposed to operate routes aggregating 
3,508 miles in length utilizing the ‘‘pick-up’’ principle of transporting 
air mail. Thirty-three of the proposed stops are at points on the feeder 
routes awarded by the board in the North Central case. While addi- 
tional airway facilities might not be necessary for G. I.’s proposed 
service, annual mail pay in the amount of $1,779,893 would be necessary 
to enable that carrier to break even. ‘‘The public benefit that would 
accrue in the establishment of G. I.’s proposed service does not transcend 
the factor of cost that would be involved,’’ the board concluded. 


C. A. B. Issues Mail ie Rulings 


The Civil Aeronautics Board has issued a statement a 
show-cause order in No. 2682, requiring Continental Air Lines, 
Inc., to show cause why a base rate of 28.50 cents an airplane 
mile when average monthly passenger load factor does not ex- 
ceed 50.99 per cent, decreasing by 0.60 cent for each one per 
cent by which the average passenger load factor exceeds 50.99 
per cent, so that the rate would decrease to 7.50 cents at 85 per 
cent of average passenger load factor. 

By an order in No. 2375, the board has fixed $3,328,000 as 
compensation for the transportation of mail in transatlantic 
operations of Transcontinental & Western Air, Inc., to Europe, 
Africa and Asia for the period February 5, 1946, to June 30, 
1947; a 75 cents a ton-mile rate after July 1, 1947, on flights 
between the United States and Shannon, Paris, or Lisbon; and 
for flights on all other segments a rate of 35 cents an airplane 
mile, with adjustments for total mileage. 


The C. A. B., in No. 1666, has fixed $3,137,000 for American 
Overseas Airline, Inc., as mail compensation for its overseas 
operation from January 1, 1946, to June 30, 1947; 75 cents a 
ton-mile for flights between the United States and Gander, 
Glasgow, Shannon, or London; and 35 cents an airplane mile 
for flights on all other segments of the carrier’s operation, ad- 
justed for mileage. 


Pan American Airways, Inc., by an order in No. 1706, was 
granted for mail transportation to Bermuda, Europe, Africa, 
and Asia, $4,229,000 for the period January 1, 1946, and June 30, 
1947; a rate of 75 cents a ton-mile for flights between the 
United States and Bermuda and between the United States or 
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Bermuda and Shannon, London, the Azores, or Lisbon; and 35 
cents an airplane mile on all other segments of the carrier’s 
operation, subject to mileage adjustments. 

By an order in its docket No. 2021, an Alaska Airlines, Inc., 
mail pay proceeding, the C. A. B. prescribed for the first time 
a temporary basis of compensation for transportation of mail 
by that carrier, for services performed from and after Novem- 
ber 1, 1945, on the Anchorage-Fairbanks and Anchorage-Una- 
lakleet-Nome routes of the airline. It allowed the carrier a 
total of $517,000 for the period November 1, 1945, to and in- 
cluding September 30, 1947, and fixed a basic rate of 60 cents 
an airplane mile without reference to base poundage for each 
month, in the period beginning October 1, 1947, in which the 
average daily scheduled mileage was not greater than the aver- 
age daily designated mileage and did not exceed 1,000 miles. 
It made provision for adjustment of mail pay as average daily 
scheduled mileage in any month exceeded the average daily 
des:gnated mileage or exceeded 1,000 miles. 





AIR FORWARDER REGULATION 

The Civil Aeronautics Board has announced that, by reason 
of requests of interested parties, it will hold a public hearing 
December 8 in Washington, in room 5042, Department of Com- 
merce Bldg., on its proposed regulation for air freight for- 
warders, a draft of which was recently circulated to the air 
industry for comment. 

Under the proposal, the forwarders would be governed by a 
new section to the board’s economic regulations, No. 292.6, 
establishing a classification of ‘‘Non-certificated Indirected 
Cargo Carriers.” 

.» The board requested that those desiring to be heard should 
inform F. W. Brown, chief hearing examiner, in advance of 
the hearing. It said each speaker would be limited to 20 min- 
utes, unless special permission was granted pursuant to written 
request to Mr. Brown prior to December 5, stating the amount 
of time desired and the persons officially represented. Oral pres- 
entation, it added, might be made in addition to or in lieu of 
written ‘submission. 


Cc. A. B. DROPS “FREE BAGGAGE” PROBE 
The Civil Aeronautics-Board has issued an order, identified 
as No. E-995, dismissing its investigation, instituted by order 
No. E-746 in docket No. 3078, dated August 7, into the lawful- 
ness. under the civil aeronautics act of a tariff proposal of 
to provide for transportation without 


Colonial Airlines, Inc., 











a“ 
a 
ai 
“~ 
a“ 
* 
a“ 
a 
a 


swiftly, surely, strategically to any far flung market where consumer de- 
mands vibrate. 


‘Reg U S Pot OF 






















Lehigh ot Elizébeth, N. J. 





Lackowanno at Jersey City, N. J. Lehigh ot Brooklyn, NY. 


N& ME BoT ” 


* NEWARK 5, NEW JERSEY 


















1524 


additional charge of one pair of skis in addition to the 40 
— free baggage allowance (see Traffic World, August 23, 
p. 548). 

The provision, contained in the carrier’s local and joint 
passenger rules tariff No. PR-2, C. A. B. 12, and suspended 
by the board for 90 days from August 7. In its order dismiss- 
ing the inquiry, the board said the carrier had canceled the 
tariff provision, effective November 5. 


C. A. B. Hears Argument in Pacific 
Northwest-Hawaii Air Service Case 


The Civil Aeronautics Board heard oral argument Novem- 
ber 13 and 14, in Washington, in its proceeding, No. 2537, et al., 
Pacific Northwest-Hawaii Service Case, involving applications 
filed on behalf of three airlines and a steamship line for cer- 
tificates of public convenience and necessity authorizing air 


transportation of persons, property and mail between the Pacific 
northwest and Hawaii. 


The proceeding presented, chiefly, questions of whether a 
direct service between the Pacific northwest and Hawaii was 
required, in addition to existing service via the California gate- 
way, and, if required, which applicant or applicants should be 
selected for the operation. 


Applying for the authorization are Matson Navigation Co., 
Northwest Airlines, Inc., Pan American Airways, Inc., and 
Transocean Air Lines, Inc. All contended there was need for 
direct service. 

Examiner Warren E. Baker, of the C. A. B., in his proposed 
report, served last August, recommended against establish- 
ment of a new route and suggested that the board take action 
to determine whether public convenience and necessity required 
a modification of the route structure of United Air Lines so as 
to permit that carrier to provide non-stop services between the 
Pacific northwest and Hawaii without stopping at the junction 
point of its routes at San Francisco. United did not participate 
in the argument. 


Herman Phleger, for Matson, the first witness, declared 
that the evidence already put into the record definitely justified 
grant of authority to Matson to establish scheduled air service 
from Seattle and Portland to Honolulu. He reviewed the history 
and operations of the steamship line, referred to its experience 
in non-scheduled air operations from the Pacific coast to Hawaii, 
and said that by reason of the company’s experienc®-in the 
steamship and air operations, together with established facil- 
ities, and the fact that it maintained a regular carrier steam- 
ship freight service from the Pacific northwest to Hawaii, it 
could use aircraft to a great advantage in developing a complete 
transport service to Hawaii from the Pacific northwest. He said 
the company had an air staff and equipment sufficient to 
inaugurate the service, and therefore, should be certificated. 

Appearing for the other applicants were Seth Richardson, 
for Northwest; Henry J. Friendly, vice president and general 
counsel of Pan American; and Henry B. Hart, for Transocean. 
They opposed an integrated sea-air service, which they said 
Matson proposed to offer, declaring that if a steamship com- 
pany were certificated it would devote its efforts principally 
toward-building the surface service rather than air transporta- 
tion. 

Mr. Richardson contended that certification of Northwest 
would represent authorization to an air carrier which was 
mainly interested in the northwest, and said that its. direct 
service from the east coast would generate passenger traffic 
for Hawaii. To grant to Matson the right to say to passengers 
that they could choose their way of travel, either by air or 
steamship, said he, would have the effect of “taking the traffic 
of the airline industry.” 

Mr. Friendly said the granting of Pan American’s applica- 
tion to provide service between the Pacific northwest and Hono- 
lulu, would place Seattle and Portland on the carrier’s routes 
reaching every part of the Far East. It would place both Seattle 
and Portland on the route to Australia and New Zealand, and 
to southeast Asia, as well as providing an alternate route be- 
tween them and China. 

“The Pacific northwest deserves a place on the main trunk 
route to these parts of the world,” said he. “Pan American 
can give them such a place. No one else can.” 

He declared that service by other airlines over the proposed 
route, would “simply” provide local dead-end service terminat- 
ing at Hawaii. 

Mr. Friendly said his company wished to share in the 
future of the northwest, a sharing to which, he said, he believed 
“our work in opening the air route to Alaska and thus pioneer- 
ing the great circle route to the Orient, fully entitles us.” He 
said the company could operate the proposed Pacific northwest- 
Hawaii service at less expense than any other airline because 
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of facilities already established and because of the flexibility 
of scheduling which would be possible with its Clipper fleet. 

Mr. Hart said Transocean was equipped to inaugurate the 
direct service with DC-4 equipment, had the experience by 
reason of non-scheduled trans-Pacific operations, and was in a 
better position to offer the required service than any domestic 
or foreign carrier, or a steamship line. 

Representatives of a number of interests, which included 
the following, intervened in the proceeding in support of direct 
service, but did not indicate preference as to which applicant 
should be authorized to perform the service. 

A. E. Steadman, of the Honolulu Chamber of Commerce; 
Robert Campbell, chairman of the Hawaii Aeronautics Commis- 
sion; S. J. Wettrick, for Tacoma and Seattle interests; O. C. 
Roehr, for Portland interests; and Rex Kimmell, for the state 


of Oregon. Merle P. Lyon, public counsel of the C. A. B., 
also appeared. 


Mr. Wettrick said the Pacific northwest could not do 
business with Hawaii as long as it had to compete with San 
Francisco and Los Angeles where there was established direct 
air service. This, he declared, was regional discrimination, and 
could only be removed by authorizing a direct route to the islands 
from the Pacific northwest. What we need, said he, was a 
direct competitive service—“not one to be rendered by a carrier 
as it pleases and wishes.” If you give us the air service, said he, 
we will provide the traffic. Mr. Wettrick said the Pacific north- 
west was contributing to the maintenance of the existing air 
routes from California and the subsidies supporting such routes 
and he said he thought that “we should have the route” from 
the Pacific northwest even if there must be a subsidy to main- 
tain it. He asked the board to approach with a liberal attitude 
the question of selection of the carrier or carriers for the route. 


AIR SERVICE APPLICATIONS 


The following new applications for air rights have been 
filed with the Civil Aeronautics Board: 


No. 3192, Wisconsin Central Airlines, Ine., Clintonville, Wis., for 
a permanent or temporary certificate authorizing scheduled air trans- 


portation service between Minneapolis-St. Paul, Minn., and Wausau, 
Wis., via Eau Claire, Wis. 


No. 3193, Parks Air Transport, Inc., East St. Louis, Ill., for an 
exemption order authorizing it to serve Janesville-Beloit as an alternate 
to Rockford on its Chicago-Sioux City route, and Peoria as an alternate 
to Galesburg on its Chicago-Des Moines route, etc., pending completion 
of airports-at Rockford and Galesburg. 

No. 3194, Northeast Airlines, Inc., Boston, Mass., for a certificate 
to engage in scheduled air transportation of persons, property and mail 
by helicopter, or other suitable aircraft, from and to East Boston, 
Mass., via designated intermediate points. 


REPORT OF P. C. A. PLANE CRASH 

In a report of an accident in which a Pennsylvania-Central 
Airlines’ plane crashed near Lookout Rock, W. Va., June 13, 
while enroute from Pittsburgh, Pa., to Washington, D. C., kill- 
ing all 50 of the occupants of the aircraft, the Civil Aeronautics 
Board found the probable cause of the accident was the action 
of the pilot in descending below the minimum enroute altitude 
under conditions of weather that prevented adequate “visual 
reference to the ground.” It said a contributing cause was “the 
faulty clearance given by airways traffic control, tacitly ap- 
proved by the company dispatcher,” and accepted by the flight. 


Cc. A. B. REPORT ON AIR ACCIDENT 


In a report on an investigation of a crash of an Eastern Air 
Lines plane; a Douglas DC-3, which occurred January 12, 1947, 
near Galax, Va., while the plane was en route to Winston-Salem, 
N. C., from Detroit, Mich., and in which 15 of the 16 passengers 
and the crew of three were killed, the Civil Aeronautics Board 
concluded that the probable cause of the accident was “the 
action of the pilot in attempting a let-down without having 
positively determined the position of the aircraft.” It said that 
a contributing factor was “the erroneous navigation of the pilot 
which on at least two occasions led him to believe that he was 
farther south than he actually was.” 

The board said the plane struck the ground at an elevation 
of 2,479 feet in the Blue Ridge Mountains, 63 miles northwest 
of the Winston-Salem radio range station, while on a direction 
of flight opposite to the direction of Winston-Salem; that the 
captain had erroneously reported his position over Roanoke, 
Va., at 12:42 a. m., when in fact at that time the flight was 
approximately 53 miles north of Roanoke; that shortly there- 
after he had requested clearance to Winston-Salem at an alti- 
tude 3,000 feet lower than the 6,000-foot minimum en route 
altitude required by Eastern Air Lines between Roanoke and 
Winston-Salem, and that the pilot had chosen to deviate from 
the standard Eastern Air Lines route procedure and by flying 
directly to Winston-Salem, the standard route from Roanoke 
to Winston-Salem being via the Greensboro, N. C., radio be- 
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cause, according to the board’s report, “Winston-Salem radio 
is a medium powered, loop type radio range station.” The board 
noted that shortly before the crash, which occurred under in- 
strument-flying conditions, there had been two power inter- 
ruptions of about one minute duration each which had caused 
temporary failures of the Winston-Salem radio range station. 





EXPRESS AGENCY AND AIR FREIGHT 


The Civil Aeronautics Board has assigned for oral argument 
on December 1, in room 5042 at the Commerce Department 
building in Washington, D. C., its docket No. 2340, a proceeding 
in which the Railway Express Agency, Inc., and Northwest Air- 
lines, Inc., seek approval by the C. A. B. of an agreement be- 
tween them, relating to the operation of an air freight business. 





Sea-Air Committee Assails C. A. B. 
Action in Waterman Case 


Excepting sharply to the decision of the Civil Aeronautics 
Board by which a joint application of Waterman Steamship 
Corporation and Waterman Airlines, Inc., for a temporary cer- 
tificate authorizing scheduled air transportation between New 
Orleans and Puerto Rico was denied (see Traffic World, Nov. 8, 
p. 1346), the Sea-Air Committee, of Washington, D. C., charged 
that the C. A. B. was “apparently putting on horse blinders to 
every consideration that might influence them to factually learn 
about the advantages inherent in the operation of an airline 
by a steamship company.” 


After stating that the C. A. B., in its decision in the Water- 
man case, had described its duty as selecting “carriers which 
can provide the maximum service,” the Sea-Air Committee said 
that the board had issued a certificate for the New Orleans- 
Puerto Rico route to Chicago & Southern Airlines a year and 
a half ago; that it had then been represented that there was 
great urgency for this air service; that Chicago & Southern 
had not yet instituted the service; that the civil aeronautics act 
provided for C. A. B. investigation of failure of an airline to 
render service within 90 days after issuance of a certificate 
authorizing the service; that the C. A. B. was “only now at long 
last” investigating the desirability of terminating Chicago & 
Southern’s certificate for this route, and that Chicago & South- 
ern “is certainly not the ‘carrier which can provide maximum 
service.’ ” 

“Waterman Steamship Company (one of the original ap- 
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plicants for the permanent certificate over this route) could 
and would have started service at once, and with no subsidy,” 
said the Sea-Air Committee. 


It said the C. A. B. appeared to base its rejection of Water. 
man on the ground that there was no need for two airlines on 
the considered route, and the committee averred that this was 
“pure sophistry’—that no question of two airlines was involved, 
as Waterman sought a temporary certificate, cancellable at the 
pleasure of the C. A. B., and “designed specifically to provide 
the ‘maximum service’ during the default of Chicago & South. 
ern or the indecision of the C. A. B., or both.” 

“The C. A. B.’s prattling of their duty to provide ‘maxi- 
mum service,’”’ said the committee, ‘is just more of its mean. 
ingless gobbledygook. What the C. A. B. does mean is that it 
will hold a route in reserve for a member of the airline monop. 
oly and considers it its duty (to the monopoly) to provide no 
service rather than permit a steamship line to demonstrate 
its ‘ability. . ...” 


U. S. Trans-Atlantic Airlines 
Lead Foreign Lines in Traffic 


The three United States certificated airlines engaged in 
trans-Atlantic operations continued to maintain a command- 
ing lead over six foreign carriers in passenger traffic in the 
first half of this year, says the Air Transport Association of 
America. 


“Figures computed by the Civil Aeronautics Board show 
that the three U. S. airlines flew more than 75 per cent of the 
total schedules and passengers across the Atlantic during the 
six-month period, when traffic in both directions increased in 
= of 19 per cent over the last six months in 1946,” it says, 
adding: 





There were 80,108 passengers arriving at or leaving from New York 
via the world’s most heavily traveled international airway between 
January and June of this year, compared with 67,135 in the final half 
of 1946, representing a passenger gain of 22,873. 

The United States carriers—American Overseas, Pan American and 
Trans World (TWA)—transported 60,398 of the total number of pas- 
sengers. The remaining 19,710 air travelers were flown by Air France, 
Sabena, KLM Royal Dutch, British Overseas, Scandinavian and Swissair. 

Of the 3,361 flights recorded during the first half of this year, 2,540 
were made by the United States airlines and 821 by the foreign carriers. 
Although eastbound flights outnumbered westbound trips, 1,701 to 
1,660, American-bound traffic exceeded that going by Europe by more 
than 7,000 passengers. 

Among American citizens crossing the Atlantic during the first six 
months this year, which represented better than 42 per cent of the 
entire traffic, 83 per cent of them flew on United States-operated air- 
liners. Also 68 per cent of alien passengers used the facilities of the 
three United States air carriers. 


Maxima and Minima for Federal- 
Aid Airports Set by C. A. A. 


The Civil Aeronautics Administration has issued technical 
standard No. N-6, Nov. 4, setting maxima length and strength 
of runways for which federal money will be supplied, for six 
airport classifications: Feeder; local; express; deluxe; interna- 
tional; and international express. 

The following runway lengths are for airports at sea level, 
according to the C. A. A., and a temperature of 59 deg. Fahren- 
heit, the lengths to be increased 7 per cent for each 1,000 feet 
of elevation above sea level, and one half of one per cent for 
each degree by which mean temperature of the hottest month 
of the year, averaged over a period of years, exceeds the stand- 


| ard temperature: 


Landing Pavement Loading 

Runway Taxiway Strip Per wheel in lbs. 

Air Carrier feet ‘ feet feet Single Dual 
Service Length Width Width Width Wheel Wheel 
ae 3500 100 40 300 15,000 20,000 
| beeel .......... 400 150 50 400 30,000 40,000. 
oi ere 5000 150 60 500 45,000 60,000 

| DeLuxe .5900 150 75 500 60,000 80,000 
Internatl, ...... 7000 200 75 500 75,000 100,000 
Intl. Expr. .....8400 200 100 500 100,000 125,000 


T. P. Wright, administrator of civil aeronautics, said the 
purpose of the order was to guide C. A. A. employes; to indi- 


| cate to airport sponsors under the federal airport act the extent 


to which federal funds would be applied; and to indicate to 
manufacturers and operators of transport type aircraft the 
runways that would be available. 


The C. A. A. said its office of airports would work out with 
sponsors service anticipated in the immediate future, and that 
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expected ultimately for each airport location, seeking coopera- 
tion of interested aviation organizations. 

Copies of the order are available at the Office of Aviation 
Information, C. A. A., Washington, D. C. 









SLICK AIRWAYS ATTAINS RECORD TONNAGE 

Slick Airways, Inc., nationwide all-cargo air carrier, flew 
2,519,871 revenue ton-miles of airfreight during October, Presi- 
dent Earl F. Slick announced. The tonnage exceeded that of 
the same month last year by 485,836 ton-miles, and company 
officials predicted the airline would show a financial profit the 
second month in a row. In September, the airline moved into 
the black with a profit of $13,900. In October, Slick also set a 
new high mark in airfreight load factors with 91.2 per cent 
compared with the previous record of average of 83.5 per cent 
loaded on all flights, set in September. Mr. Slick said that his 
company has recently purchased seven additional planes and 
has arranged to lease others, in preparation for an anticipated 
peak-load, pre-Christmas airfreight movement. 

















WESTERN AIR’S SURVEY PARTY 

Western Air Lines, beginning November 11, for the second 
time within the past two months moved its general offices out 
of Los Angeles and into the field for a first-hand study of cus- 
tomer and service problems, President Terrell C. Drinkwater, 
announced. The Western survey party includes 11 officials 
representing every department of the company. They will meet 
with civic and service groups for a discussion of mutual prob- 
lems affecting air transportation. 












N. C. & ST. L. TRAINING PROGRAM 

Several years ago the Nashville, Chattanooga & St. Louis 
Railway instituted a training program whereby the road’s 
freight salesmen visit the “plant” and see how freight trans- 
portation is carried out. The program was discontinued during 
the war, but has been resumed, W. K. Tate, vice-president, an- 
nounced. Freight representatives are assembled in groups of 
three or four, placed in charge of on-line traffic representatives, 
and spend at least one full day in each major terminal. A 
terminal trainmaster or yardmaster explains the work of the 
transportation department. The men also receive instruction in 
centralized traffic control, freight house operations, and in- 
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Irs TRUE! ... Hansen's modern warehouse facilities result in 
LOWER UNIT DISTRIBUTION COSTS—which means greater profits 
on each unit sold. That’s because you pay only for space actually 
used. There’s none of the capital tie-up, none of the costly red-tape 
and overhead involved in maintaining your own branch warehouses. 


Equally true! .. . Hansen’s modern warehouse services enable you 
to reach GREATER SALES VOLUME -since maintaining ‘‘on-the- 
spot” stocks enables you to clinch those sales in which “immediate 
delivery” is an important selling point. 


That's why Hansen warehouses—fully equipped and strategically 
located for speedy shipment—can make a double impression in 
the black on your ledger... through LOWER UNIT DISTRIBUTION 
COST... plus INCREASED SALES VOLUME. : 


GENERAL OFFICES: 126 N. Jefferson St., Milwaukee 2, Wisconsin 


Represented By: AMERICAN CHAIN OF WAREHOUSES 
Chicago New York 
INTERLAKE TERMINALS, New York 
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dustrial development and facilities on lines other than the 
N. C. & St. L. This training trip has been made by all of the 
road’s general agents, freight traffic agents, and chief clerks 
from all on- and off-line traffic offices. Subsequent reports in- 
dicate the knowledge attained enables the salesmen to render 
far better service to shippers and receivers, said Mr. Tate. 


AWARD TO LEHIGH W. & T. COMPANY 
The Direct Mail Advertising Association, at its recent an- 
nual convention in Cleveland, Ohio, selected the direct mail 
advertising campaign of the Lehigh Warehouse & Transporta- 
tion Co. as being the best of the warehousing and transportation 
industry in the United States, according to an announcement by 
J. Leo Cooke, executive vice-president of the Lehigh company. 


CHEVROLET’S DAILY MANAGEMENT PLAN 


T. H. Keating, general sales manager of the Chevrolet 
Motor Division of General Motors, has announced Chevrolet’s 
new daily management plan. Automatic controls, which figura- 
tively “x-ray” vital operating statistics of the dealership, are 
incorporated in the program, he said, predicting that the plan 
will be of assistance to dealers in helping them to out-sell and 
out-manage competitors. Basis of the flexible and simple plan 
is a method of establishing sound sales and profit objectives, 
and a daily control to measure actual results against desired 
objectives. Development of the project was completed after 14 
months of research, field surveys, and experimental operation 
in typical Chevrolet dealerships. 








M. & ST. L.’s TRUCKING SERVICE 


The Minneapolis & St. Louis Railway announces that au- 
thority has been granted to Spellacy Motor Cargo by the Min- 
nesota Railroad & Warehouse Commission for extension and 
permanent continuance of the truck service which Spellacy has 
operated for more than a year for the M. & St. L., daily except 
Sunday, in transportation of less-carload freight between all 
stations on the lines in western and southwestern Minnesota. 
Business leaders and public officials from practically all the 
communities already served or to be served by Spellacy, testi- 
fied in support of the plan, the railroad announced. The com- 
mission rejected protests by other truck companies. 
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Kick Out Costs 
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PERSONAL NEWS 





J. P. Corcoran has been appointed 
traffic manager, at Chicago, for the 
Wells Lamont Corporation. 

* * * 


Marion J. Wise has been elected 
executive vice-presidnt, at Savannah, 
Ga., of the Central of Georgia Railway. 
Mr. Wise will continue to serve as presi- 
dent of the Ocean Steamship Co. 

* * a 

The Pennsylvania Railroad has an- 
nounced the following appointments: 
C. E. Alexander to superintendent, labor 
and wage bureau—eastern region, Phil- 
adelphia; J. E. McFarland to superin- 
tendent, labor and wage bureau—west- 
ern region, Chicago; J. W. Oram to 
chief of personnel, at Philadelphia, suc- 
ceeding C. E. Mu§Sser, who is retiring 
after 44 years of service; M. L. Long to 
assistant chief of personnel, Philadel- 
phia. 

* * * 

The Southern Railway System has 
announced the following appointments: 
Herbert E. Wilson, Jr., to district 
freight and passenger agent, New York 
City, succeeding Charles C. Elder, pro- 
moted; Andrew E. Hanson to district 
freight agent, St. Louis, succeeding 
G. C. Schmoll, retired; Joel T. Ghees- 
ling, Jr., to commercial agent, St. Louis; 
W. Seal Burwell to freight traffic repre- 
sentative, St. Louis. 

* * pa 


H. I. Scofield has been appointed 
general agent, at Sacramento, Calif., for 
the Denver & Rio Grande Western Rail- 
road. J. M. Aldrich has been appointed 
commercial agent at Salt Lake City. 
ec iombrow has been appointed as- 
sistant -passenger traffic manager at 
Denver. D. P. Heiner has been appointed 
general passenger agent at Salt Lake 
City...The position of assistant general 
passéyger agent at Salt Lake City has 
been abolished. 

* * * 

The Atlantic Coast Line Railroad has 
announced the following appointments: 
G. J. Hemby to general agent, Tampa, 
Fla.; G. P. Tulloss to commercial agent, 
Tampa; T. R. Cheney to commercial 
agent, Tampa; H. M. Emerson to com- 
mercial agent, Jacksonville; E. R. Bur- 
riss to assistant general freight agent, 
Jacksonville. 

* * * 

The Chicago & Eastern Illinois Rail- 
road has announced the following ap- 
pointments in New York City: W. L. 
Robinson to eastern traffic manager; 
E. H. Schaet to general agent; J. G. 
Severs to district freight and passenger 
agent; A. L. Eadie, Jr., to traffic rep- 
resentative. 

* * * 


Paul S. Phenix, freight traffic man- 
ager, at New York City, for the Balti- 
more & Ohio Railroad, has retired after 
more than 30 years of service. Mr. 
Phenix is being succeeded by E. D. 
Davis. 

* * * 

Edward Marksheffel, general superin- 
tendent of the south-central district of 
the Union Pacific Railroad, has retired 
after nearly a half-century of railroad- 
ing. E. E. Walter has been appointed. 
agricultural agent. 


C. S. McDonald has been appointed 
merchandise traffic manager, at Dallas, 
for the Texas & Pacific Railway. Mr. 
McDonald succeeds the late T. E. Huff- 
man. 

* * * 

J. N. Dillen has been appointed secre- 
tary, at Cleveland, O., for the Nickel 
Plate Road. 

* * * 

A. E. Peterson, retired foreign freight 
agent, at Chicago, for the Erie Railroad, 
died November 14 at the Augustana 
Hospital in Chicago. 


Gerard J. Martin has been appointed 
cargo sales representative, at Washing- 
ton and Baltimore, for American Air- 
lines. Robert L. Ware has been ap- 
pointed special representative for in- 
ternational travel at Washington. 


Randall P. Schilling has been ap- 
pointed manager of the marine depart- 
ment, at New York City, for the Alcoa 
Steamship Co., succeeding Capt. F. C. 
Theobald, who has been on sick leave 
for more than a year. 

* * * 


Howard G. Tobin has been appointed 
district freight agent, at San Francisco, 
for Pacific Far East Line, Inc. 

* * * 

George E. Martin has been appointed 
assistant sales manager—New Jersey 
territory for the Lehigh Warehouse & 
Transportation Co. Mr. Martin is sec- 
retary of the New Jersey Industrial 
Traffic League and editor of The Tariff, 
official organ of the Newark Traffic 
Club. 
* * * 

M. J. Tanzer has been appointed vice- 
president and general manager, at 
Cleveland, Ohio, for Railway Ware- 
houses, Inc. 

* * * 

William B. Livingston, formerly 
executive assistant to the General Man- 
ager of the truck and coach division of 
General Motors, has been elected presi- 
dent of Metropolitan Motor Coaches, 
Inc., which succeeds Transit Buses, Inc., 
as national distributor of Ford motor 
coaches and parts. Other members of 
the board of directors are: Peter J. 
Monaghan; Ernest R. Breech, execu- 
tive vice-president of Ford Motor Co.; 
J. R. Davis, Ford vice-president and 
director of sales and advertising, and 
A. J. Browning, Ford vice-president and 
director of purchases. James W. Irwin 
has resigned as Ford director of public 
relations to form a corporation which 
has been appointed by Metropolitan 
Motor Coaches, Inc., to sell Ford motor 
coaches in the Cleveland-Buffalo-Pitts- 
burgh territory. 

* ca * 

E. J. Bush, president of Diamond T 
Motor Car Co., has been appointed chair- 
man of the motor truck committee of 
the Automobile Manufacturers.Associa- 


tion. Mr. Bush succeeds Robert F. 
Black, president of White Motor Co. 
* * *k 
L. J. Springmeier, president of 


Springmeier Shipping Co., Ince., St. 
Louis, Mo., and a member of the board 
of governors and of the legislative com- 





TRAFFIC WORLD 


mittee of the Freight Forwarders In- 
stitute since 1940, died in St. Louis No- 
vember 15. 
* * * 
Robert E. Oscar has ben appointed 
export manager, at Chicago, for Mare- 
mont Automotive Products, Ine. 


The annual meeting of the Alumni 
Association of the College of Advanced 
Traffic was held November 18 in the 
Atlantic Hotel. 


* 


R. C. Randall, general manager of the 
Erie Railroad, will address the New 
York chapter of Delta Nu Alpha De- 
cember 3 in the Hotel Governor Clin- 


ton. 
ok * * 


The Central New Jersey chapter of 
Delta Nu Alpha held a meeting Novem- 
ber 12 at the terminal of the Herman 
Forwarding Co., New Brunswick, N. J. 
President William Donsbach, district 
freight agent for the Lehigh Valley Rail- 
road, gave a report on the Wilmington 
meeting of the national chapters. 
Charles Mohn, of the Calco Chemical 
Division, led a discussion on bills of lad- 
ing. 

* * * 

The Syracuse chapter of Delta Nu 
Alpha will hold a meeting November 
24 in the Hotel Syracuse. James E. La- 
Voy, branch manager, Grey Van Lines, 
Inc., will be the guest speaker. _ 

* * * 


Samuel D. Stainton has been ap- 
pointed general superintendent of organ- 
ization, at New York City, for the Rail- 
way Express Agency. Frank T. Halligan 
has been appointed superintendent of 
organization, at New York City, succeed- 
ing Charles Benton, deceased. 

* * * 


Robert N. Dickinson, assistant adver- 
tising manager, at Roanoke, Va., for the 
Norfolk & Western Railway, died No- 
vember 14 in Roanoke after an illness of 
3 months at the age of 43. 


* * 


Edwin C. Paige has been appointed 
head of the first section of the technical 
service division, at Detroit, for the Ethyl 
Corporation. 

* * 

Walter L. Hogan, Jr., has been ap- 
pointed commercial agent, at Charlotte, 
N. C., for the Piedmont & Northern Rail- 
way. 








News of 
TRAFFIC CLUBS 








The Pacific Traffic Association and 
the Oakland Traffic Club held a joint 
meeting in the Gold Room of the Palace 
Hotel, San Francisco, November 18. 
Scott Newhall, editor of the San Fran- 
cisco Chronicle’s “This World,” spoke 
on “How to Read a Newspaper.” 





The Raritan Traffic Club held a meet- 
ing November 11 in the Roger Smith 
Hotel, New Brunswick, N. J. John A. 
Darnell, packaging engineer, Johnson & 
Johnson Co., spoke on “Packaging and 
Transportation.” C. Vosskuehler, 
traffic committee chairman, explained 
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the new demurrage bill on freight cars. 
C. H. Kohler, chairman, rail division, 
spoke on the financial condition of the 
railroads and urged receivers of freight 
to unload all boxcars promptly. 





The Metropolitan Traffic Association 
of New York will hold its annual Christ- 
mas luncheon Decembr 18 in the Penn- 
sylvania Hotel. The annual members’ 
childrens Christmas party will be held 
at the Pennsylvania December 27. 





The Traffic Club of Minneapolis held 
a meeting November 20 in the Hotel 
Nicollet. Dr. Olaf Mickelsen, laboratory 
of physiological hygiene, University of 
Minnesota, was the guest speaker. A 
“traffic talks’ meeting will be held No- 
vember 25 at the traffic club rooms in 


destination. 


P. & P. U. Ry. 


is always open. 






UNION STATION e 





Rain, Snow, 


Ice or Sleet 


N o matter what the climatic condi- 
tions may be at the moment, no mat- 
ter what the forecast for tomorrow, 
every day the year around the men of 
the P. & P. U. Ry. are on the line 
transferring cars between road haul 
carriers. Rain, snow, ice or sleet add 
but a challenge to accomplishing the 
endless job of sorting, reassembling 
into trains and speeding cars on to 


On freight moving East or West, 
North or South, you will want to take 
advantage of the year around fast in- 
terchange service provided by the 


The Peoria Gateway 


E. F. STOCK, General Traffic Manager 


PEORIA AND PEKIN UNION RAILWAY COMPANY 


ROOM 36 e 


conjunction with the Junior Traffic Club. 
George H. Weiss, manager of the Port 
of New York Authority, will give an 
illustrated talk. The annual dinner will 
be held December 4 in the Grand Ball- 
room of the Hotel Nicollet. 





The Transportation Club of Milwau- 
kee held a truck night meeting Novem- 
ber 20 at the Red Arrow Club. Edward 
J. Konkol, general manager, Wisconsin 
Motor Carriers Association, spoke on 
“Motor Carriers in Wisconsin.” A meet- 
ing will be held December 18 at the 
Red Arrow. 





The Los Angeles Transportation Club 
held a meeting November 17 in the Bilt- 
more Hotel. Captain Lane W. Smith, 
regional chief pilot, Western Air Lines, 

























SERVICE BETWEEN 


Chicago & ItIlinois Midland Ry. 
Chicago & North Western Ry. Co. 
Gulf, Mobile & Ohio RR. 
Iilinois Central Ry. 

New York, Chicago & St. Louis RR. 
New York Central System 
Pennsylvania Railroad 


Atchison, Topeka & Santa Fe Ry. 






Chicago, Burlington & Quincy RR. 









Chicago, Rock Island & Pacific Ry. 
Illinois Terminal Railroad 
Inland Waterways Corp. 

Minneapolis & St. Louis Ry. 


Peoria Terminal RR. 





Toledo, Peoria G Western RR. 


PEORIA 2, ILL. 











TRAFFIC WORLD 


spoke on “Why You Shouldn’t Be Afraid 
to Fly.” A golf tournament was held 
November 21 at the Riviera Country 
Club. 

The Birmingham Traffic & Trans- 
portation Club held a meeting Novem- 
ber 20 in the Thomas Jefferson Hotel. 
Prescott A. Tolman, general traffic and 
sales manager, Eastern Air Lines, was 
the guest speaker. The club’s annual 
ball was held the evening of November 
20 at the Pickwick Club. 





The Traffic Club of New York held its 
Thanksgiving Luncheon November 18 
in the Biltmore Hotel. The annual mem- 
bers’ dinner will be held at the Biltmore 
November 24. 





The Traffic Club of Detroit will hold 
its annual dinner December 9 in the 
Hotel Statler. 





The Women’s Traffic Club of Oakland 
held a meeting November 18 in the El 
Curtola Restaurant. Dr. David G. 
Schmidt, of the medical staff of San 
Quentin Penitentiary, was guest 
speaker. 


Phil K. Atkinson, general agent pas- 
senger department, St. Louis-San Fran- 
cisco Railroad, is 
the newly-elect- 
ed president of 
the Traffic Club 
of Tulsa. Born in 
Cherokee, Kan., 
in 1904, Mr. At- 
kinson received 
his schooling in 
that town. His 
transportation 
career began in 
July, 1926, when 
he became a 
stenographer in 
the ticket office 
of the Frisco 
Lines in Tulsa. 

* After holding 
various positions in the passenger traffic 
department, in 1935 he was appointed 
division passenger agent at Tulsa, hold- 
ing that position until April, 1937, when 
he was transferred to St. Louis as divi- 
sion passenger agent. He returned to 
that post in Tulsa in 1938, and in No- 
vember, 1945, was appointed to his 
present post. Others elected at the No- 
vember 4 meeting are: Vice-president, 
R. L. Fisher, Oil Well Supply Co.; sec- 
retary-treasurer, F. C. Stock, traffic 
representative, Skelly Oil Co.; directors, 
two years: F. A. Matthews, district 
traffic manager, Pure Oil Co.; W. E. 
Bauer, traffic manager, Ozark Mahoning 
Chemical Co.; and B. W. Russell, traffic 
manager, Stanolind Pipe Line Co. Offi- 
cers will be installed at a dinner dance 
December 9 in the Mayo Hotel. 





Phil K. Atkinson 





The Bridgeport Women’s Traffic Club 
held a meeting November 18 in the 
Hotel Barnum. Miss Marjorie Schultz, 
of the passenger division of the New 
Haven Railroad, was guest speaker. The 
Christmas dinner-dance will be held Oc- 
tober 10 in the Hotel Barnum. 





The Transportation Club of the 
Rochester (N. Y.) Chamber of Com- 
merce held a round table meeting No- 
vember 20 at the Chamber of Com- 
merce. Walter Bockstahler, president of 
the Inter-State Motor Freight System, 
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Ahead.” 





spoke on “The Motor Carriers Look 





The Woman’s Traffic Club of. Milwau- 
kee held its annual dinner and “bosses’ 
night” _November 10 in the Schroeder 
Hotel. John S. Burchmore, counsel for 
the National Industrial Traffic League, 
spoke on “Common Heritage.” 





The Transportation Club of Kansas 
City held an “Atca Night” meeting No- 
vember 12. T. C. Burwell, vice-presi- 
dent, A. E. Staley Milling Co., Decatur, 
Ill., spoke on the Associated Traffic 
Clubs of America. 





Captain Eddie V. Rickenbacker will 
be the guest speaker at the annual din- 
ner of the Transportation Club of Louis- 
ville to be held December 2 in the Ken- 
tucky Hotel. 





Omar O. Victor, general traffic man- 
ager, at Salt Lake City, for the United 
States Smelting 

















_ president of the 
_ Transportation 
Club of Salt 
_ Lake City. Mr. 
Victor was born 
in Brigham City, 
Utah, 43 years 
ago. Heisa 
graduate of the 
Transportation 
and Law School 
in Chicago, where 
he also graduated 
Omar O. Victor from the Black- 
stone College of 
Law. Between 1923 and 1930 he was 
employed by the Utah-Idaho Central 
Railroad in capacities ranging from sta- 
tion clerk to traveling auditor and audi- 
tor of inter-line accounts. Mr. Victor is 
chairman of the Utah division of the 
Central Western Shippers Advisory 
Board. For the past four years he has 
been in charge of the club’s educational 
program and has been conducting classes 
in transportation law and procedure. 





The Traffic Club of New Orleans held 
a luncheon meeting November 17 in the 
Roosevelt Hotel. The film, “This is 
Louisiana,” was shown. 





The Transportation Club of Saint 
Paul held an entertainment day meet- 
ing November 18 in the Hotel Lowry. 





The Traffic Club of Houston held a 
meeting November 18 in the Rice Hotel. 
Morris Frank, sports editor of the Hous- 
ton Post, was the guest speaker. 





The Transportation Club of Salt Lake 
City held a Thanksgiving party Novem- 
ber 20 in the Newhouse Hotel. The club 
will sponsor a dinner for the Central 
Western Shippers Advisory Board De- 
cember 8. The annual Christmas party 
rl held December 19 in the Hotel 

ah. 





_ The Traffic Club of Tulsa held a meet- 
ing November 18. B. A. Evertt, assist- 
ant general freight agent, at Kansas 
City, for the Santa Fe Railway, spoke 
on “Early Days in Tulsa.” 





The Women’s Traffic Club of Los An- 
geles held a buffet supper November 17 
at the Acme Sequoia Lodge. Assembly- 




















































NOW AVAILAB LeL 


PORT ot BOSTON 


Industrial Sites 


YOU’RE IN 
GOOD COMPANY 
WHEN YOU PICK A 
PORT OF BOSTON IN- 
DUSTRIAL SITE! 


a oo 





» 





If you require deep-water berths 
with direct shipside rail and truck facili- 
ties...if you would benefit by rapid 
handling of freight cars and frequent 
sailings to all World Ports, we suggest 
you investigate the many specific advan- 
tages offered by an industrial site at the 
uncongested Port of Boston, the Eastern 
Port nearest Europe and South America. 


Save time ...money...and headaches! Write today 
to: Director, Port of Boston Authority, Boston. You 
will receive regular, up-to-date information on indus- 
trial sites, sailings and other news about the Port. 


PORT OF 


BOSTON 


ALD THORIEPY 





PORT OF BOSTON 


COMMONWEALTH PIER NO. 5, BOSTON 10, MASS. 


Branch Offices: 7 South Dearborn St., Chicago 3, Ill. Tel: ANDOVER 5536 
1129 Vermont Ave., N. W., Washington 5, D.C. Tel: REPUBLIC 5369 
17 Battery Place (Room 2627) New York 4, N.Y. Tel: BOWLING GREEN 9-8362 
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man Jonathan J. Hollibaugh spoke on 
“An Insider’s View of Our Capitol.” 





The Transportation Club of Decatur, 
I11., will hold its annual dinner Novem- 
ber 25 in the Hotel Orlando. 





The Norfolk-Portsmouth Traffic Club 
held a dinner meeting November 20 in 
the Albany Restaurant. Oscar F. Smith, 
president, Smith-Douglass Co., Inc., 
spoke. 


The Women’s Traffic Club of Metro- 
politan St. Louis held an industry night 
dinner meeting November 20 in the 
Hotel DeSoto. Miss Jeanette Forman, 
fashion director of the Scruggs-Vander- 
voort-Barney Department Store, pre- 
sented a fashion review. 





The Transportation Club of Buffalo 
held its annual dinner meeting Novem- 
ber 20 in the Hotel Statler. Gene Flack, 
director of advertising, Sunshine Bis- 
cuits, Inc., was guest speaker. 


The Evansville, Ind., Transportation 
Club held a ladies’ night meeting No- 
vember 19 in the Vendome Hotel. 








The Transportation Club of Santa 
Clara County held its annual meeting 
November 13 in the Hotel St. Claire, 
San Jose, Calif. 





The Junior Traffic Club of San Fran- 
cisco held a dinner meeting November 


19 in the New Delmonico. The South- © 


ern Pacific film, “This is My Railroad,” 
was shown. 





The Transportation Bureau of the 
Hartford Chamber of Commerce will 
hold its annual dinner February 12 in 
the Hotel Bond. 





The Traffic Club of Norristown will 
hold a dinner meeting November 25 in 
the Valley Forge Hotel.. 





The Traffic Club of the Providence 
Chamber of Commerce will hold a fall 
dinner meeting November 25 in the 
Narragansett Hotel. 





The Cincinnati Traffic Club will hold 
its annual pre-holiday dance December 
6 in the Hall of Mirrors, Hotel Nether- 
land Plaza. 





The Newark Traffic Club, at an organ- 
ization meeting November 17 in the Ho- 
tel Robert Treat, elected Sol V. Rettino 
as chairman of the board of governors. 
Arthur N. Granzen, president, Bay Ter- 
minals, Inc. was re-elected secretary, 
and George E. Martin, assistant sales 
manager, Lehigh Warehouse & Trans- 
portation Co., was reappointed editor of 
the Tariff, the club’s official publication. 
A meeting at the Robert Treat Decem- 
ber 1 will be addressed by Walter P. 
Hedden, director of port development, 
Port of New York Authority. The mem- 
bers’ sons’ and daughters’ Christmas 
party will be held at the Robert Treat 
December 20. 





The Kalamazoo (Mich.) Traffic Club, 
at its recent meeting, elected Emerson 
Higgins, traffic representative, New York 
Central System, as its new president. 
Car] Buzzard, terminal manager, Hooker 
Motor Freight Lines, was elected secre- 
tary. 


The Transportation Club of Terre 
Haute will hold its annual ladies’ night 
dinner-dance December 13 in the Terre 
Haute House. 





The Commercial Traffic Managers of 
Philadelphia will hold its anniversary 
ered December 2 in the Ben Franklin 

ote 





Hope E. MacNiven, manager of the 
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Traffic Club of Chicago, is retiring after 

13 years of service as manager, and 7 

years previously as secretary. Harold F. 

Sands, formerly of the Hilton Hotels 

a is succeeding Mr. Mac- 
iven. 





The Jamestown (N. Y.) Transporta- 
tion Club will hold its fall dinner meet- 
ing December 4 in the Hotel Jamestown. 





QUESTIONS and ANSWERS 


In this column will be 
questions relating to i of general reader 
- interest. A specialist in interstate transporta- 
tion, who is a member of our special service 
department, will furnish references to regu- 
lations and decisions and will answer ques- 
tions of application of tariff schedules and 
practical traffic problems. 
We do not desire to take the place of the 


published answers to 


traffic man, but to help him in his work, nor 
do we undertake to render legal opinions. 

The right is reserved to refuse to answer 
any question that does not seem to be of 
general interest or that may appear to us un- 
wise to answer or too complex for the kind 
of investigation herein contemplated. 

No attention will be paid to anonymous com- 
munications or questions from nonsubscribers. 


Address Questions and Answers Department, Traffic Service Corp., 
Warner Building, Washington, D. C. 








rier of amount Erroneously Refunded 

as Overcharge 

Minnesota:—Question: In September 
1944 we received a carload of raw mate- 
rial from the southeast on which we paid 
the transportation charges and, accord- 
ingly, adjusted with the shipper as this 
material is purchased on a delivered 
basis. 

In March of 1945 we received a refund 
of $21.00 from the carrier and accord- 
ingly, reimbursed the shipper in the ad- 
justment of a later invoice. 

On September 20th of this year the 
carrier advises that. the $21.00 was re- 
fund in error and is requesting a check 
for that amount. 

As this account has been closed out 
it is impossible for us, at this time, to 
secure an adjustment from the shipper. 
Further, the carrier states that the re- 
fund was made in error and that para- 
graph D of section 16 of the Interstate 
Commerce Act does not apply; that it 
becomes subject to the Minnesota 
statute and is not outlawed until six 
years after date of issuing the draft. 

Will you please tell us if we are 
legally obligated to issue this refund to 
the carrier. 


Answer: In T. M. Partridge Lumber 
Co. vs. Michigan Central Railroad, 26 
Fed. 2d 615, the circuit court of appeals 
held that the action of the carrier for 
the recovery of an amount erroneously 
refunded as an overcharge was not an 
action for the recovery of charges, but 
an action on implied contract to refund 
money paid through error. It held that 
the three-year period of limitation pro- 
vided for in paragraph 3 of Section 16 
of the Interstate Commerce Act had no 
application to the action; that it was not 
a suit or proceeding arising under any 
other class of suits of which the federal 
district courts have original jurisdiction, 
and for this reason it should have been 
dismissed by the trial court. 

If the law has been correctly stated 
in the above referred to decision, the 
periods of limitation of the several states 
govern such an action and they run from 
the date the amount was erroneously re- 
funded. 

However, following the decision above 
mentioned, the Michigan Central Rail- 
road brought suit against T. M. Part- 
ridge Lumber Company in the district 





court of the state of Minnesota and that 
court held that the suit was really one to 
collect “charges in respect of a shipment 
of property” and was therefore, barred 
by the three-year statutory period of 
limitation and dismissed the case. From 
this decision, we understand, the Michi- 
gan Central did not appeal. 


See, also, V. S. & P. Ry. Co. vs. Paup, 
47 Fed. 2d 1069, and Cleveland, C. C. & 
St. L. Ry. Co. vs. Edgewater Coal Co., 
272 Tl. App. 149, holding that a railway 
company’s action against a shipper for 
local inbound charges erroneously re- 
funded is governed by the federal three- 
year statute of limitation. See, also 
Wisconsin Bridge & Iron Co. vs. Illinois 
Terminal Co., 88 Fed. 2d 461; Delaware, 
L. & W. R. Co. vs. Patterson, Kelley Co., 
6 Monroe L. R. 80 (Pa. Com. Pl.); New 
York Central R. Co. vs. Sauerick Lum- 
ber Co., 32 D. & C. 150 (Pa. Com. PI.). 


Damages—Measure of 


California.—Question: Can you cite an 
Interstate Commerce Commission or 
legal authority for claiming the invoice 
cost and not including any cash discount 
in connection with loss and damage 
claims? Also, we would like authority 
for adding 6% to the amount claimed 
on the invoice during the period con- 
sumed by the carrier’s investigation and 
eventual payment of the claim. 


Can the cost of warehousing and han- 
dling, unpacking and repacking be added 
to the original cost plus freight of mer- 
chandise purchased at point A, received, 
unpacked, stored, repacked, and shipped 
at point B to point C? 

Answer: We cannot locate cases in 
which the matter of cash discount was 
involved. In the voluntary settlement of 
claims the invoice price is a convenient 
_— for determining the amount of the 
claim. 


The invoice price with deduction of the 
cash discount is, in our opinion, what the 
shipper is entitled to, if the condition 
under which it is made, namely, pay- 
ment within the stipulated time has been 
fulfilled by the purchaser. This for the 
reason that the invoice price base upon 
a cash payment, or a payment within 
thirty days or less is a price separate 
and distinct from one which contem- 
plates the extension of credit for a longer 
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period of time, and should be recognized 
in settling claims for loss or damage. 

While it is held in numerous decisions 
of the courts that interest is an element 
of damages its allowance in the settle- 
ment of a claim for damages is appar- 
ently within the discretion of the carrier. 

The last paragraph of your injury does 
not give information detailed enough to 
enable us to determine whether the ex- 
pense incurred are proper elements of 
damage. 

The following comment has been re- 
ceived with respect to the answer re- 
ferred to therein: 

In connection with your answer to 
North Dakota, page 566, “Traffic World,” 
August 23, 1947, it appears that the 
rates set forth in Section 8 of T.L.F.B. 
Tariff 107C, I. C. C. No. A767, of Agent 
Curlett, are specific commodity rates, 
regardless of their method of construc- 
tion. 

Accordingly, it appears that the in- 
creases provided in Table 1 of Tariff 
X162, and X162A, were, and are, appli- 
cable on commodities moving under such 
specific commodity rates. 

We are surprised to learn that there 
is one carrier in the United States that 
does not agree that the dairy products 
rates provided in Section 8 of the above- 
mentioned tariff, are specific commodity 
rates, and does not agree that Table 1 
of Tariff X162-Series is applicable there- 
to. 


Delay—Duty of Carrier to Advise Ship- 
per as to Probable Delay—Embargo 
New York.—Question: We would ap- 

preciate your opinion on the following: 
We shipped a carload of pelts (skins) 

from A to B via railroads C, D, E, and 

F. When the car was turned over to 


carrier E we received a wire that the 
car could not go forward to destination 
B account of an embargo. We attempted 
to secure permit from the delivering car- 
rier, but same was refused. The car 
was then diverted to another nearby 
destination on carrier F to which point 
the embargo did not apply. During the 
period of trying to get the permit and 
the placing on diversion to new destina- 
tion 4 days elapsed, which means the car 
was held by carrier E for 4 days. The 
car arrived and was unloaded within 
free time and several skins were found 
to be damaged account of deterioration 
in transit. This was called to the atten- 
tion of the delivering carrier and inspec- 
tion was made by them. A claim was 
filed for the damage which was refused 
on the basis of an embargo being in 
effect for two months prior to shipping 
date. It appears to us the originating 
carrier, C, was negligent in accepting 
shipment during the period of- the em- 
bargo. They also issued a bill of lading 
the terms of which it was impossible for 
them to carry out account of the em- 
bargo referred to above. 


We would appreciate your opinion, to- 
gether with reference to any cases you 
know of dealing with similar cases. 


Answer: Where goods are tendered to 
a carrier for transportation, it is bound 
to advise the shipper as to any cause 
likely to delay transportation, which 
cause is within its knowledge, or within 
its fair and reasonable means of knowl- 
edge, and not within the knowledge of 
the shipper; and, if it fails in its duty in 
this respect, a delay in the transporta- 
tion of the goods will not be excused, 
and that, too, irrespective of the nature 
of the cause. Coyne vs. Oregon Short 
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Line R. Co., 244 Ill. App. 359; Pitts- 
burgh, C. C. & St. L. Ry. Co. vs. Daniels 
& Pickering Co., 125 N. E. 426; Shier vs. 
American Ry. Express Co., 208 N. W. 
746; Boyd vs. King, 167 N. W. 901, 
certiorari denied 39 S. Ct. 11, 348 U. S. 
572. The acceptance of goods for ship- 
ment without notifying the shipper of 
the fact that they cannot be promptly 
delivered is tantamount to an assurance 
that they will be delivered within a rea- 
sonable time, except for the intervening 
of excusing causes of subsequent occur- 
rence. This duty is in no way dependent 
on special agreement, but is a part of 
the duty imposed by law on carriers; 
and the reason why the law has imposed 
it on the carrier is to give the shipper 
an opportunity to exercise his own dis- 
cretion as to the propriety of making 
the shipment—to choose between the 
different courses open to him. Thus, 
where a carrier receives goods under 
such circumstances without notice to the 
shipper of probable delay and fails to 
obtain his consent, express or implied, 
it is bound to transport the goods within 
a reasonable time, notwithstanding the 
emergency. 


When the carrier has complied with 
its duty in respect of giving notice, it 
should not be held responsible for a 
delay which it cannot prevent if the 
shipper still insists on delivering his 
property for shipment, and an express 
agreement between the carrier and the 
shipper is not necessary to exempt the 
carrier from liability for delay in de- 
livery due to such conditions. However, 
any notice given can in no case operate 
further than the plain scope thereof. 


A carrier is not bound to advise the 
shipper of a possible cause of delay 


BUY THE BEST... BUY MAYFLOWER...IT COSTS NO MORE! 
Mayflower operates on the same tariff as other national - 
movers. You pay for Mayflower quality, so be sure you 
get it! Buy Mayflower every time! 















AERO MAYFLOWER 
TRANSIT COMPANY 


INDIANAPOLIS - 


INDIANA 


Mayflower’s organization of selected 
warehouse agents provides on-the- 
spot representation at the most 
points in the United States and 
Canada. Your local Mayflower 
agent is listed in the classified sec- 
tion of your telephone directory. 






ey AERO ” 
TRANSIT COMPANY 
PB NATION-WIDE FURNITURE MOVERS 
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THE NATION! 


Nor th Amer ican Van Lines, Inc. 
General Offices: FORT WAYNE, IND. 











Daily Pockege and Refrigerator Service Between 
CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 
Counecting lines serving all selats (n Keatucky, Tennessee, Nerth Carolina, South Carolina and Georgia 












TRAFFIC WORLD 


which, in reasonable anticipation, will 
not interfere with the carrier’s business. 

From the general rule heretofore 
stated, it seems that the duty to notify 
the shipper of circumstances likely to 
cause delay is obligatory only when such 
matters are not within the knowledge 
of the shipper. 


Routing and Misrouting—Motor Carriers 

New York.—Question: Our company 
received a collect shipment of 6,000 
pounds from a shipper located in Utah. 
On the bill of lading only the originating 
carrier’s name was entered. This ship- 
ment went to Chicago via the originating 
carrier which is a participating carrier 
in Rocky Mountain Motor Carrier Tariffs 
Nos. 1, 5A and 6A, which governs this 
movement. They, in turn, transferred 
this shipment to another carrier, which 
is not a participating carrier in the gov- 
erning tariff, for delivery at the point of 
destination. This action resulted in a 
combination rate. We filed an over- 
charge claim against the originating car- 
rier, advising them that the shipment 
should have been routed via a carrier 
that was a party to the tariff, thereby 
giving us the benefit of the joint rate. 
The originating carrier notified us that 
they attempted to turn this shipment 
over to the proper carrier, but the car- 
rier could not accept this shipment for 
delivery at point of destination because 
of shortage of equipment. The originat- 
ing carrier therefore turned the ship- 
ment over to a nonparticipating carrier. 
for delivery. These grounds were used 
as a basis for the declination of our 
claim. 

As the claim is for about $95.00, would 
it be advisable to carry same to the 
courts ? 


Answer: Under the findings of the 
Commission in Planters Nut & Choc. 
Co., vs. American Transfer Co., 31 M. C. 
C. 719, the refusal of connecting carriers, 
parties to joint through routes and rates 
with the initial carrier, to accept freight 
tendered by the initial carirer was found 
unreasonable under the facts in this 
case. The Commission said: 


“We find that the refusal and continu- 
ous refusal of the group-two carriers to 
accept from or deliver to, the group-one 
carriers at Richmond interstate freight 
shipped by or to complainants Planters 
and Elizabeth City Hosiery Mills was 
and is unlawful, particularly with re- 
spect to the failure to provide adequate 
service, to observe just and reasonable 
practices, and to comply with the pro- 
visions of their tariffs lawfully on file 
with this Commission, all in violation of 
section 216 of the act; and that the re- 
fusal of Brooks to interchange with 
Rutherford interstate freight during the- 
5-week period ending in August 1940 
was unlawful.” 


It is to be observed that in this case, 
no strike was in progress, but due to 
labor troubles certain carriers refused 
to interchange freight with other car- 
riers, notwithstanding that joint through 
rates and routes were in effect. 


The findings in the above cited case 
seem to indicate the view of the Commis- 
sion would take with respect to the re- 
fusal of a carrier to accept goods where 
joint rates and routes are in effect with 
that carrier, in the absence of strike con- 
ditions or an embargo properly imposed. 
As to the latter, see pages 725 and 726 
of the report in the above cited case and 
Empire Lumber Co. vs. Director Gen- 
eral, 88 I. C. C. 424. 

Also, see the report of the Commission 
in Metzner Stove Repair Co. vs. Herman 
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L. Ranft, Doing Business as B & R For- 
warding Co., 47 M. C. C. 151. 
The report in this case points to the 
conclusion that a recovery could be had. 
As to the remedy see the report of the 
Commission in Bell Potato Chip Co. vs. 
Aberdeen Truck Line, 43 M. C. C. 337. 


State Versus Interstate Traffic 


Illinois.—Question: We would appre- 
oe your views on the following prob- 
em: 

Trucking companies issue no embargo 
notices, but just follow the practice of 
refusing freight, depending on their 
operating or terminal conditions. Ship- 
per X has no knowledge of said condi- 
tions, and in good faith routes interstate 
shipments in accordance with the tariff, 
issuing bill of lading showing participat- 
ing carriers. 

The connecting line refuses the ship- 
ment, and the originating line looks to 
the shipper for disposition. Delivery is 
made to a rail line and combination rates 
are assessed, resulting in much higher 
charges. In this case the original bill of 
lading is made void, and a new lading is- 
sued reading from Chicago to cover the 
rail movement. 

The combination factors are interstate 
rates, resulting in a higher charge than 
the Illinois intrastate rate in effect on 
local movements. In such instances can 
we use the lower interstate rates? 

In view of originating truck line mak- 
ing delivery to the rail carrier, is ship- 
per entitled to the 5 cent allowance for 
delivery ? 

Answer: With respect to the matter 
of connecting lines refusing traffic which 
is covered by joint through rates, see 
our answer to “Michigan,” on page.678 





of the September 6, 1947 Traffic World, 
under the caption “Storage.” 

If a shipment moves from a point in 
one state to a point in another state or 
from a point in one state to another 
point in that state through another state, 
that is, if the movement is interstate in 
character, the interstate rate, and not 
the intrastate rate is applicable. 

Where there is an original and con- 
tinuing intention that the goods shall 
move through from point of origin to 
an interstate destination, the transporta- 
tion is interstate in character. 

It is not the method of transportation 


’ but the continuity of the movement from 


a point in one state to a point in another 
state which determines whether traffic is 
interstate. Baltimore & O. S. W. R. Co. 
vs. Settle, 260 U. S. 166, 43 S. Ct. 28; 
Hughes Bros. Lumber Co. vs. Minne- 
sota, 272 U. S. 469, 47 S. Ct. 170. 

If there is an existing and continuing 
intention at the time the shipment is 
delivered to the carrier at point of 
origin, to make a through shipment to 
the final destination, and the shipment 
does not come to rest prior to the final 
haul, under ‘the Commission’s opinion 
in Tampa Fuel Co. vs. Atlantic C. L. 
Ry. Co., 43 I. C. C. 231; International 
Agricultural Corp. vs. Director General, 
74 I. C. C. 826; Du Pont de Nemours & 
Co. vs. Director General, 74 I. C. C. 191; 
Germain Co. vs. Louisville & N. R. Co., 
95 I. C. C. 449; Schloss & Kahn Grocery 
Co. vs. Louisville & N. R. Co., 95 I. C. C. 
618; Hamersly Mfg. Co. vs. Erie R. R. 
Co., 126 I. C. C. 491, 148 I. C. C. 47 
(affirmed in United States vs. Erie, 280 
U. S. 98, 50 S. Ct. 51), the interstate 
rate is applicable for the final haul. 

In the present instance, it seems ap- 
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parent that there was an existing and 
continuous intention, at the time the 
shipment was delivered to the carrier at 
original point of shipment, that the ship- 
ment was to move to the final destina- 
tion. It is therefore, our opinion that the 
interstate rate must be applied to the 
shipment. 

As to an allowance for delivery serv- 
ice performed by the consignee, the pro- 
visions of the Pick-up and Delivery 
Service Tariff govern. 


Damage—Measure of 


Illinois.—Question: What is your opin- 
ion respecting the consignee’s obligation 
to pay transportation charges when 
goods are lost or damaged on shipments, 
billed f.o.b. point of origin? The general 
practice is— 

When the entire shipment is lost, or 
completely damaged to the extent that 
the carrier doesn’t make delivery, the 
consignee doesn’t pay transportation 
since revenue billing is not submitted. 
Consequently, the consignee files claim 
for the value of the goods only without 
including transportation. 

When the shipment is only partially 
lost, or partially damaged to the extent 
that the damaged portion is not offered 
for delivery (or is subsequently returned 
to the carrier for salvage) the consignee 
usually pays transportation on the en- 
tire shipment. He files claim for the 
value of the goods lost or damaged plus 
the proportional transportation: appli- 
cable to the damaged portion. 

What if the carrier tried to deliver 
only one or two pieces of a 100 piece 
shipment because the rest were com- 
pletely unusable? Would the rule that 
prohibits abandoning freight require the 
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consignee to accept one or two pieces 
even though acceptance would put a 
burden on him. Would he also have to 
pay transportation on the entire ship- 
ment and include such charges in his 
claim as in the paragraph above? Or, 
could he “cut the bill” and pay trans- 
portation on the undamaged pieces 
only ? 

Do you believe that the duty to ac- 
cept only part of the shipment would 
depend upon the reasonableness of the 
situation and the degree of usefulness 
that the undamaged pieces would have 
to the consignee? 


Answer: Ordinarily the measure of 
damages for loss of or injury to goods 
is the market value at point of destina- 
tion, less freight charges if not paid. 
In numerous cases this principle is laid 
down, amount which are the following: 
Y. & M. V. R. Co. vs. Shell, 265 S. W. 
758; Zimmers vs. Southern Ry., 92 Sou. 
437; Liberty Sales Co. vs. Director Gen- 
eral, 198 N. Y. S. 253; Orange National 
Bank vs. Sou. Pac. Co., 110 Sou. 329; 
Waters vs. Beckers, 186 N. W. 167; For- 
est Green Farmers Elec. Co. vs. Davis, 
270 S. W. 394. 


In the voluntary settlement of claims, 
the invoice price is a convenient basis 
for determining the amount of the claim. 


If the origin invoice price is used the 
freight charges should be added thereto, 
inasmuch as, if the destination price is 
used, they are included therein on the 
theory which underlies, as we under- 
stand, the use of the invoice value, 
namely, that it represents approximately 
the market value at point of destination. 

Where the market value at destination 
is used, the freight charges, if not paid, 
are to be deducted from the amount 








in West Palm Beach, Florida. 













and Steamship Executives 


Our President Invites You 


MERICA’S port management con- 
venes at the Thirty-Sixth Annual 
Meeting of The American Association 
of Port Authorities, December 3 
through 6, at the Hotel Pennsylvania 


The meeting affords you a priceless 
opportunity for first-hand contact with 
the executives responsible for man- 
agement of all of your trade gateways 
to the world. Not only will our out- 
standing business program -be of di: 





thereof, on the theory that the transpor- 
tation of the goods results in enhancing 
the value of the goods. If the origin in- 
voice price without the addition of 
freight charges is used, the shipper nec- 
essarily is deprived of any enhancement 
in value of the goods resulting from the 
transportation of the goods and there- 
fore should, in our opinion, receive in 
addition to the origin invoice price the 
amount of the freight charges which will 
result in an approximation of the market 
value at point of destination. 

The duty of the consignee of goods 


transported by a carrier to accept de- . 


livery thereof, is not ordinarily excused 
by the fact that the goods are damaged, 
unless such damage renders the property 
practically valueless, having regard to 
the expense of acceptance and use, and 
to the purpose for which it was intended, 
the consignee’s remedy, in case of par- 
tial loss or of injury not rendering the 
property worthless, being to accept the 
goods and sue for damages, or, in case 
the injury renders the property value- 
less, to reject the consignment and sue 
for its full value. ss aii 

It is the duty of the owner of the 
property injured by the carrier during 
transportation to use all reasonable 
means to render the effect of the injury 
as light as possible, and no recovery can 
be had for damage which such care 
would have prevented. St. Louis South- 
western Ry. Co. vs. Tucker, 225 S. W. 
553. Hurley vs. Illinois Cent. R. Co., 282 
S. W. 97; Frank vs. Louisville & N. R. 
Co., 19 Ohio N. P., N. S., 574; Texas & 
P. Ry. Co. vs. Allen, 189 S. W. 765. 

It is our opinion that the extent to 
which the consignee must go to mini- 
mize the damages depends upon the rea- 
sonableness of the situation, which would 





Attention Traffic Managers, Shippers 


rect interest to you, but in addition 
you will find our members available 
for discussion of problems and meth- 
ods on an individual basis. 

You are cordially invited to attend 
our sessions. In the interest of effi- 
cient foreign trade our problems are 
mutual and we heartily welcome you 
to the Thirty-Sixth Annual Meeting. 


E. O. Jewell, President 
The American Association 
of Port Authorities 


THIRTY-SIXTH ANNUAL MEETING 
THE AMERICAN ASSOCIATION OF PORT AUTHORITIES 


DECEMBER 3, 4,5,6 e HOTEL PENNSYLVANIA 





e WEST PALM BEACH, FLORIDA 


TRAFFIC WORLD 


take into consideration the usefulness of 
the undamaged goods, to the consignee. 


MISCELLANEOUS 
DECISIONS 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 








(Circuit Court of Appeals, Third Cir- 
cuit.) A motor carrier quoting, charging, 
and collecting rates for transportation 
of goods between two points in New 
Jersey, and actualy transporting goods 
over longer interstate route through 
Delaware, could not recover difference 
between such rates and the filed tariff 
rate for the interstate route, where car- 
rier, in view of absence of New Jersey 
regulation of rates or routes of motor 
carriers, was free to charge rates mu- 
tually agreed on for intrastate carriage 
of goods and to use any New Jersey 
highway for carriage of goods, but in- 
stead used longer interstate route for 
reason of convenience and because of 
union contracts with truck drivers. 

A motor carrier could not convert law- 
ful coritract for intrastate carriage into 
contract for interstate carriage by using 
an interstate route so as to impose on 
shipper liability for a higher rate than 
shipper agreed to pay. (Wolleyhan 


Transport Co. vs. George Rutledge Co., 
162 Fed. Rep. 2d. 1016). 
















ABOUT RESERVATIONS 


All reservations must be made on an 
individual basis, but to assure coordina- 
tion non-members desiring to attend 
are requested to inform R. T. Spangler, 
Chairman, Committee on Arrangements, 
Port Everglades, Fort Lauderdale; Sta- 
tion, Florida. 
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Middle Atlantic Motor Carriers 
Propose General Increase in Rates 


Following public hearings, the standing rate committee 
of the Middle Atlantic States Motor Carrier Conference, Inc., 
has proposed a general increase in rates within Middle At- 
lantic territory, and the M. A. S.-New England joint rate 
committee has proposed a general increase in rates between 
M. A. S. territory and New England territory. In the adjust- 
ments proposed, it was pointed out, there would be some 
reductions. 

Under present plans it was not expected that the pro- 
posed rates would become effective before the latter part of 
January or the first part of February, 1948, it was stated. 

“One of our objectives is to bring our rate structure more 
in harmony with the one prevailing in Central Territory, in 
Southern Territory and overhead between Central and Middle 
Atlantic territories,” said Dabney T. Waring, general manager 
of the Middle Atlantic States Motor Carrier Conference, Inc., 
when asked for an explanation of the proposals. “That will 
also result in a fairly uniform relationship to competitive 
rail rates on the heavier weight shipments and at the same 
time enable us to meet the continually increasing operating 
costs.” 

The proposals are embodied in Middle Atlantic’s standing 
rate committee disposition advice No. 146-A and M. A. S.-New 
England joint rate committee disposition advice No. 163-A 
which follow: 


P-2863 146-A—General increase in rates within Middle Atlantic 
territory. 

Recommended that rates in Middle Atlantic territory be adjusted 
on the following basis: 

(a) Discontinue area arbitraries for all areas, except Area A. 

(b) Reduce Area A arbitraries on ist Class to 4 cents, L. T. L., 
and 2 cents, T. L. 

(c) On L. T. L. shipments of 6,000 pounds or over and on T. L. 
shipments increase base rates 12% per cent. (See Notes 1 and 2.) 

Note 1.—By ‘‘base’’ rates is meant the rates in effect prior to 
January 6, 1947, plus the basic increase of 5 per cent, disregarding the 
maximum increases observed in determining the present rates. 

Note 2.—The reduced arbitraries for Area A will be added after 
the 12% per cent increase is made in the ‘‘base’’ rates. 

(d) On L. T. L. shipments weighing between 2,000 pounds and 
6,000, add 10 cents per 100 pounds (on all classes) to the increased 
rates on L, T. L. shipments weighing 6,000 pounds or over. 

(e) On L. T. L. shipments weighing under 2,000 pounds, add 20 
cents per 100 pounds to the increased L. T. L. rates on shipments 
weighing 6,000 pounds or over. ¥ 

(f) In the case of rates‘applying per package or any unit other 
than weight, increase present rates 3 per cent except in the New York- 
Philadelphia area, where no increase is to be made. (by G. R. C.) 

P-2864 146-A—Increase in minimum charges. 

Recommended. (by G. R. C.) 

M. A, S.-New England 

1524 163-A—General increase in rates between M. A. S. territory 
and New England territory. Recommended that overhead rates between 
Middle Atlantic territory and New England be adjusted to the fol- 
lowing basis: 

(a) Discontinue area arbitraries. 

(b) On L. T. L. shipments of 6,000 pounds or over and on T. L. 
shipments increase base rates 10 per cent. (See Note 1.) 

Note 1.—By ‘‘base’’ rates is meant the rates in effect prior to 
January 6, 1947, plus the basic increase of 5 per cent, disregarding the 
maximum increases observed in determining the present rates. 

(c) On L. T. L, shipments weighing between 2,000 pounds and 
6,000, add 10 cents per 100 pounds (on all classes) to the increased 
rates on L..T. L. shipments weighing 6,000 pounds or over. 

(d) On L. T. L. shipments weighing under 2,000 paunds, add 20 
cents per 100 pounds to the increased L. T. L. rates on shipments 
weighing 6,000 pounds or over. 

(e) in the case of rates applying per package or any unit other 
than weight, increase present rates 3 per cent. 


(f) Recent proposed general increase in rates by 7% per cent, 
withdrawn. 


1525 163-A—Increase in minimum charges. Recommended. 


MICHIGAN FREIGHT CLAIM ASSN. MEETING 


_ The Michigan Freight Claim Association will hold a meet- 
ing November 25 in the Hotel Fort Shelby, Detroit. The 
agenda will include a report on the American Trucking Asso- 
ciations claim prevention meeting at Los Angeles. Discussion of 
the advisability of having a packaging and materials handling 
exhibition, open discussion on freight laws and damage prob- 
lems and new business. 


A. T. A. AIR CARGO COMMITTEE PERSONAL 
President Edward J. Buhner, of the American Trucking 
Associations, has announced new appointments to the A. T. A. 
special committee on air cargo, which, he said, would hold its 
first meeting November 21. 


pe Those who have accepted appointments to the committee 
e@: 



































































Koute Cargoes Via 
PORTACOMA PIERS 


Covered and open storage 
Complete mechanical equipment 
Grain Elevator and Cold Storage 


PORT OF TACOMA 


P. O. Box 1612 Cable “Portacoma” 
TACOMA WASHINGTON 


Industrial sites available for lease or 
sale at very reasonable rates. Served by 
four trans-continental rail lines. Electric 


power and water services at low costs. 


NUMBER ONE 
ON 
U. S. HIGHWAYS 


THE CORN BELT ROUTE 
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Chester G. Moore, Central States Motor Freight Bureau, Chicago, 
chairman; Leonard Hamm of Daniel Hamm Drayage, St. Louis; Wilson 
Ray, of Whiteway Terminal & Cartage, Detroit; Winton Teagle, of 
Atlanta-New Orleans Motor Freight Co., Atlanta; D. T. Waring, Mid- 
dle Atlantic States Motor Carrier Conference, Washington, D. C.; John 
C. Wisener, of Highway Express Lines, Inc., Philadelphia; Garrett P. 
Kiely, of Sky Freight Delivery, Newark; Clyde Reeves, of Misteltoe Ex- 
press Service, Oklahoma City; A. A. Gallagher, of E. A. Gallagher & 


Sons, Philadelphia; C. W. Hoke, of Norwalk Truck Line Co., Norwalk, 
O.; Neil J. Curry, of California Cartage Co., Los Angeles; and Henry 
Sell, Ine., Chicago. 


of Keeshin Motor Express Co., o, 


Truck Rates Not Major Factor 
in Inflation, Says A. T. A. Spokesman 


Charges that motor carrier and railroad rate increases had 
contributed substantially to price inflation were termed “en- 
tirely unjustified’ by Ralph D. Yates, assistant to the director 
of the traffic department, American Trucking Associations, Inc., 
in an address before the Tri-State Traffic Club of Cumberland, 
Md. He said truck rates had gone up only 30 per cent since 
1939, while the general price level increased 81.5 per cent and 
the price of agricultural commodities went up 116 per cent. 
Basing his remarks on a study by W. A. Bresnahan, A. T. 
A.’s director of research, Mr. Yates said both the railroads and 
the motor carriers had experienced serious financial squeezes 
and both had found it necessary to increase rates. The general 
public, he added, was instilled “with an entirely erroneous im- 
= of the situation” based on impressions rather than on 
acts. 


Mr. Yates presented five charts prepared by the research 
department to show the trend since 1939 in truckloadings, ex- 
penses, gross and net revenues, operating ratios and price levels. 
The first used the average monthly tonnage for the three years 
1938 through 1940 as a base, with the average representing 100, 
and showed increases to 150 in 1941, to a peak of 186 in 1943, 
and to 184 last year. The index for the first nine months of 
this year stood at an even 200, he said, and it was a virtual 
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certainty that the index for the full year would reach an all- 
time record. Continuing, he said, in part: 


On the basis of this chart alone, the average person might naturally 
conclude that the trucking industry has been doing all right for itself. 
For under normal circumstances increased volume of business usually 
means increased profits, and that has been the case with respect to 
most industries. 

This has not been true in the case of the trucking industry, in 
which wages alone increased 56.5 per cent from 1941 to 1946. There also 
was an 84 per cent increase in the per-mile cost of tires and tubes, a 
68 per cent increase in insurance and safety expense per mile because 
of inexperienced workers and inferior packaging materials during the 
war, and a 75 per cent increase in the cost per mile for repairs to 
equipment. 

As a result, the margin between expenses and gross revenue became 
increasingly narrow. The operating ratio in 1939 was 94.8, leaving 5.2 
cents out of each gross revenue dollar before payment of income taxes. 
In 1940, it was 95.4; in 1941, at was 94.9; and in 1942, it was 94.4. 
But in 1943, it climbed to 96.4. 

Things became worse in 1944, and the ratio jumped to 97.8—worse 
than in the recession year of 1938 (when the ratio was an even 97). 
Then in 1945 the gap between revenues and expenses closed almost 
to the vanishing point, with a ratio of 99.8. 


He pointed out that the figures were for all types of Class I 
motor carriers—those with annual gross revenues of $100,000 
or more. For common carriers of general freight, he said, the 
1945 revenue situation was even more dismal, since they had 
a ratio of 100.1, giving them a net loss for the year’s operations 
as a group. 

With some rate increases, new equipment and operating 
economies in 1946, the carriers managed to get their operating 
ratio down to 96.4, said he, adding: 


For the first half of 1947 the ratio was 94.2, but this is not as 
encouraging as it might appear. To begin with, the first half is always 
better than the last half, and if things follow their usual pattern, the 
ratio for this year will be about 96. Indications are that it will go even 
higher, because the industry has been confronted with further increases 
in cost during the last half of the year. So while the industry’s posi- 
tion has improved from the near-disaster of 1945, it is still not nearly 
as satisfactory as it might be... 

These figures show pretty conclusively that the trucking industry 
has not made a ‘‘killing’’ during these years, despite the work they 
have done and the great increase in the volume of business handled. 
Instead, to state it mildly, the industry’s financial results have been 
less than satisfactory. 


Still, we have the general public instilled with an entirely erroneous 
impression of the situation, and this impression seemingly is reflected 
in the thinking and activity of some government agencies. It all seems 
to lead to the inevitable conclusion that both the railroads and the 
trucking industry are confronted with a problem of public education. 


REPORT ON WINTER DRIVING HAZARDS 


The National Safety Council’s committee on winter driv- 
ing hazards has recently issued a new research report. The 
report was prepared by Professor Amos E. Neyhart, road train- 
ing consultant for the American Automobile Association, and is 
based on tests by the above committee. Professor Neyhart 
recommends a number of fundamental safe driving rules, which 
should be of considerable value to operators of both private 
automobiles and trucks. 


NORTH CAROLINA ROAD MAPPING PROJECT 


Secretary Krug, of the Department of the Interior, has 
announced completion of pions for an extensive mapping project 
by the department’s geological survey division in cooperation 
with the North Carolina Highway and Public Works Commis- 
sion “as the initial step in the improvement and widening of 
the interstate highway system, as part of the national postwar 
highway development program.” He said that the state com- 
mission would contribute $50,000, to be matched by the federal 
government, for the mapping project in the next two years, and 
maps and aerial photographs of a large area in the central part 
of the state, designated by the commission, would: serve as 
guides to highway officials in selecting suitable routes for de- 
signing modern highways to take care of increasing demands. 


INTERSTATE DISPATCH ANNUAL MEETING 


H. H. Hiland was elected president of Interstate Dispatch, 
Inc., at a recent annual meeting of the board of directors. 
Others elected for the coming year are: 


Executive vice-president and treasurer, M. E. Holt; vice-president, 
operations, W. F. Clark; vice-president, traffic, J. M. Murdoch; vice- 
president, Wisconsin, F. L. Wermer; vice-president, Missouri, T. V. 
McEvilly; vice-president, Indiana, J. T. Kensler; vice-president, Ohio, 
R. A. Krovocheck; Secretary, R. T. Berry; assistant secretary, W. H. 
Alvarez; and assistant treasurer, Miss E. McConnell. 
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November 22, 1947 


The OPEN FORUM 


A Department for the Discussion by Readers of TRAFFIC WORLD 
of Questions of Interest to Traffic Men. 





No anonymous communications will be published and writers must identify themselves 
in their signatures or in the body of their letters. Mere names are not sufficient. 








Commendation from National 
Association of Advisory Boards 


Editor the Traffic World: 

I have the pleasant duty of transmitting to you a copy of a 
resolution adopted at the National Association Meeting in St. 
Louis on October 22, 1946. 

The resolution is quoted verbatim: 

“Whereas, the members of the National Association of 
Shippers Advisory Boards in their meeting of October 22, 1946, 
appealed for more comprehensive publicity program in an 
effort to increase attendance at meetings and to stimulate in- 
terest in the activities of the Regional Advisory Boards to the 
end that adequate and efficient transportation be established 
and maintained. 

“Whereas, the success of the campaign depends greatly 
upon the publicity given by national publications and the press 
generally. 

“And whereas, the Traffic World through it’s editor, Robert 
J. Bayer has been most helpful in furthering our efforts in this 
direction. 

“Now therefore, be it resolved that we extend to the Traffic 
| World and Robert J. Bayer our sincere appreciation and thanks 
for their cooperation. 

“Be it further resolved that the National Secretary trans- 
\mit a copy of this resolution to Mr. Robert J. Bayer, editor of 
the Traffic World.” 

I’m hopeful within the very near future I can send you this 
resolution in a form that you will really appreciate. 

Sincerely, 
F. J. Armstrong, National Secretary, 
National Association of Shippers 
Advisory Boards. 
St. Louis, Mo., Nov. 7, 1947. 


Critical of Rail Passenger Service 


Editor the Traffic World: 

You are to be congratulated on the editorial in your No- 
vember 1 issue entitled “Customers; Ten Cents Each.” 

I have encountered, not once but many times, the situations 
mentioned and have often carried heavy baggage a long dis- 
tance to avoid delays and the handing out of too many gratui- 
| ties. 


Waiting at the train gate is an exceptionally aggravating 
experience, particularly when one has in his pocket a first- 
‘class ticket and parlor car or Pullman ticket. Especially the 
first-class traveler should be entitled to enter the train when 
it is standing on track and accessible. 

Here is another thing that should have attention. Crew 
| men, etc., have developed a habit of discussing their personal 
affairs over the heads of the passengers. It is not unusual 

for such to go into a huddle almost anywhere on the train to 

_ discuss all sorts of things, including seniority, strikes and kin- 
dred subjects. Too many of these discussions go on in a loud 
tone to the utter disregard of the traveling public. 

Just a few days ago on one of our streamliners the con- 
ductor who picked up my ticket as I was sitting in the parlor 
car had a very strong bouquet on his breath. Not being familiar 
with current production I do not know whether it was Four 
Roses or not, but it was plenty strong. This is not the first 
time that I have encountered plenty of evidence of alcoholic 
indulgence on the part of passenger train crewmen. 


| Fred J. Leonard 
Appleton, Wis., November 11. 





Defends Trucks on Highway 


Editor the Traffic World: 
I have just read the letter from Mr. R. O; Burnett, Traffic 
| Service Corporation, Seattle, Washington, published in the Octo- 


| 
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ber 18 issue of the Traffic World, page 1146, under The Open 
Forum, and apparently Mr. Burnett is not very well versed 
on the operations of the for-hire motor carriers, particularly 
in the State of Michigan. 

Mr. Burnett states that truck lines operate by virtue of 
roads built from taxes assessed on gasoline which are paid by 
all the people who drive on the highways, etc. Mr. Burnett 
might be interested in the fact that the for-hire carriers in the 
State of Michigan last year paid a mileage tax or mileage fee 
of approximately $550,000. This is in addition to any gasoline 
tax and also in addition to the license fees which are paid by 
such carriers. Incidentally, the license fees for motor vehicles 
and trailers in Michigan are assessed on a weight basis so that 
the carriers pay more for the operation of their heavy duty 
vehicles than is paid by Mr. John Q. Public for his pleasure 
drive on Sunday. It might also interest Mr. Burnett to know 
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for efficient transportation 


The Chicago and North Western System is 
amply provided with the men, methods and 
“machinery” necessary to transport any prod- 
uct from where it is to where it's wanted. 
That's been our job for 99 years. 


CHICAGO and NORTH WESTERN SYSTEM 
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senting costs of court. 


fees paid by the for-hire motor carrier. 


NOTE: Items in the docket marked with an 
asterisk (*) have been added since the last 
issue of THE TRAFFIC WORLD. New assign- 
ments now on the Commission’s 

dates later than herein shown will not bear 


anes a =e. Ga.—State Comm.— 
C 58234, Sub. 3—Dahlonega-Atlanta Bus 
Line, Dahlonega, Ga., common carrier 
apPlication. 
a «~ & —_— 
MC 108986~Bagby Transfer Co., Rome, Ga., 
contract carrier application. 
November 24—Baltimore, Md. —U., S. Ap- 
praiser’s Store Bldg.—Jt. Bd. 283: 
MC 2353, Sub. 1—Monumental Motor Tours, 
Inc., Baltimore, Md., common carrier ap- 
plicati on. 
MC 37075, Sub. 1—De a Motor Tours, 
une. ae M ommon carrier ap- 
cation 


November 24—Baltimore, Md.—U. S. Apprai- 
sers’ Stores Bldg. —Jt. Bd. 301: 

* MC 84728, Sub. 19—Safeway Trails, Inc., 
Washington, D. C., common carrier ap- 
Plication. 


November 24—Boston, Mass.—State House— 
Commissioner Mahaffie: 
Ex Parte 166—Increased Freight Rates, 1947. 
ae ag —. Mass.—Hotel Lenox— 
MC 96007, Sub. 6—Hudson Bus Lines, Med- 
ford, Mass., common carrier application. 
MC 96007, Sub. 7—Hudson Bus L nes, Med- 
ford, Mass., common carrier application. 
November 24—Chica 0» lil.—Main P. O. Bldg. 
—Examiner Ang 
Mg 30837, Sub. 66— Kenosha Auto Transport 
Corp., Kenosha, Wis., common carrier ap- 
plication. 


November 24—Cleveland, Ohio—Hotel Cleve- 
land—Examiner Winson: 
MC-F 3614—David Jones, 
tion) H. L. Cook. 
November 24—Fort Worth, Tex.—Texas Hotel 
—Commissioner Splawn: 
Ex Parte 166—Increased Freight a 1947. 
November 24—Harrisburg, Pa.—U. S. Ct.— 
—Examiner Hurley 
— a 1O1a Forge Transfer, Old 
or 
as 107476, Sub. 7—W. F. Smith, Muncy, 


MC 100422, Sub. 1—A. D. Kern, York, Penn- 
sylvania,. common carrier application. 


November 24—Indianapolis, Ind.—Fed. Bldg. 
—Examiner go 
MC 1260, Sub. 3—S & K Truck Company, 
Carmi, Ill., common carrier application. 
November 24—Minneapolis, Minn.—U. S. Ct. 
— Mitchell and Examiner 
uller: 
29763—Allowances for pick-up and delivery 
at the Twin Cities. 
November 24—New York, N. Ree Wash- 
ington St.—Examiner Law 
ee ee ee "Belevertes, E. 
Werner, Jr., 
MC-C $50 Frelent Trans mpartadion Engi- 
neers, Inc., et al. vs. Southern Tier Truck- 
ing Company. 


Ga.—State Comm.— 


purchase (por- 


that of this $550,000 paid last year by the for-hire carriers 
in Michigan, 60 per cent of it is assigned by statute to the 
highway department, 40 per cent is assigned to the general 
fund. In addition to the mileage fees paid by the for-hire 
carriers during the year of 1946, there was approximately 
$45,000 assessed in fines for violations, of which two-thirds is 
assigned to the library fund by statute and one-third repre- 


You can readily see from the above figures that it would 
take Mr. John Q. a long, long time to pay $330,000 in taxes 
to the highway department for use in building and maintaining 
roads, and there would be a lot more impassable and poor 
roads and fewer paved highways if it were not for the mileage 


I also take exceptions to Mr. Burnett’s statement that the 
motor carrier or trucking companies are a menace and only 
destroy the highways. The most courteous and efficient drivers 
on the highways of our country today are the operators of 
the over-the-road motor carriers. They are always willing to 
lend a helping hand in case of an accident, and the majority 
of them are well trained in first aid treatment. Further, they 


commodity. 
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asterisks when they do appear. Current can- 
cellations and postponements announced too 
late to show the change in this docket will 
be noted elsewhere. 








c.—Sir Walter 
ey 


C 28985, Sub. 6 Seachare Transportation 
wiuan —. Bern, c. 
November 24—Salisbury, ’Md.—County Court— 
oe ae Seaman: 
C 109058—Earl Mears sees Company, 
MGrisfield, Md., common carrier applica- 


MC real Sub. 2—O. T. Gladding & Son, 
Tasley, Va., common carrier application. 
Nevantbas '24— Tulsa, Okla. — Mayo H Hotel — 
Examiner Simmons: 
McC 68100, Sub. 4—D. P. Boriham Transfer, 
Bartiesville, O 


November 24—Washington, D. C.—Examiner 
Harrison: 

MC 95304, Sub. 4—E. Sherrard Mendieg. 
aueesy Point, Va., common carrier appli- 
cation 

MC 108068, Sub. 6—U. S. A. C. Transport, 
port Dover, Del., common carrier appli- 
cation. 

November 24—Washington, D. C.—Examiner 
Harrison: 

MC 95304, Sub. 5—E. S. Headley Transfer, 
= Point, Va., common carrier appli- 
cation 


eougemer 24—Washington, 


November e-. 4 N. 
Ba 


D. C—Examiner 


i MG. 3633 — D. L.. Wartena and Carsten 
Tiedeman, Control; Automobile Trans- 
ort, Inc., of Del., lease (portion), Central 


tates Transit Lines. 
November 24—Wichita, Kan.—Hotel Lassen 
—Jt. Bd. 39: 
MC 52929, Sub. 6—Texas-Oklahoma Motor 
Freight Lines, Amarillo, Tex., common 
earrier application. 


Novamniner 5 Py amden, N. J Js. S. Ct.—Ex- 
amin 
Cc-C 902—Harold rie, Irving: lier, Ser: 
sage Horowitz, A ch and S 
Begun, dba ll ong ns & 
vs. Ferris & Rossborough Co. 
November 25—Chica “4 ill.—Main P. O. Bldg. 
—Examiner Angle 
MC 29886, Sub. 35—Dallas & Mavis Forward- 
ing Co., Inc., South Bend, Ind., common 
cattier ‘application. 
MC 30837, Sub. 56—Kenosha Auto Trans- 


port Corp., Kenosha, Wis., common car- 
rier application. 
C 52657, Sub. 377—Arco Auto Carriers, 
Inc., Chicago, 

November 25—Chica o, 1i1l.—Main P. O. Bldg. 


—Examiner Angle 

* MC 30837, Sub. 71--Kenosha Auto Transport 
Corp., Kenosha, Wis., common carrier ap- 
plication. 


November 25—Cincinnati, 0.—Gibson Hotel— 
Examiner Gaffney 


MC 108797—Dallas Truckin Company, Cin- 
cinnati, O., contract carrier application. 
Nougames, | 25—Cincinnati, 0.—Gibson Hotel— 


58: 
MC 108874,'Sub. 1—Jay Jay Dress Carriers, 
Chicago, Il., common carrier application. 


are the only drivers that I know of on the highways today 
who are always willing to flag you ahead when the road is 
clear and to endeavor to warn you against passing when they 
feel that your passing might be dangerous. This is true of the 
drivers whether they are handling general commodities or 
whether they are operating tank trailers. I believe you will 
find that the drivers operating vehicles carrying inflammable 
material are more cautious because of the nature of their 


I feel that it is about time for the public to realize that 
the trucking industry is paying its share for the use of the 
highways, and while the railroads pay a considerable amount 
of taxes and have their own right-a-ways, some of which were 
donated by the United States Government, that proportionately 
comparing the size of the two industries, the motor carriers 
are carrying their share of the tax burden. 


Lansing, Mich., October 22, 1947. 
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H. C. Kuhnert, Manager, 


Michigan Intra-State Motor 
Tariff Bureau. 





November 25—Newark, N. J.—State Comm.— 
—Examiner Smith: 

* MC 1024 
Inc., North Bergen, N. J., 
rier’ application. 
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MC 0. Sub. 2—Wick Adair Trucks, Ada, 

Okla., common ener application. 
November 25—Raleigh, N. C.—Sir Walter Ho- 
tel—Examiner Garofalo: 

MC 25798, Sub. 3—Clay Hyder Trucking 
Line, Hendersonville, N. C., common car- 
rier ‘application. 

MC 14, Sub. Rr ae Transfer Co., 
Inc., Hickory, N. C., common carrier ap- 
plication. 

November 25—Raleigh, N. C.—Sir Walter Ho- 
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Inc., Hickory, N. C., common carrier ap- 


plication. 
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November 25—Salisbury, 
—Examiner Seaman: 

MC 10912i—C. P. Cropper Fish & Oyster 
Company, Ocean City, Md., common car- 
rier application. 

MC 109167—C. S. Collins, Federalsburg, 
Md., contract carrier application. 
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Ex Parte 167—Application of Part III to 
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MC 60128, Sub. 2—Sightseeing, Inc., Wash- 
ington, D. C., common carrier applica- 


tion. 
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MC 66562, Sub. 817—Railway Express Agen- 
cy, Inc. (a Delaware corporation), New 
York, N. Y., common carrier application. 

November 25—Washington, D. C.—Jt. Bd. 68: 

MC 109136, Sub. 1—The Oriole Terminal & 
Transportation Co., Baltimore, Md., con- 
tract carrier application. 


November 25—Washington, D. C.—Examiner 


Cheseldine: 
Fourth Section Appl. 22915—Crude Sulphur 
from Southwest to Jacksonville, Fla. 


November 25—Wichita, Kan.—Hotel Lassen— 
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nevnatior a . J— . Ct.—Ex- 
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MC 108971—S. Sloane, Philadelphia, Pa., 
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MC 106297, Sub. 15—Mid-States Trailer 
Chicago, Ill., common 


Transport, Inc., 
oa ca application. 

C 103046, Sub. 9—Illinois Trailer Convoy, 
"ha Chicago, Ill., common carrier ap- 
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Examiner Gaffney: 

MC 72243, Sub. 4—Aetna Freight Lines, 
Inc., Warren, O., common carrier appll- 
cation. 
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Examiner Simmons 

MC b. 7-—Vass Truck Lines, Inc., 
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